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HIGHWAYS AND WATERWAYS 

There is, perhaps, no more characteristic trait of the 
American citizen than his willingness to take sides, his 
proneness to argue, his inclination to decide, in matters 
of vital and national importance, with little or no infor- 
mation. If one does not believe that statement or thinks 
it exaggerated, let him consider for a moment, for in- 
stance, what has happened in this country with respect 
to the League of Nations. 


A world torn by war and weary of it, sought a 
method of ending or, at least, diminishing it. The 
League of Nations was proposed and most of the great 
nations of the world joined it. Its purpose is to promote 
international peace and abolish war as a method of ad- 
justing disputes. In this country, because it was pro- 
posed by President Wilson, who had political enemies, 
jealous of his leadership, and because, perhaps, some of 
his methods were open to criticism, the question of 
whether the United States should join or stay out of the 
League got into politics, where, of course, it does not 
belong. Everybody took sides. Republicans, generally 
speaking, were against it. Many Democrats were for it 
because it was proposed by a Democratic president, 
though, to be sure, many of President Wilson’s own 
party repudiated his plan. But the point is, how many 
people who discuss it so emphatically know anything 
about it—have even read its constitution? How many 
times have you heard or, perhaps, said yourself, that the 
United States should not go in because it would be out- 
voted by Great Britain, when anybody who has studied 
the thing k nows that action by the council must be 
unanimous? How many times have you heard it said 
that the United States should stay out because the 
league agreement would abridge the Monroe Doctrnie, 
When anybody who has read the articles knows that they 
expressly except agreements like that embodied in the 
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Monroe Doctrine, even mentioning it by name? How 
many times have you heard it tearfully argued that this 
country must stay out because it can not have its boys 
sent overseas to be shot and gassed by a foreign foe in 
the settlement of some quarrel in which this country 
could have no interest, when any informed person knows 
that nobody, under the League agreement, could call our 
boys into war without the sanction of our own Congress? 

Now, we are not arguing for the excellence of the 
League, though it may sound as if we were. As a mat- 
ter of fact, though it has nothing to do with the point 
we are trying to make, we think the United States 
should lend its support to this plan in the hope, at 
least, that it may do some good, if not prove a complete 
remedy. Our point, however, is that one has no busi- 
ness being either for or against the League unless he 
knows something about it. If you have studied it and 
know something about it and still oppose it, you are en- 
titled to respect. If you favor it out of mere sentiment 
without knowing anything about it and without having 
studied it, then you are not entitled to respect. 


We have taken the League of Nations as the specific 
illustration of our point because it is, perhaps, the most | 
outstanding example of ignorant, superficial espousal 
of a cause, on the one hand, or repudiation of it, on the 
other, without proper or necessary information. We might 
have taken prohibition, or the tariff, or farmer relief, or 
any of a dozen other illustrations. We are prone to go 
off “half-cocked,” as the saying is—to take sides with 
inadequate information, because of political or some 
other prejudice, or because of financial or some other in- 
terest, or for no reason at all, often, other than that we wish 
to appear wise and abreast of the times in our thought 
on public questions. We are too lazy to inform our- 
selves as we should and we excuse ourselves, if we think 
about it at all, with the fact that most of the others who 
are talking about the same things, in the halls of Con- 
gress and elsewhere, know as little about them as we 
do. Often it does not even occur to us that we are 
ignorant. 

This inclination to take sides and form our views 
without sufficient information or thought is nowhere 
more evident than in the field of transportation, and it 
prevails among men who know something of transporta- 
tion and should be deeper thinkers on transportation 
problems, just as it prevails among the more ignorant 
‘members of the public—more ignorant of transportation, 
we mean—who display their ignorance and air their 
views in loud voices in public places. Any man in any 
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HE MAP Shows 

important steam 
railway connections of 
the Illinois Traction 
System. The Traction 
has through rates and 
interchange connections 
with all steam roads 
and accepts shipments 
to or from any point in 
the United States. 


There’s a _ 
Representative 
In Your Field: 


Birmingham, Ala., 

737 First Nat. Bank Bldg., 
L. Poole, Genl. Agt. 

Bloomington, IIL, 

H. Johnston, Genl. Agt. 

Champaign, IIl., 

G. W. Manley, Genl. Agt. 

Chicago, IIL, 

208 S. LaSalle St., 
D. R. Peck, Genl. Agt. 

Cincinnati, O., 

Room 301 Bell Block 

Alvin Roehr, Genl. Agt. 
Cleveland, O., 

415 Swetland Bldg., 

J. M. Boak, Genl. Agt. 

Dallas, Texas, 

618 Santa Fe Bidg., 
Ed. R. Horton, Genl. Agt. 

Danville, Iil., 

J. E. Dillon, Genl. Agt. 

Decatur, IIL, 

Bundy, Genl. Agt. 

Detroit, Mich., 

703 Transportation Bldg., 
C. F. Beach, Genl. Agt. 

Kansas City, Mo., 

211 Railway Exch. Bldg., 

L. W. Gent., Genl. Agt. 
Memphis, Tenn., 

33 Porter Bidg 

H. W. Stigler, “leas. Agt. 

Miiwaukee, Wis., 

601 Railway Exch. Bldg., 
J. C. McCutchen, Genl. 
Agt. 

Minneapolis, Minn., 1139 
Metropolitan Life Bldg., 
C. A, Canning, Gen. Agt. 

New York, N. Y., 

501 Maritime Exchange, 
L. B. Kelz, Genl. Agt. 

Peoria, Iil., 

W. M. Long, Genl. Agt. 

Pittsburgh, Pa., 

523 Park Bldg., 
E. D. Forde Genl. Agt. 

St. Louis, Mo., 
12th and Lucas Ave., 

H. C. Leutert, Genl. Agt. 

Springfield, II1., 

E. L. McKee, Genl. Agt. 

Tulsa, Okla., 

818 Clinton Bldg., 
L. W. Gent, Genl, Agt. 
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smoking compartment of any train knows just what 
ought to be done to or about the railroads just as he 
knows all about the League of Nations, and he is more 
than willing to give us the benefit of his views. We can 
do nothing about him. He will always exist to annoy us 
and muddy the waters. But we are hopeful that some- 
time the men who are engaged in transportation work 
and know something about it, at least on its technical 
side, will come to be thinkers on its broader, economic 
side. When we reach that point we shall begin to solve 
our transporation problems. Until we reach it they will 
not be solved wisely or, when they are, it will be merely 
because of chance or because politics happened to dic- 
tate a right course. Even a politician is sometimes 
right, not because he is seeking right for its own sake, 
but because righteousness happens, for the moment, to 
be good politics, or because he just happens to guess 
right, without knowing any good reason for his guess. 

Perhaps there is no better illustration in the field of 
transportation of the way in which we think loosely or 
not at all, than the present widespread and popular 
propaganda for development of and operation on our 
inland waterways. Perhaps the leading exponent of this 
policy is Herbert Hoover, Secretary of Commerce. He 
is a big man and a patriotic one. Far be it from us to 
belittle him. But no man knows everything and it may 
well be that he, in dabbling in so many things, now and 
then gets into something about which a lesser man 
may know more. It may be that even he is tinged with 
the American characteristic to form opinions, sometimes, 
with little knowledge. 


When we think of the part he is playing in this mat- 
ter we are reminded of what Houdini, the magician, 
once said about Sir Oliver Lodge. Houdini is not only 
an entertainer as a stage magician, but he has undertaken 
seriously to expose the faking of so-called spirit me- 
diums. At the time of which we speak, he volunteered 
to answer questions. One of the men present asked him 
how it was, if there was nothing in spiritualism, that a 
great scientist like Sir Oliver Lodge believed in it. 


“Well,” said Houdini, “Sir Oliver knows things 
that I couldn’t learn if I lived to be a thousand years old 
and studied all the time. But if you put him and me 
each in a box, nail it up, and throw it off a high bridge 


into a river, I’m the only one of us that will come up 
alive,” 


Mr. Hoover has a program for the development of 
25,000 miles of inland waterways in this country, his 
idea being to enlarge our transportation facilities and 
reduce transportation rates. It is a pretentious and at- 
tractive program that may well arouse enthusiasm. But 
will that enthusiasm stand the test of careful thought? 
Is there a real demand for this great and expensive de- 
velopment? Mr. Hoover makes no showing of a real 
traffic demand for these waterways. He has no program 
for reimbursement of the public for the millions spent in 
developing and maintaining them. 

Until very recently, we have been, so far as we 
know, a voice crying in the wilderness in advocacy of a 
policy of compensation to the public by users of water- 
ways and highways in the common carriage of freight 
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and passengers, and regulation of their rates and prac- 
tices. We are encouraged to believe, however, that the 
logic and wisdom of the policy are coming to appeal to 
others. The following, from an article by W. G. Sibley, 
in a recent issue of the Chicago Journal of Commerce, 
is an indication: 

Transportation is essential to trade, and prosperity. We have it 
by rail and water, and in ever increasing volume on our highways 
since motor trucks and cars and the highways have been perfected. 
The federal government has spent many millions improving our na- 
tional waterways, and has long controlled water traffic by its laws 
and regulations for pilots, masters, engineers and boilers on boats 
carrying freight and passengers. It has never, so far, controlled 
rates on waterways or on highways. 

But the grip of government on railroads is hard and fast, so 

far as rates are concerned. It seems reasonable that it should have the 
same control of rates on lakes and rivers if there is to be anything 
approaching parity of opportunity between rail and water. The 
same parity should and doubtless will become the subject of govern- 
ment concern for interstate traffic on highways. Engineer Wilson, 
of Cincinnati, on the Relation of the Ohio River to Transportation, 
says: 
“To place waterways, highways, and railways on a parity, the 
use of waterway, the highway, and the railway should be paid for by 
the user, and their use and the charges therefor placed under the 
same government regulating agency.” 

This is obvious—and inevitable. Colonel Kutz, of the U. S. A. 
corps of engineers, on the same topic in a symposium published by 
the American Society of Engineers, speaks of the canalization of 
the Ohio soon to be completed after thirty years, saying: 

“The Ohio River’s full usefulness, however, will not be realized 
until the Interstate Commerce Commission is given the same control 
over rates by river as it has over rail rates, and until the railroads 
recognize the value of the river by granting joint rail and river rates 
as freely as they grant joint rail rates.” 

One member of the I. C. C. has spent the summer months 
making a study of highway transportation, the Ohio State Journal 
says, and adds that “when they (the highways) handle interstate com- 
merce business they may expect to pass under federal control.” 


MOTOR VEHICLE INVESTIGATION 
The Traffic World Washington Bureau 

The first briefs received by the Commission in No. 18300, 
Motor Bus and Motor Truck Operation, filed by the American 
Electric Railway Association, the Oregon State Highway Com- 
mission, the New York, New Haven & Hartford Railroad Com- 
pany, and the Erie Railroad Company, New York Susquehanna 
& Western Railroad Company, and the New Jersey & New York 
a Company, were made public by the Commission Octo- 

er 20. 

The American Electric Railway Association, speaking for 
practically all the independent electric street, suburban and in- 
terurban electric railways of the United States, urged that the 
Commission “recommend to Congress that the present chaotic 
and anomalous situation be removed by proper regulation” 
through local bodies acting as instrumentalities of the federal 
government. 

“The carriage of both persons and property by automotive 
vehicles has come to stay and has become a fixed agency in the 
commerce of the nation,” the association said. 

The association made the point that automotive vehicle 
operations were not alone in competition with railroad carriers 
furnishing adequate carriage, “but are in many instances in 
duplicate or triplicate and even more vicious competition with 
carriers of their own class, that is to say, even where there is 
effective rail operation, there are from two to five automobile 
vehicle operations covering the same territory and with the 
same terminals, thus constituting an unfair reduplication of 
carrier service which is of no public benefit, and. which is de- 
stuctive of existing carrier investment.” 

Reference was made by the association to the fact that elec- 
tric lines and other railroads, but particularly the former, ‘have 
gone into the operation of automotive vehicles supplenmental 
and auxiliary to their rail transportation, and in so doing have 
invariably sought and obtained the authority of the state regu- 
latory bodies in the operation of such motor vehicles.” 

“These rail carriers,” the association continued, “with this 
supplemental motor vehicle service, are now met with the com- 
petition of pretended interstate motor vehicular carriers over 
the same highways, and in many instances over highways and 
restricted boulevards where the rail carriers are unable to ob- 
tain the authority to operate because of local and state restrict- 
ing laws. 

“It seems to us, in the face of the testimony adduced in 
Chicago, Detroit, Los Angeles, Boston, New York and San Fran- 
cisco, that it is idle to urge that, if the Interstate Commerce 
Commission is to continue to exist in the regulation of carriage, 
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for which it was formerly created and has been continued by 
various amendments passed by Congress, it should not be au- 
thorized and compelled to regulate any interstate carriage by 
automotive vehicles. We repeat that it will appear from testi- 
mony . . that in many instances as many as so-called bus 
lines are performing the same service in the same territory over 
public highways where there is ample rail transportation for 
the use of the people—and in this connection it must be borne 
in mind that, in the absence of some adequate regulation, these 
automotive vehicle carriers are operating over improved modern 
highways largely paid for by the taxes inflicted upon existing 
railroad carriers, without any adequate compensation for such 
operation. Such a situation in the nation’s transportation is not 
only inconsistent but in the final analysis abhorrent and a gross 
wrong upon the public.” 

The association, referred to the investment in rail facilities 
and the millions of persons dependent on such transportation, 
and asserted these interests were entitled to protection against 
“indiscriminate and unlicensed” service. 

“A house divided against itself cannot stand,” the associa- 
tion continued. “Carriers subject to regulation, with its at- 
tendant restrictions, cannot compete with unregulated and in- 
discriminate carriers without impairment of investment and dis- 
ruption of service. Only due regard to the transportation sys- 
tem of the community, taken as an entirety in determining the 
question of convenience and necessity, can prevent such a 
chaotic and undesirable situation. Such regard or consideration 
can be given only when there is an unbiased and competent 
body, such as our interstate and various state commissions, with 
adequate jurisdiction and power in the premises. 


“The time seems more than ripe, and the need unqeustion- 
ably sufficiently urgent, to warrant Congress to take cognizance 
of this automotive vehicular phase of interstate transportation, 
and to correlate it by proper legislation with the other phases of 
existing interstate transportation in such a way that the public 
will continue to be adequately, economically and well served, 
and the carriers—rail, water and automotive—assured of rev- 
enue commensurate with the investment and the cost of service 
rendered.” 

The association said it was not vital to the situation whether 
the administration of interstate regulation be placed primarily 
in a federal body, such as the Commission, or in state regulatory 
bodies as federal agencies, with right of appeal to the federal 
body, but approved a plan whereby the state commissions and 
the federal commission would do the job. 


Oregon Highway Commission 


The Oregon State Highway Commission said transportation 
by truck or bus over the highways presented a problem of dual 
ownership—one private, one public. It said the rolling stock 
an other facilities used were the property of private individuals 
or corporations, but the roads and streets over which the move- 
ment of traffic took place belonged to the public. 


“The rights-of-way were purchased with public funds,” the 
highway commission continued. “The roadbeds have been and 
are yet being built with public funds, and all is being maintained 
at the expense of the public. It is quite apparent, then, that the 
public is rightfully to be heard when matters of legislation reg- 
ulatory of the bus and the truck are under discussion. We there- 
fore submit the following proposition or major premise: 


The use of the public highways of the state by the bus and 
truck as common carriers of passengers and freight necessarily 
makes the problem a state problem, and, therefore, any legislation 
by Congress having for its purpose the regulation of the bus and 
truck as common carriers should recognize the state’s right and the 
state’s interests in such regulation. 


The highway commission, in discussing the foregoing propo- 
sition, developed the following statements: 


The regulation of the bus and truck, whether employed in in- 
terstate or intrastate traffic, should, so far as concerns the preserva- 
tion of the public highways and the protection of the traveling pub- 
lic, be vested in the state. 

The sole and exclusive right to license, tax or otherwise charge 
motor vehicles, whether for regulatory or for revenue purposes, 
should be left where it now is, in the state. 

The peculiar nature of the service performed, the ease and lim- 
ited capital with which one can engage in this form of transportation 
and later abandon a selected territory or route, and the ownership 
by the public of the highways over which such transportation moves, 
demand that there be provided joint authority by the state and fed- 
= commissions over those features which are of an interstate char- 
acter. 


The highway commission said its attitude must not be con- 
strued as antagonistic to the use of Oregon’s public highways 
by the bus and truck as common carriers, ‘but “we are con- 
fronted with the fast increasing cost of upkeep.” 


“Principles of economy require that the public’s investment 
in its highways be considered,” the Commission said. “It is 
therefore the contention of the Oregon highway commission that 
the bus and the truck, whether employed as a common or a pri- 
vate carrier, should meet their just share of the cost of con- 
struction and maintenance of highways. It is a matter 
of record that since 1917 the state of Oregon has expended in 
the construction of public highways, exclusive of city streets, 
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the approximate sum of $170,000,000 in money. When this ex. 
penditure was made it was not contemplated that our highways 
would become strong competitors of the railroads.” 


Railroad Briefs 


The New Haven, in its brief, reviewed testimony given ip 
the hearings in the investigation as to competition with motor 
vehicles, and as to the operations of its subsidiary motor bus 
company. The New Haven said it was in accord with cop. 
clusions that it was desirable at the present time to confine 
federal legislation to the regulation of the motor bus engaged 
in passenger transportation and that the regulation ought to be 
local as far as possible. 

The Erie and its affiliated lines, after reviewing testimony 
submitted in the investigation, said that the facts presened 
“clearly demonstrated that bus lines engaged in interstate busi. 
nes are rapidly multiplying in the thickly settled communities 
of northern New Jersey, where service afforded by established 
lines of steam railroad is entirely adequate and sufficient for 
the requirements of the traveling public.” In conclusion, the 
brief stated: 


Erie Railroad Company and its affiliated companies take the po- 
sition that there should be proper and adequate governmental regu- 
lation and supervision over the operation of bus lines engaged as 
common carriers in interstate transportation of passengers, so that 
the interests of the public, as well as the interests of established 
railroads and the safety of bus passengers will be protected, and 
request that the Commission recommend legislation to that end to 
the Congress. The cooperation of the state commission with the 
Interstate Commerce Commission to relieve the latter of a burden- 
some amount of detail, substantially as proposed in bills introduced 
at the last session of Congress, seems a practical method. 


HOCH-SMITH RULE INVOKED 


The Traffic World Washington Bureau 


The Minneapolis Traffic Association and the St. Paul Asso- 
ciation of Public and Business Affairs have invoked the inter. 
pretation laid down by the Commission in Revenues in Western 
District, 113 I. C. C., as to the meaning of the Hoch-Smith reso- 
lution, in support of their request for the suspension of Chicago 
and Alton, I. C. C. No. A1628, supplement No. 3, effective Octo- 
ber 20, proposing increases in rates on grain and grain products 
from Minneapolis, St. Paul and Minnesota Transfer to points in 
Illinois, Indiana, Ohio and Kentucky. The rule or admonition 
in that case was that “carriers should propose no advances in 
the rates on products of agriculture, including livestock, except 
where particular rates on such products may need adjustment 
to remove inconsistencies, or where it can be shown that the 
product in question is not affected by depression.” 

The protest is also against supplement No.-1 to Illinois 
Central, I. C. C. No. A-10179, effective October 20. 

A typical increase, mentioned by the protest, in the Alton 
tariff is one cent on grain from Peoria and Pekin, IIl., to Evans- 
ville, Ind., and Louisville, Ky., which, on account of there being 
no through rates when from beyond, become factors in the rates 
from the protesting cities. The rates from the Illinois Central 
tariff cited as typical increase the charge from Peoria and Pekin 
to Evansville from 12 to 13 cents on grain, and from 12 to 145 
cents on products; on grain from Peoria and Pekin to Cincin- 
nati, from 12.5 to 13 cents with a like increase in the rates on 
grain from Peoria and Pekin to Jeffersonville. and New 
Albany, Ind. 

In behalf of the railroads it is claimed that the changes 
are proposed so as to bring about uniformity. The protestants, 
on that point, said: 


That said proposed increases in the rates on grain and grain 
products, of which the examples shown in paragraphs II and II 
herein are representative, are not for the purpose of removing 
inconsistencies in the rates; that there still exists a marked de- 
pression in agriculture which is more pronounced in the territory 
from which your petitioner’s members draw grain than in other 
parts of the United States; that the Hoch-Smith Resolution (Pub. 
Res. No. 46, 68th Cong.) (S. J. Res. 107) directs the Commission 
to effect with the least possible delay such lawful changes in 
the rate structure of the country as will promote the freedom 
of movement by common carriers of the products of agriculture 
effected by depression at the lowest possible rates compatible 
with the maintenance of adequate transportation service; that 
it has not been shown that the present rates charged and exacted 
by carriers on grain are unjust or unreasonable or that said 
rates are not the lowest possible lawful rates that might be 
applied to the products of agriculture; that increases as propose 
in said rates may not lawfully be made at this time without such 
showing of inconsistency and unreasonableness or that said rates 
are less than the lowest possible rates compatible with the main- 
tenance of adequate transportation service. 


: CHANGE IN DOCKET 
The Traffic World docket last week showed under date of 
October 20, at Tulsa, Okla., dockets 16836 and 15938, set for 


argument. This was erroneous, as these two cases were argue 
October 15. 





OPERATING AVERAGES 


The Bureau of Statistics of the Commission has issued 
Statement No. 26200, the fourth in a series of comparative state 
ments of operating averages of Class I railroads. The state 
ment deals with individual roads. 
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| ent Topics 
in Washington 
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A Bar for the Commission.—The thought, long held, that the 
Commission was without power to establish a list of persons 
entitled to practice before it, may soon disappear under the 
plows of necessity and court opinion. There is no statute au- 
thorizinng it to do anything, in the way of procedure, other 
than to establish rules of practice. However, lack of statutory 
authorization, in the opinion of the Supreme Court of the United 
States, has not prevented the making of a list of practitioners 
pefore the Board of Tax Appeals, a body to which those dis- 
satisfied with tax rulings by the Commissioner of Internal Reve- 
nue take their troubles. Congress authorized the Treasury and 
the Commissioner of Internal Revenue to establish such lists. 
The Board of Tax Appeals, without statutory authority, did like- 
wise. The committee having charge of admissions to the board’s 
bar refused admission to H. Ely Goldsmith. He went to the 
courts for a writ of mandamus compelling the placing of his 
name on the list. He did not ask for a hearing before the board 
or its committee. His case went to the highest court. Chief 
Justice Taft, in Goldsmith vs. United States Board of Tax Ap- 
peals, Adv. ops. 329, Sup. Ct. Rep. Vol. 46, p, 215, said: “We 
think that the character of the work done by the board, the 
quasi judicial nature of its duties, the magnitude of the in- 
terests to be affected by its decisions, all require that those 
who represent the taxpayers in the hearings should be persons 
whose qualities as lawyers or accountants will secure proper 
service to their clients, and so help the board in the discharge 
of its important duties.” He pointed out that, in most executive 
departments, authority was exercised to limit those who acted 
for others to persons of proper character and qualification to 
act for those they represented. He thought omission of statu- 
tory authority for the board to establish such a list did not indi- 
cate that Congress did not intend to give the board power to 
regulate admissions to practice before it. “Our view,” he said, 
“on the contrary, is that, so necessary is the power and so usual 
is it, that the general words by which the board is vested with 
authority to prescribe the procedure in accordance with its busi- 
ness shall be conducted include, as a part of the procedure, rules 
of practice for the admission of attorneys. It would be a very 
curious situation if such power did not exist in the Board of 
Tax Appeals when, in the Treasury and the office of the Com- 
missioner of Internal Revenue, there is a list of attorneys en- 
rolled to practice in the very cases which are to be appealed 
to the board.” Every now and then a situation arises in which 
the commissioners wish they had the power to establish such 
a list. They have never felt the urge to purge the assembly of 
practitioners before it strong enough to ask Congress for specific 
authority. Because it has no list of those entitled to practice 
before it, anyone may appear, even if the man making the argu- 
ment has expressed the belief that the commissioners are 
crooks in whom, necessarily, he can have no confidence. Its 
open door policy also permits men to appear to argue about 
matters concerning which it is obvious they have only the haziest 
of notions. The theory on which is founded the system of rep- 
resentation by attorney is that the attorneys know enough law 
to analyze the case at bar so thoroughly that they, in a few 
minutes, can explain the matter to the bench, and, in that way, 
help the court. Courts have a rule, pro hec vice, under which 
they listen to arguments by persons not regular practitioners, 
if and when the judges are convinced that such person can 
throw light on the subject. Of course, the theory is that only 
men of good character and sufficient study of the law so as to 
be of help to clients and courts are admitted to the bar of any 
court. The lapses from those assumptions cause grinding of 
teeth when the matter is too serious to be laughed about, but 
it is the only system that has been devised to assure orderly 
Procedure before the courts. In the years up to this time, the 
Commission has had time to listen to many men who really 
did not know much and, therefore, could not really help. How- 
ever, the day of time conservation, often seems not far off. 





Mr. Volstead’s Law Burdens.—Every now and then the Com- 
Mission disposes of a case that appears to be one of the by- 
Products of the statute declaring to be an intoxicating beverage 
that which contains more than one-half of one per cent of alco- 
hol. Two such were placed in the volumes of reported cases 
within the week. First came No. 17449, S. Berger vs. Penn- 
sylvania, and, second, No. 17219, Chess-Wymond Company, of 

uisiana, vs. Alabama & Vicksburg, reported in this issue. 
Mr. Berger demanded that the Pennsylvania pay him about $198 
a8 compensation for taking delivery of grapes shipped from 
California points at Manhattan Produce Yards instead of Jersey 
City and hauling them to Newark, N. J., so as to minimize the 
loss that otherwise might have fallen on the Pennsylvania 
through the deterioration of the lading by reason of failure to 
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deliver with reasonable dispatch. Usually, when a shipper does 
something to save loss which, otherwise, might fall on the car- 
rier, he is rewarded or, at least, not punished. However, in 
this case, the Commission was unable to see any violation of 
the act. The Pennsylvania could not make delivery at the 
billed destination on account of grape congestion at the time— 
September, 1922. Grape congestion, both at points of origin and 
destination, have been almost, if not absolutely, annual occur- 
rences since the Volstead law was supposed to have made the 
California vineyards useless. The other case involved the rates 
on oak staves from Louisiana and Mississippi to California. It 
suggests that oak staves must be moving westward to furnish 
the cooperage for the pure, unfermented grape juice dispatched 
from California in barrels. It remains juice until it gets into 
an eastern home. After that it may become vinegar. Also, it 
may become something else, under the skillful watchfulness of 
compatriots of Mussolini domiciled in this country, who seem 
to have built up a considerable business for themselves, going 
from house to house to make incantations over the grape juice 
so that it will not become vinegar. Therefore, the question of 
rates on oak staves to California seems to have become one 
of considerable interest. 





Somebody Loves a Commissioner.—Out of the welter of sus- 
picion in which the Commission moves, due to its habit of 
displeasing half of those who appeal to it, comes a clear, bird- 
like note of confidence from a jail in Montana. Assuming that 
Commissioner Aitchison was still chairman, the man wrote, say- 
ing: “It is with an unusual request that I am prompted to write 
to someone, and as I happen to think of the I. C. C., I resolved 
to write to you, the chairman, for an. answer to my problem. 
I am confined in the Lewis and Clark county jail and will be for 
the next five months; howsomever, I am in a quandary as to 
my habit in the use of the cigarette. I am a stranger in a 
strange land without friend but with an abundant supply of 
foes. Hence, as I said before, my unusual request. I would 
like very much and would think it a great kinndness if you 
would be so good as to send me a small financial subscription 
that I may at least be able to smoke while in jail, if not able 
to see any magazine. Thanking you in advance for your time, 
trouble, and kindness and generosity, I beg to remain.” With 
due solemnity the appeal was forwarded to the chairman, who 
retorted that it was quite evidently one of “dear Clyde’s con- 
stitutents” and intended for him personally. However, the 
chairman was of the opinion that Mr. Prisoner deserved some 
cigarettes and expressed willingness to chip in for the relief 
gf the presumptive ardent advocate of the fourth section. 
Aitchison thought so, too, as a recognition of the prisoner’s 
sense of humor, so that, with the calm induced by a smoke in 
the period of enforced leisure, he might be assisted in a study 
of the situation to the end that, hereafter, he might be able to 
avoid trouble. The response to the appeal suggests the thought 
that, if some of the losers before the Commission could get 
themselves locked up in jail, appeals for reversals of some of 
the decisions they do not like might bring forth what was de- 


sired. “Get thee to a jail” might displace “get thee to a nun- 
nery.” 





Queen Marie Gets Low Fares.—Roumania’s queen, one of 
the five grandchildren of Queen Victoria, of Great Britain, 
prominently involved in the World War, which, on that account, 
might be called the Cousins’ War, is getting passenger fares 
over twenty-seven railroads over which she is traveling at a 
much lower rate than was ever accorded to any grand opera 
star or any celebrity other than Marshals Foch and Joffre. She 
is paying $1 for herself and party for the riding she is doing 
on each of the more than a score of railroads. Report in Wash- 
ington has it that the Santa Fe and Southern Pacific have not 
consented to such low fares, though solicited by other railroads. 
The Commission gave them sixth section permission to file 
schedules naming such low rates, just as it did in the case of 
the marshals of France. The whole thing seems more or less 
of a reflection on the government of the United States. It has 
forbidden the giving of free transportation by the railroads. 
Congress gives the State Department so little money to be used 
in entertaining foreign dignitaries that it cannot do more than 
pay for the porter service required. Congress, knowing how 
it, at times, has caused scandal by expenses incurred in sending 
delegations to attend the funerals of congressmen, seems not to 
trust the State Department. Therefore, the burden falls on the 
railroads. Of course, many of them, on account of the adver- 
tising it gives them, would like to give more free or practically 
free transportation, but the law says they must not. Therefore, 
when occasion arises, the Commission must assume the burden 
of providing for what might, with high imagination, be called 
a technical observance of the law. In Europe, when an Ameri- 
can dignitary calls, there is no such embarrassment and whip- 
ping of the Devil about the bush, because the governments on 
that side of the earth, even if they cannot pay their debts, can 
provide entertainment, including transportation. The entertain- 
ment fund of the British ambassador in Washington, a few years 
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ago, for instance, was said to be about $40,000 a year at the 
time when the salary of the President was $50,000. 


Getting the Tarred End of the Stick.—Now that they have 
won to the extent of obtaining a favorable report from Examiner 
Henry B. Armes in I. and S. No. 2662, the tar and pitch people 
are expected to make complaint against even a basis of 70 per 
cent of sixth class on their traffic in central territory. They 
think 60 per cent of tar and pitch would be about right if asphalt 
is to move on rates of 80 per cent of sixth. They think that 
because, as they contend and as Armes seemed to find, their 
tar and pitch are at least 20 per cent heavier than asphalt. In 
addition to that, they assert that the railroads get much more 
out of tar and pitch, in the way of revenue, than out of asphalt, 
because tar and pitch move from coke ovens to tar refining 
plants for mixing and blending, and then move out to points 
of consumption, the two hauls being about 600 miles long on 
the average. They assert that most of the crude petroleum 
moves to refineries by pipe lines where the asphalt is produced 
as a by-product of the refining of petroleum, even as tar and 
pitch are by-products of coke ovens. But they say the asphalt 
moves directly to the points of consumption so that the railroads 
get but one haul on it. Tar, pitch, and asphalt compete in use 
for paving and roofing; hence, the close comparisons made 
on the transportation and other characteristics, the rivals com- 
peting for the two uses about on a parity, gallon for gallon. 
They are fluid enough to permit their being moved in tank 
ears, even if live steam is needed to bring about a condition 
for unloading. Frankly, the tar and pitch people believe they 
are getting the tarred end of the stick, even if the tar on it is 
asphalt, and the asphalt people have like thoughts about the 
treatment they are receiving by reason of tar moving on 70 
per cent of sixth while asphalt is required to pay 80 per cent 
of that classification rating. The latter persuaded the railroads 
to propose an increase on tar and pitch rather than bring about 
equalization by reducing the rating on asphalt. A. E. H. 


RAILROADS AND PUBLIC 


A better understanding on the part of both the public and 
the railroads now exists as to their mutual problems than has 
ever existed before, Alfred P. Thom, general counsel of the 
Association of Railway Executives, told the Associated Indus- 
tries of Massachusetts in an address on “The Railroads and the 
Public,” at Boston, October 20. 

“This better understanding on the part of the public at large 
is becoming more and more apparent on every hand,” said Mr. 
Thom. “Recognition of an obligation to the public has grown 
upon and has been accepted by the railroads. Recognition has 
grown upon and has been accepted by the public of the truth that 
an exercise of power carries with it a correlative obligation of jus- 
tice and that, aside from justice to the carriers, the highest and 
most essential interest to the public can be served only by a 
policy which will enable the carriers to provide adequate and 
efficient transportation. 

“Thus, conscious of their mutual dependence upon one an- 
other and each persuaded of the fair and honest purpose of the 
other, the public and the carriers are co-operating with mutual 
good will in promoting the economic development of the nation.” 

Continuing, Mr. Thom, in fact, said: 


Pursuit, abuse and ill treatment of the railroads no longer 
possess political value, in the judgment of aspirants for public place. 
The changed view of the public finds expression in er legisla- 
tion now enacted, as evidenced by the command laid upon the Inter- 
state Commerce Commission in the transportation act that, in de- 
termining the level of returns permitted to the railroads, “It shall 
give due consideration to the transportation needs of the country and 
the necessity (under honest, efficient, and economical management of 
existing transportation facilities) of enlarging such facilities in order 
to provide the people of the United States with adequate transporta- 
tion’; and the expressed declaration in the same act of the policy 
of Congress “to foster and preserve in full vigor both rail and 
water transportation.” 

‘Witness further the requirement, twice expressed in the Hoch- 
Smith resolution, that in making a general survey and examination 
of the entire rate structure to ascertain what, if anything, can be 
done for the relief of agriculture and other productive industries, 
nothing shall be done that is not compatible with the maintenance of 
adequate and efficient transportation service. 

It may have been folly in the carriers not to appreciate earlier 
the essential truths of their relationship to the public. It may have 
been folly in the public to persist too long in the policy of crippling, 
punitive and corrective regulation. Be that as it may, if at one 
time foolish, the railroads, so far as the public is concerned, are the 
goose that laid the golden egg, and the public has come to realize 
that it would be folly to kill it. 

Two illustrations stand out as to the better understanding now 
existing between the railroads and the public. 

First, the ownership of the railroads has passed from the few 
to the many. It can no longer be said that they are Wall-Street 
owned. Stockholders of steam railroads in 1910 totaled 416,508. It 
would be conservative to say the total number of railroad security 
holders is today practically 2,000,000. 

Second is the establishment by voluntary action of shippers and 
their representatives throughout the country of Shippers’ Regional 
Advisory Boards to co-operate with the car service division of the 
American Le gett: Association in promoting a better understanding of 
their mutual problems and a better and more adequate transporta- 
tion service. The establishment and work of these boards have 
marked an important departure from the old method of dealing 
between the carriers and their patrons, and constitute one of the 
most notable and useful advances ever made in the field of trans- 
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portation. This co-operative movement has resulted in a spirit of 
understanding and in a quality of service heretofore unknown— 
service so acceptable to the public that not a single complaint as to 
service is now upon the calendar of the Interstate Commerce Com- 
mission. It has marked an epoch and heralded a new era in the 
field of transportation. 


Referring to the so-called “hand-to-mouth” buying policy that 
now existed, Mr. Thom said it had resulted in a holding down 
of the amount of goods that merchants carried with borrowed 
money. 

“This practice,” he added on the authority of a financial ar. 
ticle recently published in the New York Times, “has kept the 
increase in loans for such purposes by the Federal Reserve sys. 
tem’s member banks at $256,000,000 in the past twelve months 
as against an increase of $806,000,000 in the twelve months end- 
ing with September, 1923. This is made possible by the ade. 
quate and efficient transportation service rendered by the 
railways. 

“No intelligent business man can fail to see how the highest 
interests of the public are involved in not permitting the crip. 
pling of the transportation service, which would throw the 
present condition of prosperity back into the chaos, confusion 
and ruin of 1903 and 1917.” 

In respect to railroad consolidation, Mr. Thom said that 
“unification of carriers into a reduced number of companies and 
well balanced systems, is one of the great problems which now 
awaits solution.” 

“Any solution,” he continued, “which is proposed must be 
prepared to stand the test of whether or not it is in the public 
interest—a test which must always be accepted and must al- 
ways be controlling and supreme in any proposal respecting the 
regulation of the railroads. 

“The railroads are convinced that, in order to be practical 
and successful, any system of unification that is adopted must 
be permissive as contradistinguished from compulsory—that con- 
solidations can not be forced, but must originate in and grow 
out of practical commercial and business considerations and 
conditions and be products of the natural application of sound 
economic laws.” 


Continuing, Mr. Thom said: 


We are also confronting problems created by the introduction 
of new agencies of transportation, such as the motor vehicle on the 
highway, the airplane and greatly expanded and improved systems of 
waterways. While the future and the consequences of none of 
these can as yet be forecast with certainty or with accuracy, they 
all possess possibilities which cannot be ignored. At least one of 
them—the motor vehicle on the highway—has already made a 
demonstration which entitles it to rank as a permanent and use ful 
addition to our transportation facilities. It has even now become a 
substantial competitor in the transportation field for the carrying 
of persons and commodities. This competition could not be of moment 
unless it had been found that the new agency meets in some way a 
public want. The other agencies referred to may easily become—in 
fact, artificial waterways are now to some extent—substantial com- 
petitors of the rail carriers. What will be the attitude of the rail- 
roads in respect to them? I think you will find their attitude to be 
a i’ the solution of these problems, the public interest must 
control. 

The public right to the selection of the agency of transportation 
which it wants and which it finds most useful must be respected, 
and the railroads will be no party to an effort to strangle and 
destroy, under the guise of regulation, a new agency of trans- 
portation which the public wants and which can serve it usefully. 
All that they ask is the the terms of competition shall be fair and 
that nothing shall be done which will impair or destroy existing 
agencies essential to the commerce of the people. Whatever is done 
must be done to improve transportation, not to impair or destroy it. 
No one can properly ask that any of these problems be solved in a 
way to give special privilege or special protection to any private 
—- The supreme test must always be the interest of the 
public. 

In the present development of human agencies, it will not, and 
cannot be denied that the existence and competency of transporta- 
tion service by steam railroads is essential to the welfare of the 
public. It is the only form of transportation fixed to a given route 
and which cannot be discontinued. It is the only agency adequate 
to the carriage of bulk articles in large quantities and for great 
distances. Nothing has as yet been suggested as an adequate 
substitute, and its preservation “in full force and vigor’ is essential 
to the growth and commerce of the country. 

The railroads will be prepared to meet these problems as they 
arise, in the spirit of frank recognition ‘that the public must have 
any form of transportation which it wants and which it finds useful, 
that no effort at strangulation or destruction can be tolerated, 
but that the terms of competition should be fair and that the pro- 
ponents of any new proposal must be content to submit it to the 
test of whether or not it is in the public interest. 


Mr. Thom, in conclusion, addressed himself to the proposed 
legislation reducing the rate of interest on railroad indebtedness 
to the government as the result of federal control of the rail- 
roads and providing for payment of the indebtedness over 4 
long period of years. He referred to the New England railroads 
and the benefit that would accrue to them if the interest Dill 
were passed. 


FINAL VALUATON REPORTS 


Valuation Docket No. 533, Milltown Air Line Railway, opinion 
No. B-377, 114 I. C. C. 812-21, final value for rate-making purposes 
of property owned and used for common carrier purposes found to be 
$53,380, as of June 30, 1917. 

Valuation Docket No. 541, Louisville, New Albany & Corydon 
Railroad Company, opinion No. B-379, 116 I. C. C. 27-39, final value 
for rate-making purposes of property owned and used for common 
carrier purposes found to be $121,635, as of June 30, 1917. 
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ALTERNATIVE RATES APPROVED 


The Commission, by division 3, in I. and S. No. 2701, rail- 
way car material betweeen Points in Illinois Classification ter- 
ritory (mimeographed), has found justified schedules proposing 
alternative rates on railway car material lower than the present 
rates, but with higher minima (a) from Chicago and related 
points, to St. Louis, East St. Louis and Mt. Vernon, Ill., and 
(b) between Mt. Vernon on the one hand and East St. Louis 
and Belleville, Ill., and St. Louis on the other, except in so far 
as they apply on car wheels and axles. The condemnation of 
the rates on wheels and axles is without prejudice to the filing 
of new schedules which will bring the rates on them to the 
basis of the rates that were found justified. 

Central Freight Association lines protested and procured 
the suspension of the schedules. The proposal was to establish 
a rate of 17.5 cents, minimum 80,000 pounds, from Chicago and 
specified stations on the Elgin, Joliet & Eastern in Illinois and 
Indiana to the car-building territory around St. Louis without 
disturbing the present rate of 22 cents based on a minimum 
of 36,000 pounds. The latter is the minimum on articles in 
the general iron and steel list. The higher minimum would 
result in lower rates than 22 cents on cars loaded in excess of 
approximately 64,000 pounds. 

Schedules of rates from the Chicago district to the St. Louis 
district are carried in supplement No. 4 to Galligan’s I. C. C. 
No. 65. The rates between points in the St. Louis district are 
carried in supplement No. 5 of the same tariff. 

According to the testimony in behalf of the proposing lines, 
such as the Burlington, Alton, Chicago & Eastern Illinois and 
Illinois Central, the purpose of the higher minimum and lower 
rates was to enable the car-building establishments in the St. 
Louis district to compete with the car-building plants in the 
Chicago and Pittsburgh districts, which, according to the Com- 
mission’s report, have rates on their raw materials which enable 
them to get steel from the mills to the fabricating plants at 
actually and relatively lower charges than those accruing under 
the 22-cent rate on the 36,000-pound minimum. 

Protesting Central Freight Association lines contended that 
the lower rate on the higher minimum would be in disregard of 
the basis of rates laid down in the Jones & Laughlin case, 96 
I. C. C. 682. They said the approval of the rates proposed 
would result in the “complete abrogation” of the Commission’s 
order in that case, and restore “some of the troublesome dis- 
criminatory situations” which that case was designed to correct. 

The case brought forward, in some prominence, the question 
of alternative rates based on higher minima. On account of 
that phase of the subject and the vigorous assaults that have 
been made on the result of the Jones & Laughlin case, the 
Commission’s discussion and disposition of this case are believed 
to be unusually interesting. In part, the Commission said: 


Respondents challenge this view and stress the fact that it 
is not proposed to cancel the rate established under the Jones & 
Laughlin case. They take the position that the rate proposed is 
on a basis entirely different from the present rate; that it is.in 
no manner at variance with our findings in that case; and that 
it would no way jeopardize the adjustment there prescribed, In 
this connection they direct attention particularly to various facts 
pertaining to these industries, hereinafter more fully referred to, 
including the competitive situation encountered and the excep- 
tional increases in the rates on this traffic in past years. Protest- 
ants contend that it has not been our policy or that of the ear- 
riers ordinarily to make alternative rates based on different 
minima, although the record contains reference to many instances 
where such rates are maintained. 

The car manufacturers located at the points to which it is 
Proposed to establish the 17.5-cent rate are the American Car & 
Foundry Company, with plants at St. Louis, Madison, Ill., and in 
the East St. Louis switching district, and the Mt. Vernon Car 
Manufacturing Company operating at Mt. Vernon. 
Were established many years ago. Those of the company last 
named have capacities of 80 and 50, respectively, freight cars 
ber day, and each of the other plants has a capacity of 80 cars 
ber day. When operated to full capacity the plants of the Ameri- 
can Car & Foundry Company employ 5,000 men and those of the 
Mt. Vernon Car Manufacturing Company approximately 2,000 men. 
Their manufactured cars are sold to railroads on competitive bids 
Such manufacturers, hereinafter called the St. Louis industries, 
encounter their competition in the Chicago and Pittsburgh dis- 
tricts. There are six or seven plants in the Chicago district in 
Which freight cars are manufactured and the sharpest compe- 

tion comes from there. Under existing conditions, and under 
conditions which have existed for years, these St. Louis indus- 
oe must purchase their car material from steel plants in the 
hicago district. Their representatives testifying in support of 
thepondents point out that, in contrast with the rates paid by 
€m on car material from Chicago, the rates paid by their 
Pinbetitors at that point range from 2.5 to 5 cents, and that the 
ittsburgh manufacturer pays a rate of approximately 4 cents. 

€ average quantity of steel in a new freight car is approxi- 
ely 15 tons and, at the present rate of 22 cents from Chicago, 
€ freight rate cost of steel in such a car manufactured at St. 
teuls amounts to $66 compared to a corresponding cost, when 
posed maximum rate is paid, of only $15 to the Chicago manufac- 
ters. Testifying further that the sale of a freight car often 
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turns upon a difference of $1 in the price, it is urged that, if 
the present rate to these points from Chicago remains in effect, 
these industries, in the absence of exceedingly high prices which 
might permit their operation to a very limited capacity, must 
go out of business or move their plants to the Chicago district. 
Respecting the history of the rates, it is shown that in 1909 the 
rate was increased from 5 to 9 cents and that prior to the hori- 
zontal increases of 1918 and 1920 it was further subjected to 
increases of 5 and 15 per cent. 

Respondents particularly urge (a) that it is the usual prac- 
tice of the carriers, including the central lines, to maintain rates 
on car material on a basis lower than the corresponding rates 
on iron and steel articles generally; (b) that the rate proposed 
is not unreasonably low; and (c) that this rate is not unduly 
preferential or discriminatory. 

As evidencing the general practice of the carriers, respond- 
ents show rates from or to points in central territory which 
are lower on various iron and steel articles than the corresponding 
rates applicable on articles in the general iron and steel list. 
Some of these are subject to a 36,000-pound minimum and others 
to higher minima. A number, subjet to the 80,000-pound mini- 
mum, apply on railway car material moving to car-manufacturing 
points in the Pittsburgh district and elsewhere. Respondents thus 
contend that they “have only done what these protesting car- 
riers themselves have done”; also, that the same plan of making 
rates on car material is followed in western trunk line and south- 
ern territories, 

Respecting the level of the basis sought to be made effective 
respondents compare the earnings under the rate and minimum 
proposed with the earnings under the present rate based on a 
weight of 60,000 pounds per car, stated by us in the Jones & 
Laughlin case to be approximately the average loading of iron 
and steel articles for the country as a whole.’ Thus the earnings 
per car are shown as $132 under the present rate based on average 
loading, as compared to $140 which would accrue under the basis 
proposed. The distance from Chicago to East St. Louis, for illus- 
tration, is 279 miles and the earnings per car mile shown under 
the present rates are 47.3 cents, compared to 50.2 cents which 
would accrue under the proposed basis. Since the publication 
of the proposed rate, shipments of the Illinois Steel Company to 
these St. Louis industries have averaged 45.6 net tons per car, or 
considerably in excess of the 80,000-pound minimum and, based 
on that loading, the earnings per car mile under the proposed 
rate would be about 58 cents. Compared to these earnings it 
is shown that the average loading of steel in this country, ac- 
cording to the April 15, 1926, report of the American Railway 
Association, is 31.8 net tons per car and, using that average, the 
22-cent rate to St. Louis earns only about 50 cents per car mile. 

The exhibits further disclose the earnings per car under the 
rates from Chicago to St. Louis on various other commodities 
such as acids, agricultural implements, brick, canned goods and 
cement. These in the main are based on the carload minimum 
weight reuirements, but, compared with earnings thus arrived 
at, the earnings per car which would result under the rate anl 
minimum proposed are materially higher. It also appears that 
the earnings per car mile under the basis proposed would be 
higher than the corresponding earnings based on the existing 
rates and minimum weight of 80,000 pounds, now applying on 
various railway track material from Chicago to East St. Louis, 
Cairo, Ill., and Memphis, Tenn. 

Compared to the earnings which would result under the basis 
proposed respondents also refer to average earnings per car mile 
of various carriers as follows: Illinois Central system, for the 
year 1925, 24.8 cents for an average haul of 255.84 miles; Chicago 
& Eastern Illinois, for the year 1924, 28.58 cents for an average 
haul of 165.23 miles and an average load of 29.2 tons per car; 
Chicago, Burlington & Quincy, for the year 1924, 23.11 cents for 
an average haul of 287.24 miles and an average load of 23.71 tons 
per car; and Chicago & Alton, for the year 1924, 23.87 cents for an 
average haul of 173.09 miles and an average load 24.07 tons per 
car. 

It is testified also that there is a very heavy movement of 
empty coal cars from the Chicago switching district to mines in 
Illinois. Car material is handled in coal cars and such cars by 
way of the Chicago & Eastern Illinois are moved directly through 
Mt. Vernon in reaching the southern Illinois group of mines. 
Respondents accordingly urge that any loading which can be 
obtained for the southbound movement of such cars at remun- 
erative rates is very desirable traffic. They further point out that 
the competition with the Chicago manufacturers afforded by the 
St. Louis industries is to the advantage of all carriers which pur- 
chased cars in the west and that it is in the public interest that the 
carriers be in position to bargain for the purchase of equipment 
as advantageously as possible; also that the proposed rate is now 
in effect as to intrastate shipments of this commodity from points 
in Illinois to Mt. Vernon and East St. Louis. 

The contention that the schedules in question would not re- 
sult in undue prejudice seems fully supported by the evidence. 
In other words, there appears to be no competition between car 
material and other iron and steel articles. One the other hand, 
while there is intense competition between the freight car manu- 
facturers, the only freight car building plants in this territory 
are found in the Chicago switching district and in the Mt. Ver- 
non and St. Louis-EFast St. Louis switching districts. Such man- 
ufacturers in the Chicago district have no ground of complaint, as 
the rates paid by them on car material are extremely low com- 
pared to the rate here proposed. No shippers have appeared in 
opposition to the change proposed and apparently the manufac- 
turers of railway car material in the Pittsburgh territory have 
no interest in the rate under consideration, inasmuch as the St. 
Louis manufacturers have never purchased their car material in 
Pittsburgh territory. Protestants contend that the proposed 
schedules would result in severe discrimination and disadvantage 
to car manufacturing plants located at various points in central 
territory, but, as already noted, there are a number of rates in 





1In Iron and Steel Articles, 89 I. C. C. 606, the average load- 
ing of iron and steel articles was stated to be 80,000 pounds per 
ear. It is to be noted that this case was decided prior to the 
Jones & Laughlin case and, moreover. dealt only with the rates 
between points in certain of the eastern states. 
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this territory on railway car material lower than the correspond- 
ing rates applicable to the general list of iron and steel articles. 

The present rate of 22 cents is the rate under the Jones & 
Laughlin scale for a distance of 240 and over 230 miles and pro- 
testants point out that, if the short-line mileage from Chicago 
to East St. Louis were used, this rate would be 24 cents. But 
reasonable groupings of origin and destination points were sanc- 
tioned in the Jones & Laughlin case and the record affords no 
basis for the view that the present rate is not based upon a fair 
average distance from and to the groups. To points in a strip 
of territory in Illinois just north of the territory taking the 


22-cent rate the group rate is now likewise higher than 17.5 cents. 


and objection is further made to the schedules on the ground 
that the rate proposed, which is published to apply as a maximum 
to intermediate points, would also reduce the rate to this inter- 
mediate territory. There are no car manufacturing points in that 
territory. 

In the Jones & Laughlin case we said: 

“Upon an appropriate record it might be found proper to 
differentiate as between the high-grade and the low-grade, be- 
tween the finished and the unfinished, and between the heavy- 
loading and the light-loading articles, dividing them into two or 
more groups taking different ratings, and our conclusion herein 
is without prejudice to a different finding in a case where that 
question may be presented.” 

Between Mt. Vernon and East St. Louis, Belleville and St. 
Louis railway car material now moves under rates named on 
iron and steel articles generally, namely, 15 cents to and from 
St. Louis and 12 cents to and from the other points named. On 
such material as is described above in connection with the rates 
from Chicago, excepting axles, it is proposed to establish a rate 
of 12.5 cents between Mt. Vernon and St. Louis, and of 9.5 cents 
between Mt. Vernon and such other points, both subject to a car- 
load minimum of 80,000 pounds. 

On car wheels and axles the rate proposed corresponding to 
the 9.5-cent rate noted is $1.01 per gross ton, the equivalent of 
4.5 cents per 100 pounds. The rate proposed corresponding to the 
12.5-cent rate noted is $1.51 per gross ton, the equivalent of 6.7 
cents per 100 pounds.” The carload minimum named in connection 
with the rates on wheels and axles is 30 long tons. There is 
substantially no evidence bearing upon these schedules, but it is 
to be noted that, while the proposed rates of 9.5 and 12.5 cents 
are in each instance 2.5 cents less than the present rates, the 
rates proposed on axles and wheels would result in reductions 
considerably in excess of 50 per cent of the present rates. To 
the extent that the basis named on these commodities is lower 
than the basis proposed between the same points on other car 
material we find that it has not been justified. 

We find that the schedules under consideration in supplement 
4 to the tariff described have been justified and, as to those, an 
order will be entered vacating our suspension order. We further 
find that the schedules under consideration in supplement 5, in 
so far as they name rates on car bars, plates and/or shapes, have 
been justified, but that the schedules in this supplement, in so 
far as they name rates on car wheels and axles, have not been 
justified. An order will also be entered requiring the cancellation 
of the schedules contained in supplement 5, without prejudice to 
the filing of new schedules on 10 days’ notice, in accordance with 
the conclusions herein. 


HIGHER BRICK MINIMUM CONDEMNED 


The Commission, by division 3, in I. and’$, No. 2744, Car- 
load -Minimum Weight on Common Brick in Central Freight 
Association Territory, mimeographed, «has found the proposed 
minimum on common brick originating*oh the Pennsylvania and 
moving from and to points in central territory not justified. It 
has ordered the suspended schedules cancelled and discontinued 
the proceeding. 

At present the minimum is “marked capacity of car ordered, 
but not less than 60,000 pounds.” It was proposed to substitute 
“marked capacity of car.” That was construed as having refer- 
ence to the car furnished and loaded. In its defense the Penn- 
sylvania, the moving party, said that in publishing the pro- 
posed provision it used the exact wording fixed by the Com- 
mission in the National Paving Brick case, on further hearing, 
80 I. C. C. 179, decided May 14, 1923. It said the situation exist- 
ing prior to Dec. 20, 1925, when the present minimum was pub- 
lished, would be restored thereby, and the Pennsylvania’s mini- 
mum provision would again be the same as that of other central 
territory lines, except that of the Chicago, Indianapolis & Louis- 
ville. The Pennsylvania suggested, the report said, that the 
present provision gave an advantage to shippers over the Penn- 
sylvania not enjoyed by shippers over other lines. The Com- 
mission said none of the latter appeared in support of the 
suggestion. 

The Pennsylvania has only 560 cars with a marked capacity 
of 60,000 and only 79 are said to be suitable for loading with 
brick. The greater number of Pennsylvania cars are of marked 
capacity of 80,000 pounds. Rough box cars are generally fur- 
nished for this traffic, says the report. Approximately 80 per 
cent of the Pennsylvania’s box cars have a marked capacity of 
100,000 pounds. That, said the Commission, made it incon- 
venient for the Pennsylvania to furnish 60,000 pound cars, the 
furnishing of which was expensive when long empty hauls were 
involved. 

Trade necessity for 60,000 pound cars was the reason for 
the objection to the change. The Commission said the shippers 
of brick usually loaded heavily. In disposing of the case the 
Commission said: 


The question of furnishing a car of the size required and ordered 
by the shipper was not considered in National Paving Brick Manu- 
facturers’ Association vs. A. & V. Ry. Co., supra, wherein we said at 
page 182 that “‘this further hearing concerns the description of com- 
mon brick.’’ In Salt Cases of 1923, 92 I. C. C. 388, 400, we considered 
then-existing minima on salt ranging from 20,000 to 80,000 pounds, 
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applicable in the United States east of the Rocky Mountains. 


The 
record showed there, as here, that it was physically possible to load 
10 per cent above the marked capacity of the cars. We reviewed 
the trade and traffic condition; and found that respondents had 
justified the reasonableness of the proposed minimum of 45,000 pounds. 

The record in the present proceeding clearly shows that there is 
a@ real trade need for a minimum on common brick of 60,000 pounds, 


the capacity of equipment owned by the Pennsylvania. Under the 
proposed schedules some shippers could be favored over others in 
being furnished cars of desired capacities. Respondents admitted 
that no consideration had been given to the reasonableness of a 
minimum of 100,000 pounds on common brick, the practical effect of 
their proposal on most shipments. In the original report in National 
Paving Brick Manufacturers’ Association vs. A. & V. Ry. Co., 68 
x. €. é. 213, 222, we prescribed a minimum of 60,000 pounds on articles 
in the uniform brick list, including face, fire and paving brick, marked 
capacity of car to govern if less than the minimum. ‘ 

We find that the suspended schedules have not been justified. 
An order will be entered requiring their cancellation and discontinu- 
ing this proceeding. 


PEORIA SWITCHING MODIFICATIONS 


The Commission, in a supplemental report written by Com- 
missioner Esch, on No. 14534, Rates, Regulations and Practices 
of Peoria & Pekin Union Railway Company at Peoria, Ill., and 
Near-by Points, mimeographed, has conditionally agreed to 
forego its plan for settling the long-standing controversy about 
interchange switching by the Peoria & Pekin Union. The Com- 
mission’s plan is to have joint rates published in which the 
switching line shall be a participant. The plan, suggested by 
the Union and east-side lines, is to have the Union publish 
switching charges and their absorption by the Union, as pref- 
erable to that of compelling the Union to become a party to 
joint rates. The carrier-suggested scheme, in line with practice 
at many points, Commissioner Esch said, would provide for ab- 
sorption of the Union’s charges substantially in accordance with 
the manner in which its divisions were to be borne by the other 
respondents under the order. 

“We see no sufficient objection to permitting the substitu- 
tion of this plan for the requirements of our order,” said Mr. 
Esch, “provided the plan is agreed upon by all of the respond- 
ents and satisfactory provision is made to protect shippers 
against any increase in charges that might fall upon them.” 

With a view to enabling the carriers to carry out the ab- 
sorption plan the Commission has postponed the effective date 
of its order from November 15, the latter itself a postponed 
date, to December 15. 

The Commission said that if, before the last mentioned day, 
a stipulation were filed, signed by all the respondents, agreeing 
to the substitution of the switching charge and absorption plan, 
including all the terms thereof, and satisfactory provisoin were 
made for protecting shippers against increased charges to them, 
the effective date of the order would be further postponed to 
permit the plan to be put into effect, after which it will con- 
sider modification or vacation of its order. 

Modification of the findings were made at the request of 
some of the carriers to meet facts or conditions that, seemingly, 
were not appreciated at the time the further report in the case 
was made in 115 I. C. C. 469, decided July 12, 1926. 


Petitions to re-open the cases, including the three investi- 
gation and suspension dockets Nos. 1455, 1596, 2395, the title 
proceeding, and No. 13110, Minneapolis & St. Louis vs. Peoria 
& Pekin Union, or to modify the findings and order, were denied, 
except as shown in this supplemental report. The petitions were 
filed by the Union, Illinois Central, New York, Chicago & St. 
Louis, Pennsylvania and the Chicago & Alton, referred to in the 
report as the petitioning east-side lines and the Toledo, Peoria 
& Western. The report on phases other than that about the 
change of plan is as follows: 


The T. P. & W. has a line east of Peoria, which is referred to 
as its eastern division, and a line west of Peoria, which is referred 
to as its western division. The T. P. & W.’s petition discloses that 
under the definition of east-side and west-side carriers in our order, 
which classified that line as an east-side carrier in all instances, 
it would be required to bear the division of the Union on traffic 
brought into Peoria over its western division and which is trans- 
ferred by the Union to some other line than the T. P. & W. for 
movement beyond East Peoria. The T. P. & W. urges that it should 
be accorded the same treatment as the other lines west of Peoria 
on traffic delivered by its western division to the Union for trans- 
fer to some other line than the T. P. & W. east of Peoria. Under 
present arrangements the T. P. & W. delivers all traffc from its 
western division to the Union in the East Peoria yards, but so do 
certain of the other lines west of Peoria. No objection to the re- 
quest of the T. P. & W. has been received from any of the other 
respondents. We are of the opinion and find that our pervious 
findings and order should be modified so as to classify the eastern 
division of the T. P. & W. with the east-side or East Peoria car- 
riers and its western division with the west-side or Peoria carriers. 

The petition of the Union urges that our order regarding di- 
visions on traffic délivered to the Chicago & North Western, here- 
inafter called the North Western, by other west-side carriers, which 
provides that the Union shall not receive any division on such traffic, 
deprives that carrier of its property without ‘“‘due compensation” in 
violation of the constitution. In our report we said at page 512: 

“On traffic for the North Western delivered by the west-side lines 
into yards 90 and 91, the service performed by the Union appears to 
be practically only that necessary in making up the North Westerns 
outbound trains. Under the circumstances surrounding the North 
Western's situation at Peoria, delivery into yards 90 and 91 is eauiva- 
lent to delive to the North Western. Any additional expense In- 
curred in making up outbound trains and setting them out for the 
North Western should be borne by the latter.”’ 

Our findings provided that the divisions of the carrier deliver- 
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ing a loaded car for the North Western in the manner described 
should be the same as its existing divisions of the corresponding 
rates or proportions of joint rates then accruing to such carrier, 
but the findings did not prescribe the divisions of the North West- 
ern as to such traffic, nor did we require that carrier to enter into 
joint rates with the Union on such traffic, except where the North 
Western and the carrier so delivering the loaded car for it already 
maintained joint rates thereon. These findings were based not only 
on the above-quoted facts, but also on the fact, as made to appear, 
that the only compensation ever received by the Union for any service 
performed by it in connection with traffic received for the North 
Western from some of the other principal west-side carriers had been 
paid by the North Western. The latter is one of the proprietary 
lines of the Union, and we left the amount of the compensation to 
be paid by it for the Union’s services in making-up its trains to be 
agreed upon by the parties. Upon further consideration, we will 
modify our order so as to not prevent the Union from receiving 
a division of joint rates on the traffic above referred to provided 
the same shall come out of the rates or proportions of joint rates 
now accruing to the North Western. Of course, if that carrier 
and the Union are unable to agree in regard to the matter, it may 
be brought to our attention again in an or manner. 

The Union further urges in its petition that our order is incom- 
plete, because it does not require the establishment of joint rates 
from and to points on the lines of carriers other than the respond- 
ents. The latter embrace only the carriers which reach Peoria, 
East Peoria, or Pekin, Ill. The Union’s position seems to be that 
since the divisions prescribed were confined to the joint rates re- 
quired to be established, a great deal of traffic not covered by 
such joint rates will have to be handled by the Union without com- 
pensation. Carriers other than respondents are not interested in the 
divisions prescribed, since they affect only the respondents, and it 
is difficult to see why such other carriers should refuse to make 
the Union a party to joint rates published by them. As a matter 
of fact, many carriers not respondent have aJready filed schedules 
naming the Union a party to joint rates to, from, or via Peoria. 
However, if any carriers should decline a request of the Union 
to be made a party to joint rates published by them, or if respond- 
ents should decline to apply the division prescribed by us to joint 
rates voluntarily established by them, including the Union, with 
other carriers not respondent, the Union may apply to us in an 
appropriate manner for the establishment of point rates in such 
cases and the prescription of divisions thereof on the basis of our 
previous findings and order as herein modified. 

We prescribed a division to the Union of $3 per loaded car in- 
terchanged by it, “which covers the empty as well as the loaded 
movement.” The Union asks in its petition that we modify our order 
so as to permit it to make a charge of $1.50 per empty car, where 
the loaded movement of such car was not over its line or the same 
is tendered to it more than 30 days after the loaded movement. 
Empty cars are generally handled free under the rules of the Amer- 
ican Railway Association, and we do not believe that a separate 
charge on such cars handled by the Union would be justified at the 
present time. However, if pane A cars should be routed over the 
Union, where it did not receive the loaded movement, in such num- 
bers as to justify the Union in petitioning us for relief, we will again 
consider the question of permitting it to assess a charge on such 
cars, 


KOSMOSDALE RATES PREJUDICIAL 


The Commission, by division 4, in No. 16741, Kosmos Port- 
land Cement Co. vs. Illinois Central et al., opinion No. 11642, 
115 I. C. C. 561-5, has found rates on cement, from Kosmosdale, 
Ky., to destinations in central territory unduly prejudicial to 
complainant and unduly preferential of its competitors at Mar- 
quette, St. Louis (Prospect Hill and Continental) and Hannibal, 
Mo., Mitchell, Speeds and Buffington, Ind., to the extent they 
exceed or may exceed, those for like distances from the com- 
peting points to destinations in central territory. The carriers 
are to remove the undue prejudice not later than January 7. 

In complying with the order of removal, the Commission 
said the carriers, in computing distances from Kosmosdale 
should use the same methods as in the computation of distances 
from the competing points, over routes embraced, so far as pos- 
sible, within central territory, avoiding for this purpose the use 
of the route of the Louisville & Nashville between Louisville 
and Cincinnati, which is not in central territory. 


: Kosmosdale is 18 miles southwest of Louisville, on the IIli- 
nois Central. Rates from that point to central territory have 
been before the Commission in other cases, particularly Kosmos 
Portland Cement Co. vs. I. C., 37 I. C. C. 449, and Same vs. 
Director-General, 59 I. C. C. 1. In the former case it prescribed 
rates from that point to destinations in Indiana, Illinois and 
Ohio 2.2 cents higher than from New Albany, Ind., the latter 
directly across the Ohio from Louisville. It dismissed the com- 
Plaint against the Director-General in which it was alleged that 
rates made in accordance with the prior decision were unduly 
Preferential to southwestern Ohio, and unduly preferential of 
the Indiana cement producing places mentioned in this case. 
Its decisions in Atlas Portland Cement Co. vs. Chicago, Bur- 
lington & Quincy, 81 I. C. C. 1, in which it prescribed a scale 
from all producing points in central territory, including the 
Missouri points to central territory points, and Cape Girardeau 
Portland Cement Co. vs. B. & O., 95 I. C. C. 632, also affected 
the rate situation in question. The complainant contended that 
its selling territory had been curtailed because its competitors 
had had the benefit of more favorable rates, resulting from the 
widespread application of the Atlas scale. 

The railroads, the Commission said, argued that no undue 
Prejudice resulted from the rates assailed, particularly at des- 
tinations which were nearer to Kosmosdale than the Missouri 
Producing points because the markets at such destinations were 
controlled by mills other than those at the Missouri producing 
Points. They also called attention to the fact that Kosmosdale 
Was in a higher rated territory than the mills in central terri- 
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tory. The Commission observed that that was also true of the 
mills in Missouri. The railroads pointed to the expensive cross- 
ing of the Ohio as a reason for higher rates, but the Commission 
directed their attention to the hauling of cement from the Mis- 
souri mills through the terminal at St. Louis and across the 
Mississippi. In disposing of the case it said: 


The fact that a relatively higher basis of rates, distance con- 
sidered, applies from Kosmosdale, which for all practical purposes 
is situated on the border of central territory, than that from com- 
peting points in the same territory indicates a maladjustment which 
should be corrected, provided transportation conditions are fairly 
comparable. It can not be held that the short haul through southern 
territory and the river crossing embraced in the movement from 
Kosmosdale justify a relatively higher rate level from that point in 
view of our findings in the Atlas case and Cape Girardeau case, 
supra. In our report in the latter case we said: 

The Illinois lines urge also that the rates from Gulf Junction 
to Illinois points should reflect the bridge crossing over the Missis- 
sippi River and refer to other rates which reflect the crossings of 
the Mississippi and Ohio Rivers. They also stress the ‘‘complex’”’ 
route from Gulf Junction to Thebes over which the traffic is handled. 
In prescribing the Illinois scale from the cement mills at St. Louis 
(Continental and Prospect Hill, Mo.) and Hannibal to points in Illi- 
nois and Indiana, and Scale II from Bonner Springs, Kans., and 
Sugar Creek, Mo., to points in Iowa and other states, we were aware 
of the bridge crossings over the Mississippi and Missouri Rivers, but 
no bridge arbitraries were authorized. The movement from Gulf 
Junction to Thebes is no more complex than that from the St. Louis 
mills to East St. Louis, Il. 

A similar conclusion is warranted here. 

We find, therefore, that the interstate rates on cement, in car- 
loads, from Kosmosdale to destinations in central territory are, and 
for the future will be, unduly prejudicial to complainant and unduly 
preferential of its competitors at Marquette, St. Louis (Prospect 
Hill and Continental, Mo.), Hannibal, Mitchell, Speeds, Buffington, 
and other producing points named in the complaint to the extent 
that the rates from Kosmosdale exceed, or may exceed, those for 
like distances from the competing points above mentioned to des- 
tinations in central territory. In complying with this finding dis- 
tances from Kosmosdale should be computed in the same manner 
as those from competing points over routes embraced, so far as pos- 
sible, within central territory, avoiding for this purpose use of the 
Louisville & Nashville between Louisville and Cincinnati. 


EXPORT CASE DISMISSED 


The Commission, by division 3, has dismissed No. 17368, 
Knight & Kennett vs. Louisville & Nashville et al. (mimeo- 
graphed), finding rates on cattle and hogs, from National Stock 
Yards, East St. Louis, Ill., and from Louisville, Ky., to Key West, 
Fla., for export to Cuba not unreasonable. It found overcharges 
on some of the shipments and directed their refund. The alle- 
gation was that the rates were unreasonable to the extent the 
factors to Jacksonville, Fla., exceeded the contemporaneous 
rates to Jacksonville, shipside, for export to Havana. The ship- 
ments in question were made between November 29, 1920, and 
May 19, 1921. 

The overcharges found resulted from the failure of the 
carriers to use the combination rule in accordance with the 
principle laid down in the Sligo Iron Store case. The Commis- 
sion said the charges should be promptly refunded. 

The Jacksonville shipside rates were established in the war 
period. The Commission said no steamers plied regularly be- 
tween Jacksonville and Havana and that there was no evidence 
of any shipments of cattle and hogs having been made from 
Jacksonville to Havana. In disposing of the case, the Commis- 
sion said: 

In Lincoln Oil Refining Co. vs. C. C. C. & St. L. Ry. Co., 88 
I. C. C. 269, we had under consideration domestic rates on petro- 
leum from Illinois points to New York, N. Y., for export. In that 
case we said: 

“On the question of requiring the establishment of export rates 
lower than domestic rates for similar movements, we said in 
Nagase & Co. vs. Director-General, 68 I. C. C. 539, ‘there is nothing 
inherent in export traffic that entitled it as such to take lower 
rates than domestic traffic.’ The fact that defendants, of their own 
volition, accord export rates lower than domestic rates on iron 
and steel articles and grain to New York is not unduly prejudicial 
to complainant. There is an important distinction between 
the voluntary act of a carrier in granting export rates lower than 
the corresponding domestic rates and an order from us requiring 
such a difference to be observed. The former may freely be done 
so long as no violation of the interstate commerce act results, but 
we may not require a difference in rates on the two classes of 


traffic unless there is a substantial variation in the service per- 
formed.”’ 


We find that the rates assailed were not unreasonable. The 
complaint will be dismissed. 


OAK STAVE CASE DISMISSED 


Finding the rates on oak staves and oak heading, from 
points in Mississippi and Louisiana to destinations in California 
neither unreasonable nor otherwise unlawful, the Commission, 
by division 3, has dismissed No. 17219, Chess-Wymond Com- 
pany of Louisiana et al. vs. Alabama & Vicksburg et al. (mimeo- 
graphed). Complainants, the Commission said, assailed com- 
modity rates of $1.02 from Jackson, Miss., and 96 cents from 
Winnsboro, La., to Los Angeles, San Francisco, Oakland, Rich- 
mond and Gausti, Calif., as unjustly discriminatory and unduly 
prejudicial to the extent they exceeded rates of 85 and 80 cents 
on rough and dressed lumber. Staves, headings and lumber 
take the same rating in Official and Southern classifications. 
In Western, however, staves and headings take one class lower 
than lumber. The assailed rates are commodity publications. 

In support of their allegations, the complainants cited the 
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Commission’s language in Anson, Gilkey & Hurd Co. vs. S. P., 
33 I. C. C. 332, in which it was observed that “if it is just and 
reasonable that lumber and lumber products take the same rate 
in one territory, it must be unjust and unreasonable or unjustly 
discriminatory to maintain and charge a differential in the rates 
on those respective- classes of traffic in another territory, unless 
the difference in treatment has been clearly established by 
affirmative testimony”; also Rates on Lumber and Lumber Prod- 
ucts, 52 I. C. C. 598, in which the Commission determined that 
staves and headings should take the same basis as lumber. 
In comment on that the Commission, in this case, said in that 
case it dealt with the relationship of rates and not with their 
intrinsic reasonableness. 

The Commission showed that on the average weight on 
15 carloads the $1.02 rate yielded $803.89 per car, 39.2 cents 
per car-mile, and 9.96 mills per ton-mile on an average distance 
of 2,048 miles. The rate from Winnsboro, 96 cents, it said, 
earned $756.60 per-car, 36.9 cents per car-mile, and 9.37 mills 
per ton-mile. 

The report further said that the history of the rates on 
cooperage stock and on lumber showed that no rigid relation- 
ship had been maintained. After showing variations it said 
the rates on lumber were not determinative of the reasonable- 
ness of the rates on cooperage stock. 

The carriers objected to comparisons of earnings under the 
assailed rates with those on beans, canned goods, salmon and 
other eastbound commodities on the ground that much of the 
traffic offered for comparison was carried on all-rail rates made 
to meet rates on water-borne traffic. They offered, for com- 
parison, earnings on.scrap lead, muriate of potash, tea waste, 
pressed steel parts of automobiles, and metal automobile parts, 
showing as high or higher car-mile earnings. 

The Commission said the record did not warrant a finding 
of undue prejudice. It said unjust discrimination was not estab- 
lished, since staves and lumber did not constitute such “like 
traffic” that a different charge for their contemporaneous trans- 
portation was violative of section 2, citing in support of that 
Moore Stave Co. vs. S. A. L., 50 I. C. C. 229. 


ACT NOT VIOLATED 


The Commission, by division, 3, has dismissed No. 17171, 
Chester A. Johnson vs. Charleston & Western Carolina (mimeo- 
graphed), finding that no violation of the interstate commerce 
act had been shown. The complaint sought reparation because 
of the failure of the carrier properly to divert a carload of 
cucumbers, shipped from Allendale, S. C., to Pittsburgh, and 
diverted in transit to New York. The Commission said that 
on argument before the examiner at the close of the hearing 
counsel for the complainant suggested that the theory of the 
complaint was that the manner of handling the diversion order 
was prima facie evidence of negligence and lack of system 
in the handling of diversion orders in a businesslike and diligent 
manner. By reason of a closed telegraph office the car was not 
diverted in accordance with instructions placed with the agent 
at Allendale and not with the general freight agent at Augusta, 
as required by the tariff. The Commission said that claims for 
loss and damage were only cognizable in the courts and that 
it was well established that it might award reparation only for 
— growing out of violations of the interstate commerce 
act. 


NEWSPRINT CASE DISMISSED 


The Commission, by division 3, has dismissed No. 17172, 
Traffic Bureau, Chamber of Commerce, Lynchburg, Va., vs. 
Bangor & Aroostook et al. (mimeographed), finding the rate 
charged on newsprint paper, from Millinocket, Me., to Lynch- 
burg, in the statutory period, was not unreasonable, unjustly 
discriminatory or unduly prejudicial. The rate was alleged to 
be unduly preferential of Atlanta, Chattanooga and New Orleans, 
and in violation of the fourth section. The Commission said 
the rate should be revised so as to bring the rates to Lynch- 
burg and Memphis into line. The finding, the Commission said, 
was without prejudice to conclusions that might. be reached in 
pending investigations. ‘ 


MINIMUM WEIGHT ON SHEEP 

A finding that complainant is entitled to reparation has 
been made by division 3 of the Commission in No. 16922, Sea- 
board Live Stock Traffic Bureau et al. vs. Akron, Canton & 
Youngstown et al., mimeographed. The Commission found that 
the carload minimum of 22,000 pounds from East Clinton, IIl., 
to Jersey City, N. J., on sheep and lambs originating at South 
Omaha, Neb., was unreasonable to the extent that it exceeded 
18,000 pounds. The Commission found that claims covering other 
shipments were barred. The shipments not barred moved in 
double-deck cars 36 feet 7 inches and under in length in March 
and April, 1922. The report said the record indicated that the 
shipments were not weighed by defendants and that complainant 
showed that the weights of the shipments ranged from 16,800 
to 17,800 pounds per car. Effective August 19, 1922, the carload 








THE TRAFFIC WORLD 





Vol. XXXVIII, No. 17 


minimum on sheep and lambs from East Clinton to Jersey City 
was reduced to 18,000 pounds for double-deck cars 36 feet 7 
inches and under in length, the report said. The Commission 
pointed out that, in National Live Stock Exchange vs. A. A, 
R. R. Co., 69 I. C. C. 125, it found tha tth ecarload minimum of 
22,000 pounds on sheep and lambs in double-deck cars not over 
36 feet 7 inches in length in official territory was unreasonable 
to the extent that it exceeded 18,000 pounds, and awarded repara- 
tion to that basis on shipments which moved subsequent to 1919 
between certain points in that territory. 


MURIATE OF POTASH RATES 


A finding of inapplicability and an admonition to refund 
down to the applicable rates have been made in No. 15415, 
Armour Fertilizer Works vs. Western Pacific et al. (mimeo- 
graphed), as to rates charged on muriate of potash, in carloads, 
from Salduro, Utah, to Chicago Heights, IIll., in 1920 and 1921. 
The Commission, by division 3, has found that the applicable 
rates on high-grade potash, varying according to the route used, 
were 61.5 and 84.5 cents instead of 75 and 100 cents charged, 
and not 60 and 80 cents, as claimed by the complainant. It 
found that the applicable rates on low-grade potash were 74.5 
and 69 cents, instead of 83.5 and 83.5, the rates charged, and 
not 66.5 and 66.5 cents, as claimed by the complainant. The 
Commission said the overcharges should be promptly refunded. 
It said the applicable rates were not unreasonable. 


AGRICULTURAL LIME RATES 


The Commission, by division 3, has dismissed No. 17313, 
Frank P. Case & Sons et al. vs. Pennsylvania (mimeographed), 
finding that a rate of $3.20 per net ton on agricultural lime, 
from Buffalo, N. Y., to Troy and Canton, Pa., is not unreasonable 
or otherwise unlawful. The complaint, filed by dealers in agri- 
cultural lime and ground limestone, alleged the rate was un- 
reasonable, unjustly discriminatory and unduly prejudicial to 
the extent it exceeded or may exceed $1.70. The complainant 
mentioned the commodity shipped as ground limestone. The 
report said it was agricultural lime, but that the variance was 
of no significance in this case because the Pennsylvania pub- 
lished the same rate on the two commodities. 

Complainants contended there was undue prejudice because 
of a lower rate of $1.70 from Buffalo to Oswego and Binghamton 
and other destinations. The Commission said the Pennsylvania, 
the only carrier named, did not serve the towns mentioned as 
being unduly preferred nor join in rates to those points on lime 
or limestone. It said the competition met by the complainants 
was at Towanda, Powell, Milan, Ulster, Seeley Creek and Mans- 
field, Pa., and that it was well established that undue prejudice 
or preference did not exist as between shippers or communities 
unless the same carrier or carriers served them or participated 
in their traffic. The Pennsylvania said that for it to make rates 
as low as $1.70 would cause undue prejudice to shippers of 
limestone at other points on its rails. It also pointed out that 
under the Mitchell scale prescribed in Lehigh Lime Co. vs. 
Akron, Canton & Youngstown, 85 I. C. C. 341, the rates would 
be $3.20 and $3.30, from Buffalo to Canton and Troy, respectively. 


SOME SLIGO RULE REPARATION 


Applying the principle laid down in the Sligo Iron Store 
cases to the facts in the instant case, the Commission, by division 
3, in No. 16603, Utah-Idaho Sugar Company vs. Director-General 
(mimeographed), has found the combination rates charged on 
coke, between May and September, 1919, from Benham, Ky., and 
Chattanooga, Tenn., to destinations in Utah and Idaho, inap- 
plicable in some and applicable in some other instances and 
awarded reparation. The complainant relied on the Sligo Iron 
Store case. The Commission found that on most shipments 
via Chicago and all via Memphis, the tariffs of none of the 
carriers contained the rule for making rates on combination, 
which was supposed to be in effect via the federal controlled 
lines. It found the rule in the tariffs of the carriers which 
took the coke through Evansville, Ind. It found that the rates 
assailed were applicable except that on shipments which moved 
between June 1. and September 4, 1919, from Chattanooga to 
Evansville to Spanish Fork, Midvale, Elsinore and Lehi, Utah, 
and on June 2, 1919, from Benham through Chicago to Lehi, 
Utah, were inapplicable to the extent they exceeded $8.90 from 
Chattanooga and $10.40 from Benham and awarded reparation 
to that basis. In all 163 carloads were involved. The Com- 
mission did not say on how many of them reparation was due, 
leaving that to the complainant and the defendant to figure out 
in their Rule V statements, if the Director-General will join in 
making them. 


GRAPE DRAYAGE CHARGES 
An order of dismissal has been entered in No. 17449, S. 
Berger vs. Pennsylvania Railroad Company (mimeographed), 
the Commission, by division 3, finding that the drayage charges 
incurred by the complainant for draying two carloads of grapes 
from Manhattan Produce Yards to Newark, N. J., in September, 
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1922, did not result from any violation by the Pennsylvania of 
section 1 of the interstate commerce act, as alleged. 

Jersey City was the billed destination. On account of the 
congestion that has become usual, since the enactment of the 
Volstead law, in the season for the movement to Manhattan 
of the grapes of California, the carrier gave the consignee the 
opportunity to take delivery at Manhattan Produce Yards, about 
five miles west of Jersey City. Delivery at the billed destina- 
tion was desired, but the consignee took delivery at the produce 
yards and trucked the grapes to Newark, four miles away, at 
a cost of about $198. The Commission’s report says the con- 
signee “elected” to take delivery at the produce yards. The 
complainant, it said, admitted that delivery was taken, but ex- 
plained that that was done only to “minimize losses to a falling 
market on grapes.” In summing up the Commission said: 


It does not appear that defendant's failure to effect billed de- 
livery Was due to any unreasonable conduct or practices on its part. 
On the contrary its inability to do so was because of circumstances 
beyond its control. As complainant chose fer his own convenience 
to take delivery at Manhattan Produce Yards rather than await 
delivery at Jersey City, defendant’s obligation to perform further 
transportation was terminated by the delivery made. 

Defendant questions our jurisdiction to entertain this complaint. 
Denial by a common carrier subject to the act of the delivery law- 
fully designated in the bill of lading or reconsignment instructions 
in respect of shipments moving in interstate commerce is a matter 
which may change, affect, or determine the value of the service ren- 
dered to the complainant as consignee, and as such is within our 
jurisdiction. 

We find that the drayage charges considered were not the result 
of any violation by defendant of section 1 of the interstate commerce 
act. The complaint will be dismissed: 


SCRAP IRON DESCRIPTION CASE 


The Commission, by division 3, has dismissed No. 17581, 
Richmond Radiator Company vs. Chicago & North Western et al. 
(mimeographed), finding that shipments of damaged or defec- 
tive cast iron bathtubs, radiators, sinks, lavatories and other 
things, less than carloads, from points in New England, eastern 
and central states, to Uniontown, Pa., were subject to the ap- 
plicable, first, second and third class rates applicable on sound 
articles of their kind. The complaint alleged the rates were 
unreasonabie and illegal. The Commission was asked to pre- 
scribe the scrap iron basis for the future, on such articles, on 
the theory that they had value for remelting purposes only. 

According to the report, the sole question for determination 
was whether the shipments came within the tariff description 
of “scraps or pieces of iron or steel suitable for remelting pur- 
poses only.” The report said the evidence showed that the 
articles were transported in their original form and were gen- 
erally crated or boxed; that they were described in the bills 
of lading by their names, with an added notation that they were 
defective or damaged or suitable for remelting purposes only. 

The case was disposed of in accordance with the invariable 
rule of the Commission, based upon the tariff provision con- 
cerning scrap iron or steel for reasons set forth in the following 
paragraphs: 


Complainant’s witness testified that the articles shipped had 
no commercial value other than for remelting purposes, and that 
they were actually remelted. It contends that under these circum- 
stances they properly came within the tariff description of scrap iron, 
and should be accorded the rate applicable thereto. Upon cross ex- 
amination complainant’s witness admitted that a bath tub, for in- 
stance, although damaged as above indicated, was usable as such. 

It is well settled that to come within the tariff description re- 
ferred to the articles must not be shipped in their original form, 
but must be so reduced to fragments, scraps, or pieces so as to be 
useless for any purpose other than remelting. It is the nature of 
the article shipped, not the price at which it is sold or the use to 
which it is put, that determines whether the rate on scrap iron 
applies. Louis Simon vs. S. Ry. Co., 102 I. C. C. 325, 326. The record 
does not disclose that the shipments in this case conformed to these 
requirements. No evidence was introduced relating to the unreason- 
ableness of the applicable ratings or rates. 


ALFALFA MEAL MINIMUM 


A finding of unreasonableness and an award of reparation 
have been made in No. 17420, C. A. Bailey, trustee in bankruptcy 
of the Superior Milling Company, bankrupt, vs. Oregon Short 
Line et al., mimeographed, as to the minimum in effect between 
October 1, 1923, and January 5, 1924, on alfalfa meal, from points 
in Idaho to Memphis, Tenn. The Commission, by division 3, 
found the rates not unreasonable or otherwise unlawful but 
found the minimum of 40,000 pounds unreasonable to the extent 
it exceeded 30,000 pounds for cars of 36 feet and six inches or 


less and 36,000 pounds for longer cars and awarded reparation 
to that basis. 


CRUDE OIL CASE DISMISSED 


The Commission, by division 3, has dismissed No. 17357, 
Kay County Gas Company vs. Gulf, Colorado & Santa Fe et al., 
mimeographed, finding the rate of 26.5 cents on crude petro- 
leum, from Texon, Tex., to Texas City, Tex., for coastwise 
movement, between October 13, 1924, and January 24, 1925, not 
unreasonable. It was alleged to be unreasonable and unduly 
prejudicial to the extent it exceeded a rate of 19 cents subse- 
quently established. The Commission said the allegation of 
undue prejudice was abandoned at the hearing. More than 1,000 
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tank carloads were shipped. Reparation amounting to $66,526 
was sought. 


CHEESE COMPLAINT DISMISSED 


The Commission, by division 4, has dismissed No. 16813, 
Andrew Rohan Company et al. vs. Director-General, mime- 
ographed, on a finding that the rates on L. C. L. shipments of 
cheese from Burnett, Random Lake, Mayville and Hartford, 
Wis., to Cincinnati, between May 25, 1918, and February 28, 
1920, in the federal control period, made by adding the rates in 
designated tariffs to specified base rates, were applicable. It 
found over and under charges which it said should be adjusted. 
Overcharges were alleged. The undercharge claims were pro- 
tected by informal claims but the allegation of unreasonableness, 
raised in the formal complaint, the Commission said, was barred. 





SLIGO RULE CASE 


A finding of overcharge, a direction to refund and an order 
of dismissal Have been made in No. 16811, Allen Manufacturing 
Company vs. Louisville & Nashville et al. (mimeographed). The 
Commission, by division 3, has found the rates on molding sand, 
from Rockport and Sandale, Ind., to Nashville, Tenn., applied on 
shipments made in 1923 and 1924, to have been in excess of 
those applicable, to the extent they exceeded $1.76 per net ton 
from Rockport and $1.73 from Sandale. The complainant con- 
tended for and the Commission applied the principles laid down 
in the Sligo Iron Store case, 62 I. C. C. 643, and 33 I. C. C. 551, 
and Armour Fertilizer Works, 93 I. C. C. 186. Combinations of 
$2.06 and $2.03 were collected. The report also covers a sub- 
number, Phillips & Buttoroff Co. vs. C. N. O. & T. P. et al. 


RECORD INSUFFICIENT 


The Commission, by division 3, has dismissed No. 16413, 
Wichita Chamber of Commerce vs. American Railway Express 
Company et al. (mimeographed), on a finding that the record 
was not sufficient to establish the unreasonableness of the rates 
assailed, namely, those on milk and cream shipped in cans from 
points in New Mexico to Wichita, Kan. The report said the 
rates in question were under consideration in No. 14047, Mutual 
Creamery Co. vs. American Railway Express Co. et al. In that 
case the rates on milk and cream in the entire intermountain- 
Pacific territory, including New Mexico, are alleged to be un- 
reasonable and unduly prejudicial. The record in that case, it 
said, was comprehensive. The dismissal of this case, it said, 
was without prejudice in so far as the rates assailed might be 
affected by the findings in No. 14047. 


OVERCHARGES ON MEDICINE 


In a report on No. 17723, Dr. Miles Medical Company vs. 
Baltimore & Ohio et al. (mimeographed), the Commission, by 
division 3, found rates charged on drugs and medicines, from 
Elkhart, Ind., to New York and Philadelphia, not unreasonable 
or otherwise unlawful, but applicable for part of the time and 
inapplicable in another period. The complaint alleged the third 
class rates were unreasonable, unjustly discriminatory, unduly 
prejudicial and in violation of the fourth section. At the hear- 
ing the carriers said they would establish a Rule 26 rate, 71 
cents, and that that was satisfactory to the complainant. That 
left only the question of the applicability of rates before and 
after June 15, 1925. As to that point, it found the third class 
applicable on and after June 15, 1925. It found that on ship- 
ments moving prior to that day, upon which rates were applied 
in excess of the commodity rates contemporaneously applicable 
from Kalamazoo, had been overcharged. 


COMMISSION FINDS OVERCHARGE 


The Commission, by division 3, in No. 17403, L. M. Van 
Hart vs. Cincinnati, Indianapolis & Western et al., and sub-No. 
1, Greenfield Ice & Fuel Co. vs. Pennsylvania et al., mimeo- 
graphed, has found an overcharge of $24.57 on a carload of coal 
from Plymouth, W. Va., to Greenfield, Ind., covered by the sub- 
number, and directed prompt refund. It found that the claim 
carried in the title complaint was barred because it covered 
shipments made in November, 1920. Complaint was not made 
until September, 1924. The overcharge in the car from Ply- 
mouth to Greenfield was due to an error in the freight bill, 
which added 20,000 pounds to the actual weight. 


SERVIDOR DOOR RATES 


A finding of inapplicability and an award of reparation have 
been made in No. 17341, Servidor Company vs. Chicago, Mil- 
waukee & St. Paul, mimeographed, as to rates charged on four 
carloads of servidor doors, shipped from Milwaukee, Wis., to 
Seattle, Wash., in the summer of 1924. The Commission, by divi- 
sion 3, found the third class rate of $3.675 applied to the ship- 
ments inapplicable and that the applicable rate was $1.14, ap- 
plicable on ordinary doors. The higher rate, third class on a 
minimum of 12,000 pounds, was imposed on the theory that the 
servidor doors, used in hotels and apartments so that valets and 
maids may have access to shoes and clothing in the space be- 
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tween the double panels of such doors without entering the 
rooms, were cabinets and not doors. The Commission said that 
while they had some of the characteristics of cabinets their 
primary use was for the performance of the functions of a door, 
and, therefore, inasmuch as the description of doors in the class- 
ification was without restrictions, the rate of $1.14 on doors, 
minimum 30,000 pounds, was applicable. Since the shipments in 
question were made the servidors have been made of iron and 
steel and the parts shipped on a fifth class rating, which is sat- 
isfactory to the complainants. The Commission said that such 
a commodity, in view of its greater value, might well take higher 
rates but that in the absence of restrictions in the description, 
intended, undoubtedly, to apply to common ordinary doors, also 
applied to the special type doors. 


WOOD PULP RATES PRESCRIBED 


The Commission, by division 3, in No. 16798, B. D. Rising 
Paper Co. vs. New York, New Haven & Hartford et al. (mimeo- 
graphed), has found rates on wood pulp, from Delano Junction, 
N. Y., and Great Works, Me., to Housatonic, Mass., unreasonable 
to the extent they exceeded or may exceed 21 cents from Delano 
Junction and 27 cents from Great Works. It has awarded rep- 
aration and ordered the new rates established not later than 
November 30. The shipments were made between April, 1923, 
and January, 1925. The shipments from Delano Junction origi- 
nated at Ticonderoga, N. Y., and moved by a short line to Delano 
Junction, from which point a sixth class rate of 28.5 cents was 
applied in addition to the short-line charge, which was not 
attacked. The rate from Great Work was 29.5 cents, also the 
sixth class rate. 


CUCUMBER REFRIGERATION CHARGES 


An order of dismissal has been made in No. 16664, C. A. 
Johnston vs. Atlantic Coast Line (mimeographed), the Commis- 
sion, by division 3, finding the refrigeration charges on a carload 
of cucumbers, shipped from Olive, N. C., to Chicago, in July, 
1924, were applicable and not unreasonable. The complainant 
alleged that, by reason of defendant’s error, proper refrigeration 
instructions were not given. As a result the complainant al- 
leged he paid refrigeration charges of $80, in violation of the 
first and seventh sections. The Commission said the allegation 
about the seventh section was unsupported. The order was 
for a car for “shipment to move under full tank refrigeration.” 
Standard refrigeration was given. The charge for refrigeration 
without re-icing in transit would have been $42.50 instead of 
$80. The defendant contended that, under the order for the car, 
it was justified in believing that it was to move under full tank 
refrigeration all the way and no contrary instructions were given. 
The Commission said that the appropriate tariff provided that 
when shipments were received from shippers without instruc- 
tions as to the character of refrigeration desired, but with ice 


in the bunkers, the shipment would be handled under refrigera- 
tion. 


NO DAMAGE SHOWN 


The Commission, by division 3, has dismissed No. 16673, 
Granton Chemical Company vs. Lehigh Valley (mimeographed), 
finding the rate charged prior to December 29, 1924, on imported 
nitrate of soda, from New York to Greensand, N. J., not unrea- 
sonable but unduly prejudicial to the extent it exceeded the 
contemporaneous rate to Boundbrook, N. J. . It said that inas- 
much as the rate to Greensand was now the same as to Bound- 
brook no order for the future was necessary. It denied repara- 
tion because, as it said, no damage had been shown to have 
resulted from the undue prejudice. 


BRASS INGOT REPARATION 


A finding of unreasonableness and an award of reparation 
have been made in No. 17920, Federated Metals Corporation vs. 
Pennsylvania, as to the applicable fifth class rate on a carload 
of brass ingots, shipped from East Liberty (Pittsburgh), Pa., 
to Elmira, N. Y., in October, 1924. At the time the shipment 
moved there was a commodity rate from East Liberty to Syra- 
cuse, N. Y., via the Pennsylvania and Lackawanna, of 19.5 cents 
and a rate of 22 cents from Cleveland to Elmira via East Liberty, 
under rule 77 of Tariff Circular 18-A. The carrier admitted the 
unreasonableness of the rate, but did not regard the 19.5-cent 
rate as a reasonable one for future application to such ship- 
ments. The Commission said that in Brass, Bronze and Copper 
Articles, 109 I. C. C. 351, decided April 16, 1926, it approved 
sixth class as the basis for rates on such articles. The sixth 
class rate from East Liberty to Elmira is 24 cents. The Com- 
mission found that the rate charged was unreasonable to the 
extent it exceeded 22 cents, the rate from Cleveland to Elmira 
through East Liberty, and awarded reparation to that basis. 


LINSEED OIL RATES ORDERED 

Following the standard laid down in Midland Linseed Prod- 
ucts Co. vs. Director-General, 68 I. C. C. 522, the Commission, 
by division 3, in No. 16668, Glidden Company vs. Central Rail- 
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road Company of New Jersey et al. (mimeographed), has found 
rates on linseed oil, from New York, New York lighterage points 
and Philadelphia to Cleveland and Chicago unreasonable 
awarded reparation and ordered new rates not later than No- 
vember 30. The finding was that the rates assailed were, are, 
and for the future would be, unreasonable to the extent they 
exceeded, exceed or may exceed those contemporaneously ap- 
plicable on cottonseed oil. This case was submitted upon the 
pleadings, by stipulation, counsel agreeing that it should be 
disposed of as to the reasonableness of the rate on the basis of 
the decision in the case mentioned. 


LUMBER CASE DISMISSED 


The Commission, by division 3, has dismissed No. 15300, 
Thornton-Claney Lumber Company vs. Mobile & Ohio et al. 
(mimeographed), on a finding that the rate charged on one 
carload of lumber from Brooksville, Miss., to Chicago, in October, 
1921, was applicable and not unreasonable or otherwise unlaw- 
ful. The complaint alleged it was illegal, unreasonable and in 
violation of the aggregate of the intermediates part of the fourth 
section. The contention of the complainant was that the factors 
of a combination to and from Paducah, Ky., should be subjected 
to the combination rule. Charges were originally collected at 
a rate of 38.5 cents. Later the carriers collected to the basis 
of a joint rate of 39.5 cents. The Commission held that the 
joint rate was applicable, and, among other things, that treat- 
ment of factors by the use of the combination rule did not bring 
about a combination that was violative of the fourth section. 





CANDY RATES UNREASONABLE 


A finding of unreasonableness and an award of reparation 
have been made in No. 17299, J. G. McDonald Chocolate Company 
vs. Bamberger Electric Railroad Company et al., mimeographed, 
as to class rates applicable on candy and confectionery, carloads 
and less than carloads, from Salt Lake City, Utah, to destina- 
tions on the Mississippi and Missouri, to St. Paul and Chicago. 
The Commission, by division 3, found the rates not only unrea- 
sonable but also unduly prejudicial, prior to August 1, 1925, to 
the extent they exceeded the commodity rates contemporaneously 
applicable from San Francisco to the same destinations. It 
also found the rates in effect from and after that day not un- 
reasonable or unduly prejudicial. The rates condemned were 
those in effect from February 15 to July 31, 1925, and the award 
of reparation covers shipments in that period. 


BARYTES COMPLAINT DISMISSED 


The Commission, by division 3, has dismissed No. 17388, 
Thompson, Weinman & Co. et al. vs. Atlantic City Railway 
Company et al., mimeographed, finding the rates on barytes, 
crude, lump, or jigged, in carloads, from Cartersville, Ga., to 
destinations in New York, New Jersey, Pennsylvania, Maryland 
and Delaware not unreasonable or otherwise unlawful. The 
rates were alleged to be unreasonable, unjustly discriminatory 
and unduly prejudicial in comparison with the rates from Sweet- 
water, Tenn. The Commission, in a number of earlier cases 
cited, considered barytes rates and in this:case declined to make 
any change in the situation. 





NEWSPRINT AND POSTER RATES 


The Commission, by division 3, in I. and S. No. 2705, news- 
print paper and poster paper between North Pacific Coast 
points and Spokane and related points, mimeographed, has 
found justified proposed increased rates on the commodities 
mentioned from Camas, Wash., and Oregon City and West Linn, 
Ore., to destinations in Washington, Oregon and Idaho, vacated 
its order of suspension and discontinued the proceeding. The 
schedules were suspended upon protest from manufacturers at 
Oregon City and Camas. The Commission said the evidence 
presented by them was meager. They contended, it said, that 
the proposed rates would result in discrimination against their 
plants. The carriers, in justification of the proposed rates, 
said they were merely restoring the basis which existed prior 
to October, 1924, and which, except for general rate changes, 
they said, had remained in effect for many years without 
complaint. 


SOME CHARGES UNWARRANTED 

The Commission, by division 3, in No. 15367, Superior 
Coal Company vs. Director-General, as agent, The Pittsburgh 
& West Virginia et al., mimeographed, has found that some of 
the charges on account of reconsignment and alleged back- 
hauling of 127 carloads of coal, in April and May, 1918, were 
collected without tariff authority or for services not performed. 
The cars were shipped to Akron, O., from Chandler, O., and 
refused by the consignee which was a member of a coal pool, 
after it was notified of an embargo on coal consigned to it on 
account of accumulation. The coal was reconsigned to Cleve- 
land and Lorain. The complainant contended it was unlawfully 
assessed with charges for demurrage, reconsignment and back- 
hauling amounting to $3,603. Questions about whether the 
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Akron, Canton & Youngstown was taken under federal control, 
what effect an embargo had upon the question of demurrage, 
whether there was back-hauling, etc., were considered. The 
Commission said there was no authority for charging recon- 
signment, because the A. C. & Y. had left a hiatus in its 
reconsignment tariff publications and there was no_ back- 
hauling. It awarded reparation for $671.10. 


REFINED OIL REPARATION 


A finding of unreasonableness and an award of reparation 
have been made in No. 16689, El Dorado Refining Co. et al. 
vs. Atchison, Topeka & Santa Fe et al., mimeographed, as to 
rates on refined oil, from points in Kansas and Oklahoma to 
St. Francis, Kans. The Commission, by division 3, found the 
rates unreasonable to the extent they exceeded, exceed, or 
may exceed, 49 cents from the Kansas points of origin and 
52.5 cents from the Oklahoma refining points and awarded 
reparation to the complainant and the K. T. Oil Corporation to 
that basis. The Commission said that in Midcontinent Oil 
Rates, 1925, 112 I. C. C. 421, it considered the entire adjust- 
ment of rates from the midcontinent oil field to Western 
Trunk Line territory and other destinations both in respect 
of the measure of the rates and the relationship of the various 
groups. It said that in that case it required a reduction of 
half a cent in the rate from group 3 (Oklahoma) to Lincoln, 
Neb., and a similar reduction in the differential of group 2 
(Kansas) under the Oklahoma group. It said the revised 
differential should be reflected in the rates to St. Francis. 
Arkansas City and Potwin, Kans., were treated as typical points 
of origin in the Kansas group and Enid, Okla., in the Oklahoma 
group. 

A fourth section situation, since corrected, was involved 
in the case because of the erroneous publication of a rate of 
34 cents from Texas refining points to St. Francis on the as- 
sumption that the latter was in the Kansas City group. It ap- 
plied through some of the nearer refining points. It was 
cancelled in October, 1924, and a rate of 60 cents substituted 
Neither carriers nor shippers were aware of its existence, the 
report said, until late in 1924. A witness for the complainants 
testified, the weport said, that he knew of only one shipment 
that moved on that rate. Another of the complainant’s wit- 
nesses testified, said the report, that a rate of 60 cents from 
north Texas refining points did not cause undue prejudice. 
The Commission said no damage as the result of that rate was 
shown. 





HAY REVISION ORDERED 


The Commission, by division 3, in a report written by Com- 
missioner Cox, on No. 16502, Board of Railroad Commissioners 
of the State of South Dakota vs. Chicago & North Western et al., 
mimeographed, has found unreasonable the rates on hay from 
points in South Dakota, west of the Missouri river, to destina- 
tions in Iowa, Nebraska, Illinois, Wisconsin and Minnesota. It 
has ordered the carriers, not later than January 3, to revise 
those rates in accordance with a mileage scale set forth in the 
report and order. 

The complaint alleged the rates were unreasonable and un- 
duly prejudicial to the territory hereinbefore mentioned. The 
report said similar allegations in respect of destinations in 
Montana, Missouri, Kansas and Colorado were withdrawn at the 
hearing and in the complainant’s petition opposing the carriers’ 
petition for further hearing. ‘ 

Hay, wild and cultivated, is produced in large quantities in 
the territory of origin, the Commission’s report declaring that 
much of the country’s wild hay was grown in South Dakota, 
Nebraska, North Dakota and Minnesota. 

While the complaint did not allege violation of section 13, 
the governors of Minnesota, North Dakota, Iowa and Nebraska 
were notified of the proceeding, because, as the Commission 
said, in effect the complaint alleged the rates under attack were 
unduly high in comparison with rates for similar distances 
within those states. Minnesota intervened in behalf of its rates 
and its shippers and filed briefs. North Dakota intervened but 
took no part. Neither of the other states participated in the 
case. The Greater Des Moines Committee intervened in behalf 
of the complaint. 

As summarized by Commissioner Cox, the main contentions 
of the complaining state were: 


l. The rates on hay are inherently unreasonable. Hay is a low 
srade commodity, which must have low rates in order to move. 
The rates on hay from South Dakota are higher for similar dis- 
tances than from North Dakota, Nebraska, Minnesota and Iowa. 

2. The rates from South Dakota are improperly graded across 
the State, and they grade up abruptly just across the border of the 
neighboring states of Nebraska, Iowa and Minnesota. 

3. From South Dakota the rates on hay average higher than 
on grain and live stock, while from Nebraska, Minnesota, and North 
Dakota they average lower than on grain and live stock. From the 
standpoint of value, loss and damage claims, equipment requirements, 
and inherent nature of the commodity, the rates on hay should be 
lower than on grain and live stock, even though the per car and 
per car-mile revenues on grain and live stock are greater, at lower 
rates, by reason of the heavier loading, especially of grain. 
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4. Rates on hay from South Dakota to the markets considered 
are higher than rates on hay from Oklahoma to Arkansas and Texas, 
although transportation conditions are more favorable from South 
Dakota than in the southwest. They are also higher in their re- 
lationship to the rates on grain and live stock than rates fixed by 
us in Railroad Commission of Louisiana vs. A. H. T. Ry. Co. (the 
so-called Shreveport case), 41 I. C. C. 83; 48 I. C. C. 312, and in 
other southwestern cases. 


5. The conditions of transportation from South Dakota east 
of the Missouri River are substantially similar to those in Minne- 
sota, as found by us in passing on the rates on coal, cement and 
other commodities, and substantially similar also to those in Ne- 
braska and Iowa. The same carriers, principally the Chicago, Mil- 
waukee & St. Paul, hereinafter called the Milwaukee, and the Chi- 
cago & North Western, hereinafter called the North Western, op- 
erate largely throughout the territory here considered. Moreover, 
to the principal markets for hay most of the haul is in many in- 
stances through states east of South Dakota, in which the carriers 
have asserted, in many cases before us, that the density of traffic is 
greater than in South Dakota. The same general mileage scale 
should therefore apply throughout the states of South Dakota, Ne- 
braska, Minnesota, Wisconsin, and Iowa, just as the same general 
scale applies throughout much or all of this territory on grain and 
live stock, by our orders in South Dakota R. R. Commissioners vs. 
Director General, 73 I. C. C. 347, and South Dakota R. R. Com- 
missioners vs. C. & N. W. Ry. Co., 77 I. C. C. 451. 


The carrier justification and explanation of the rate situation, 
as presented by Mr. Cox, in part, was as follows: 


Defendants state that rates on hay in western trunk-line ter- 
ritory are not made on any settled basis, having been made vol- 
untarily to meet competition and various local conditions of drought, 
crop failure and other emergencies, or by state authorities; that the 
state-made rates effect the interstate adjustment and have fre- 
quently been voluntarily extended across state lines by the carriers 
to meet competition: that the rate humps at state lines are due to 
intrastate adjustments; that the result has been an adjusment of 
hay rates which is too low to be profitable; that in Rates and 
Charges on Grain and Grain Products, 91 I. C. C. 105, we declined to 
reduce the rates on hay in this general territory, and observe that 
hay was not paying as great a part of transportation costs as in 
1917; that some of the rates are on the modified class-C basis as 
previously explained, others on a lower commodity basis; that the 
proper basis for hay is class C; that in Investigation and Suspension 
Docket 89, ete., 25 I. C. C. 680, we approved the class-C basis as 
maximum from South Dakota, Minnesota, Wisconsin, Illinois, and 
lowa to Chicago and other points; that we again approved that 
basis as maximum in 1915 Western Rate Advance Case, 35 I. C. C. 
497; that hay moves 6n fifth class in official territory; that class-C 
rates in western trunk-line territory range between 25 and 30 per cent, 
only occasionally exceeding 35 per cent, of first class, while in of- 
ficial territory fifth class is 35 per cent of first; that comparisons 
with rates on live stock are not forceful, because live stock rates 
are too low; that, as we observed in National Hay Association vs. 
M. C. R. R. Co., 19 I. C. C. 34, in approving fifth class for hay in 
eastern territory, hay, at higher rates per 100 pounds, pavs less 
revenue than grain because of grain’s heavier loading: that the pro- 
posed rates are lower than the Nebraska scale, the Missouri River- 
Nebraska class-C rates, the central freight association scale, the 
Oklahoma-Texas scale, and the Oklahoma-Arkansas scale, fixed by 
us, and lower than rates generally in western trunk-line territory 
on interstate traffic; that the rates on hay in Iowa, North Dakota. 
Minnesota and Nebraska are too low, even lower than in central 
territory and the southwest; that conditions in South Dakota are 
less favorable than in Nebraska; that rates from Nebraska to Sioux 
City are influenced by rates from Nebraska to Omaha, because the 
mileage to Sioux City is in many instances less than to Omaha, and 
— of the intense market competition between Sioux City and 

maha. : 


Summing up and disposing of the case, the Commission said: 


The record in this case, although less comprehensive than might 
be desirable, is sufficient to show that the rates on hay from South 
Dakota to the destinations here considered, aside from their in- 
herent reasonableness, are in such a state of confusion as to re- 
quire revision. 

In South Dakota R. R. Commissioners vs. Director General, 
supra, we prescribed a distance scale of rates on grain from South 
Dakota to points in Iowa. In South Dakota R. R. Commissioners 
vs. C. & N. W. Ry. Co., supra, a distance scale of rates was pre- 
scribed on live stock from South Dakota to Iowa, Minnesota, Illinois, 
Missouri, Nebraska. and Wisconsin. A distance scale on hay from 
South Dakota to the markets and other points here in issue is 
deemed advisable. 


In Oklahoma Cornoration Commission vs. A. & S. Ry. Co., 69 TI. 
Cc. CG. 207. we prescribe distance rates on wheat from Oklahoma to 
Texas and rates on hay on the same basis. In Oklahoma Corporation 
Commission vs. A. R. R., 80 T. C. C. 607, we prescribed rates on 
wheat from Oklahoma to Arkansas and rates on hay higher than on 
wheat. The rates prescribed from Oklahoma to Arkansas were lower 
than those prescribed from Oklahoma to Texas. In Oklahoma Cor- 
poration Commission vs. A. & S. Ry. Co.. 101 I. C. C. 116, further 
considering the rates from Oklahoma to Texas, we prescribed rates 
on wheat and hay on the same .basis as from Oklahoma to Arkansas, 
thereby making the rates on hay from Oklahoma to Texas, as well 
as from Oklahoma to Arkansas, higher than on wheat. In the present 
case also the rates on hay should be higher than on wheat. Hay is 
less valuable and moves in less desirable equipment, but the loading 
is much lighter, and it yields much less revenue per car than wheat, 
even with a higher rate. The wheat rates for single-line hauls now 
in effect from Oklahoma to Arkansas and Texas, as a result of the 
last three cases cited. are substantially the same as those prescribed 
from eastern South Dakota to Iowa for single and joint-line move- 
ments, being identical with, or a half cent lower than, those rates 
up to 375 miles, and from half a cent to 2 cents higher for distances 
450 to 600 miles, inclusive. The hay rates now in effect from Okla- 
homa to Arkansas and Texas are higher than on wheat by 1 cent for 
distances to and including 80 miles, by 2 cents thence to and including 
275 miles, and by 3 cents thence to the end of the scale at 800 miles. 
The rates from South Dakota to the destinations here considered 
in Minnesota, Wisconsin, Illinois, Towa, and Nebraska certainlv should 
not be higher than from Oklahoma to Arkansas and from Oklahoma 
to Texas. 

For the longer distance they should be lower than that scale, 
owing to the greater densitv of tonnage as the Chicago and Milwau- 
kee districts are approached. 

We find that the present rates on hay, in carloads, from points 
in South Dakota east of the Missouri River and from points on the 
Winner branch of the Chicago & North Western Railway to des- 
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tinations in Minnesota, Nebraska, lowa, Illinois, and Wisconsin for 
the future will be unreasonable to the extent that they may ex- 
ceed the following maximum distance scales in cents per 100 pounds: 

Single Joint Single Joint 


Miles Line Line Miles Line Line 
Oe Wis WIS os cee s 00s 8 10 320 and over 300......28 29 
26 and ever 10......06 9 11 340 and over 320...... 29 30 
30 and over 20........ 10 12 36U and over 340...... 30 3 
49 and over 30........ 11 13 400 and over 360...... 31 32 
0 ONG OVOP 26..cccece 12 14 440 and over 400...... 32 33 
60 and over 50........ 13 15 480 and over 440...... 33 034 
70 and over 60........ 14 16 520 and over 480...... 34 34 
OP ORE OVER TO. csceess 15 17 560 and over 520.. .35 35 
90 and over 80........ 16 18 600 and over 560......36 Bi) 
100 and over 90........ 17 19 640 and over 600...... 37 37 
120 and over 100........ 18 20 680 and over 640...... 38 3 
140 and over 120........ 19 21 720 and over 680......39 39 
160 and over 140........ 20 22 760 and over 720...... 40 40 
180 and over 160........ 21 23 800 and over 760...... 41 41 
200 and over 180........ 22 24 850 and over 800...... 42 42 
220 and over 2u0........ 23 25 900 and over 850...... 43 43 
240 and over 220........24 26 950 and over 900...... 14 44 
260 and over 210........25 26.5 1000 and over 95U...... 45 45 
280 and over 260........ 26 27 1100 and over 1000...... 46 16 
300 and over 280........ 27 28 1260 and over 1100...... 47 47 


In determining distances for the application of rates herein pre- 
scribed they shall be computed over airect routes embracing as a 
maximum the lines or parts of lines of not more than three carriers 
via existing connections for the interchange of carload traffic, except 
that where shorter routes are now in use which embrace the lines 
of more than three carriers such shorter routes shall be used. Car- 
riers operating under a common control or management should be 
treated as a single line. 

We further find that the present rates on hay, in carloads, from 
points in South Dakota west of the Missouri River, except on the 
Winner branch of the North Western, to destinations in the states 
mentioned for the future will be unreasonable to the extent that 
they may exceed rates determined under the foregoing scale in 
the same manner as prescribed for determining rates from points 
east of the Missouri iver, plus the following differentials in, cents 
per 100 pounds for the distances shown, such distances to be _ de- 
termined by the actual distance in South Dakota west of the Mis- 


souri River via the- route fixing the basis rate, provided, however, 
that in no case shall the through rates exceed those that may be 
determined over some other route where, by reason of the differ- 
ential being less, the total through charge is less: 

Tb re dD 150 miles and over 125......... { 
50 miles and over 25.........2 200 miles and over 150.........5 - 
75 miles and over 50.. Pe 250 miles and over 2(U.........% eo 
100 miles and over 75.........3 300 miles and over 250.........6 
125 miles and over 100...... 3.0 


In establishing rates in conformity with the foregoing findings 
specific rates and not merely distance scales should be published. In 
view of the practical difficulties which arise in the publication of 
specific rates based upon a distance scale where a large number 
of points, both of origin and destination, are concerned, the group- 
ing of points of origin which are not more than 50 miles apart and 
a like grouping of destinations will be considered as substantial com- 
pliance with the order entered herein, provided that the group rates 
be computed so as to produce substantially the same average rates 
as would result from the application of the scale from and to each 
point in the group. 

The complaint alleges broadly that the rates assailed are unduly 
prejudicial to South Dakota shipping points and unduly preferential 
of shipping points in Minnesota, North Dakota, Iowa, and Nebraska. 
The evidence shows that in disposing of their hay the South Dakota 
shippers come into competition with Minnesota and North Dakota 
shippers in the Twin Cities and with Nebraska shippers in Omaha, 
Sioux City, Chicago and other markets in Iowa, Illinois, and Wis- 
consin. It also shows that.certain of the rates assailed to destinations 
in Minnesota are relatively higher than the rates from points of 
origin in North Dakota and Minnesota to the same destinations, and 
that in many instances the rates assailed to Omaha, Neb., and to 
destinations in Iowa, Illinois, and Wisconsin are relatively higher than 
the rates from points of origin in Nebraska to the same destinations. 

Complainant points out that we have said in other cases that 
traffic and transportation conditions in eastern South Dakota are 
not radically different from those obtaining in the adjoining por- 
tions of Minnesota, Iowa, and Nebraska. It asks that in order to re- 
move the undue prejudice alleged, any scale which we may pre- 
scribe as maximum from South Dakota be also prescribed as a 
minimum scale from the states alleged to be preferred. 


Even if such an order were possible on the record it would 
result in a rigidity of rate structure which we believe would be 
unwise. It seems clear that the situation here disclosed should be 
remedied. As heretofore indicated, no violation of section 13 of the 
act is alleged. The evidence in respect of the alleged violation of 
section 3 is general in character. Although the record would, we 
believe, support a finding of undue prejudice in specific instances it 
will not warrant the issuance of an order under section 3 broad enough 
to afford a measure of relief which South Dakota shippers seek an1d 
to which they seem to be entitled. We will not, therefore, make any 
finding in respect of undue prejudice at this time, but defendant should 
promptly take sters to bring about an adjustment of the rates on hay 
which will place the shippers from South Dakota to the destinations 
here considered in proper relation with shippers from the states al- 
leged to be preferred. If such adjustment is not established within a 
reasonable time complainant may call the matter to our attention for 
further consideration. 


Rates to Wyoming are also assailed. The evidence on this phase 
of the case was meager, being confined largely to rates from points 
west of the Missouri River to destinations on the North Western 
to and including Casper. It was testified for complainant that South 
Dakota shippers cannot compete in Wyoming with hay coming from 
Nebraska for equal or greater distances. The following rates taken 
from Exhibits are illustrative: 


To Casper, Wyo., from Distance Rate 
a a rn on. Sosa Sa rakes eocereue 215 28 
ES ee en nee 213 20.5 
2 55 45.1 38a dS wn ea tatiana aretdeoidiotalw Ronale we, wok 343 41 
I ah ale ic ia/l da. <ten'G 0 Meech We 6 Gas Ora.5m eke Cie a 340 27 
aaa tn atig dW iacd'ip tn ob aia 'a, Sa ape ala > «eine oleate @empieiece 366 44 
EE EA IRATE A RL Map PN ee Aas, MN 368 25.5 
ge Be oi a Sibi ly ow a id party Senin Ceca evare Cae ala 467 58.5 
Ne 51s Sieve doo alin th oa: kplan wiwies Sa Winicelewietnw Ra nee 464 40.5 
NE MDL. og Malem hala eard ses wwe 04 e45S os ota en beeracen ns 620 44 


It seems obvious that this adjustment is unduly prejudicial to 
shippers from South Dakota and unduly preferential of their Ne- 
braska competitors. The record does not contain evidence sufficient 


to enable us to determine the precise extent of this undue prejudice, 
or to fix maximum reasonable rates, and no definite finding will be 

Defendants should study the situation with a view to estab- 
a non-prejudicial 


made. 


lishing these rates on basis. 
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No fourth-section applications were assigned for hearing in con- 
nection with this proceeding. Upon appropriate application considera- 
tion will be given’to the matter of fourth-section relief to enable 
circuitous lines or routes to meet the rates herein prescribed over 
—— lines or routes and to maintain higher rates at intermediate 
points. 


C. & O.-H. V. LINK AUTHORIZED 


The Commission, in Finance Docket No. 5820, construction 
of line by Chesapeake & Hocking Railway Company, has author- 
ized the Chesapeake & Hocking to build a 63-mile line between 
Gregg and Valley Crossing, O., to connect the Chesapeake & 
Ohio and the Hocking Valley lines. The Chesapeake & Ohio 
caused the applicant to be organized September 24, 1926, for the 
purpose of building the line. 

The connecting link between the C. & O. and the H. V. has 
been recognized as a necessity for a number of years. When 
the Van Sweringen brothers proposed their Nickel Plate merger, 
the new Nickel Plate company asked authority to build the line, 
The Commission denied the application without prejudice to the 
submission of an application by the C. & O. Later the new 
Nickel Plate company asked the Commission again to permit it 
to build the line. This brought protests from the minority 
stockholders of the C. & O. and of the H. V. After that the 
Chesapeake & Hocking was created and application was filed by 
it asking authority to build the line. 

The report said the board of directors of the Chesapeake 
had adopted resolutions providing that the Chesapeake, subject 
to the Commission’s approval, should acquire all the applicant’s 
stock and advance funds up to $12,500,000 for construction of 
the line. The Commission’s finding follows: 


Our certificate herein will be issued upon the express condition 
(a) that the Chesapeake, with 30 days from the date of said cer- 
tificate, shall file with us its application under paragraph (2) of 
section 5 of the act for authority to acquire control by lease of the 
line proposed to be constructed by the applicant; (b) that the ap- 
plicant, within said 30 days, shall file its application under section 
20a of the act for authority to issue its capital stock; and (c) that 
the Chesapeake, within 30 days after the entry by us of an order 
authorizing the applicant to issue capital stock, shall file an applica- 
tion under paragraph (2) of section 5 of the act for authority to 


—* control of the applicant by the purchase of such capital 
stock. 
Upon the facts presented, and subject to the conditions above 


stated, we find that the present and future public convenience and 
necessity require the construction by the applicant of the line of rail- 
road described in the application. A certificate to that effect will be 
issued. Woodlock, Commissioner, not participating. 


The Commission issued a formal order denying the petition 
of the new Nickel Plate company for modification of the order 
in the Nickel Plate merger case so that the Nickel Plate might 
build the connecting line between the Chesapeake & Ohio and 
the Hocking Valley. 





ABANDONMENT OF LINE 


In a report by division 4 in Finance Docket No. 5629, the 
Commission has authorized the Buffalo, Bradford & Pittsburgh 
Railroad Company and the Erie Railroad Company to abandon 
that part of the so-called West Branch of the Bradford company 
between a point 1.56 miles from the beginning of said branch 
at Bradford, Pa., and the end of the branch at Nusbaum, Pa., 
a distance of 3.68 miles, all in McKean county, Pa. The line 
has been operated by the Erie under lease. The report said 
that traffic had steadily diminished in the last few years and 
that it appeared that there was no further public convenience 
and necessity to be served by the continued operation of the 
portion of the branch to be abandoned. 


INCOME OF D. T. & I. R. R. CO. 


The Commission, in finance docket No. 4086, excess income 
of the Detroit, Toledo & Ironton Railroad Company, has assigned 
the case for hearing before Examiner N. B. Haley at Washing- 
ton, January 3. The inquiry is into the income for 1921, 1922, 
1923, 1924 and 1925, under section 15a. 


UNCONTESTED FINANCE CASES 


The Commission has authorized the Detroit & Ironton to issue 
$2,972,200 of common capital stock, consisting of 29,722 shares of the 
par value of $100 each. 

By supplemental report the Litchfield a Madison Railway Com- 
pany has been authorized to operate, under trackage rights, over a 
part of the railroad of the Chicago & North Western in Macoupin 
and Madison counties, Illinois. 

The Lake Erie, Franklin & Clarion has been authorized to issue 
four promissory notes aggregating $27,500. 

The Federal Valley has been authorized 
promissory notes to retire maturing notes. 

W. H. Bremner, receiver of the Minneapolis & St. Louis, has 
been authorized to issue $500,000 of receiver's certificates to renew Or 
refund obligations of like amount maturing in October and No- 
vember. 

The Mineral Range and the Hancock & Calumet have been 
authorized to abandon that portion of the main line of the Hancock 
from Kearsarge to Ahmeek, a distance of 2.1 miles, and certain 
branch lines serving the Contennial, South Kearsarge, Kearsargé, 
North Kearsarge, No. 4 Kearsarge, Allonez and Ahmeek mines, and 
other branch lines serving stamp mills,-a total of 5.06 miles, in 
Michigan. 

The Kentucky & Indiana Terminal Railroad Company has been 
authorized to issue six promissory notes, in the face amount ol 
$30,000 each, payable to the order of the Lima Locomotive Works, 
Inc., in connection with the acquisition of locomotives. 


to issue $32,561.41 of 
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Proposed Reports in I. C. C. Cases 


ASPHALT EQUALIZATION DENIED 


In a proposed report on I. and S. No. 2662, Pitch and Tar 
Between Points in C. F. A. Territory, Examiner Henry B. Armes 
said the Commission should find the proposal of the carriers to 
increase the basis of rates on paving and roofing pitch, paving 
and roofing tar, coal tar and oil tar, from 70 per cent of sixth 
class to 80 per cent thereof, in central territory not justified, 
order the schedules canceled and discontinue the proceedings. 

The case is a contest between pitch and tar on the one hand 
and asphalt on the other. The carriers proposed to eliminate 
complaints from the shippers of asphalt, a large percentage of 
which is a by-product of petroleum refining, to the effect that 
tar and pitch were preferred and asphalt was unduly prejudiced, 
by raising the basis on tar and pitch from 70 to 80 per cent. 
The rating on asphalt is 80 per cent of sixth. Both bases are 
provided by exceptions to Official Classification. Armes said 
that all rates on the competing commodities were not on the 
percentage basis but that to a large extent they were. 


In support of their proposed equalization the railroads 
pointed out that in Watson Company vs. Director-General, 61 
I. C. C. 719, the Commission approved 80 per cent as the proper 
rating on tar, pitch and asphalt, except in New England where 
a higher basis was found reasonable. 

Armes related the history of the bases, winding up with the 
declaration that the present basis of 70 per cent on tar and 
pitch was adopted by the railroads in March, 1923, in central 
territory, except in the western part where lower commodity 
rates prevailed, upon the representations of the tar and pitch 
industry about the vast increase in tar and pitch production and 
the necessity for providing for its movement at rates warranting 
their use. The parity, that for years had existed, was then 
broken. Now, on account of the complaints of the shippers of 
asphalt the carriers propose a restoration of that parity by in- 
creasing the rating on tar and pitch. The asphalt interests, 
Armes said, approached the carriers when that disruption took 
place to urge restoration, with the result that they published 
the schedules under suspension. They were suspended upon 
protests from the Barrett Company, the American Tar Products 
Company and the Philip Carey Company. The Barber Asphalt 
Company was a party to the case, but the defense was assumed 
by the railroads. ' 

Restoration of the parity by reducing the classification on 
asphalt, the carriers said, would cost them $100,000 a year. 

Armes said the carriers fully understood the competitive 
nature of the articles both before and after the reduction of 
1923. In fact, he said, the record showed there was serious dis- 
agreement among different committees of the carriers as to 
whether the reduction to 70 per cent should be made in the 
first place and, after it became effective, whether it should be 
restored. The carriers, he said, stated that they saw no justifi- 
cation for different rates on asphalt on the one hand and tar 
and pitch on the other. 


The examiner said the weighted average given by the pro- 
testants to tar and pitch was in excess of 92,000 pounds. He 
said the average loading of a carload of asphalt was given as 
79,302 pounds. The bulk of the movement of the competing 
products, the report said, was in tank cars. 


This case was heard jointly with the Public Utilities Commis- 
sion of Ohio, the carriers having proposed equalization in the 
Ohio rates. Their schedules were suspended in Ohio I. and S. No. 
86. The cases were heard upon a consolidated record which 
showed that the increases in most cases would range between 
1.5 and 2.5 cents per 100 pounds. 

In commenting upon the Watson case and disposing of this 
One, the examiner said: 


Upon the basis of their exhibits protestants claim that a reason- 
able basis of rates on tar and pitch would be 60 per cent of sixth 
class. This was the basis proposed in the Watson case. Some 
of the complainants in that case were the same as certain of the 
Protestants herein. In that case upon a comprehensive record the 
Commission refused to adopt this basis and that case has never been 
reopened. The findings in that case were for application through- 
out a territory much more extensive than the territory here in- 
volved and, moreover, the basis found reasonable was a reasonable 
Maximum basis only, and must not be taken to mean that rates in 
some instances less than that maximum might not still be reasonable 
rates. When the carriers, after mature deliberation, voluntarily 
reduced their rates on tar and pitch in Central territory and kept 
them in effect for a considerable period, serious question may 
arise as to whether or not, in their judgment, the rates thus 
established by them may not still be reasonable rates for the move- 
ment of this traffic. This record is not convincing that the present 
asis is subnormal; on the other hand, it is suggestive that if 
the asphalt interests had not asked for equalization with the 
rates on tar and pitch this case would not now be before the 
Commission. 

_ One of the protestants, located at Cincinnati, Ohio, ships tar 
and pitch to all points in Central territory in competition with 
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concerns located at Chicago and St. Louis. The rates from _ the 
latter points, some of which are set forth in the table preceding, 
are commodity rates upon a basis lower than the existing basis 
of 70 per cent of sixth class in the balance of Central territory 
which the Cincinnati concern must pay upon its product. Further- 
more, this concern obtains its crude tar from Weirton, W. Va., 
from which point to Cincinnati the present rate is 16.5 cents for 
a distance of 268 miles. Its competitors at St. Louis can obtain 
tar from Chicago, in TIllinois territory, 282 miles distant, on a 
11.5-cent rate. The disparity against Cincinnati is now 5 cents 
under the proposed basis. The rate from Weirton to Cincinnati 
would become 19 cents and the disparity against Cincinnati would be 
increased to 7.5 cents. The table (one of the exhibits) shows other 
instances where the proposed rates would result in undue discrimina- 
tion against, and undue prejudice to, Cincinnati. The same situa- 
tion exists wherever the rates from or to other points in Central 
territory in connection with which the proposed basis of 80 per cent 
of sixth class would become applicable, would have to meet the 
competition -of the rates from or to Chicago and St. Louis. The 
Commission, therefore, does not have to look to the exact level of 
the suspended rates to determine whether or not they are unlawful. 
The mere showing of the increase in disparity which will arise be- 
tween certain points in Central territory from and to which the 
80 per cent basis would become applicable and competition points 
now enjoying a lower basis of commodity rates, is sufficient in- 
dication that the proposed basis will result in rates which are 
unjustly discriminatory and unduly prejudicial. 

The Commission should find that the proposed schedules have 
not been justifield and an order should be entered directing can- 
cellation of said schedules and discontinuing this proceeding. 


RATES ON ROUGH MARBLE, ETC. 


An award of reparation has been recommended by Examiner 
F. D. Binkley in No. 18351, Charles E. Clifford Company vs. 
Crystal River & San Juan et al., on a proposed finding that the 
rates of 64.5 cents, assessed on four carloads of rough marble, 
and 93.5 cents on six carloads of polished marble, shipped be- 
tween November 30, 1923, and March 18, 1924, from Marble, 
Colo., to Clifford Spur, Calif., were unreasonable to the extent 
they exceeded 61 and 89.5 cents on rough and polished marble, 
respectively. 





RATES ON BROOM HANDLES 

Examiner W. J. Harris, in a proposed report in No. 17434, 
Oklahoma Traffic Association et al. vs. Santa Fe et al., has rec- 
ommended an award of reparation based on a finding that rates 
charged on carload shipments of broom handles from Tacoma, 
Wash., and Antigo, Wis., to Oklahoma City, Okla., in 1923 and 
1924, were unreasonable to the extent that they exceeded by 
more than 1.5 cents the contemporaneous lumber rates. The 
examiner said one of the shipments from Antigo was barred. 


RATES ON BINDER TWINE 


Dismissal of the complaint in No. 16369, Portland Traffic 
and Transportation Association et al. vs. Oregon-Washington 
Railroad & Navigation Company et al., has been recommended 
by Examiner O. L. Mohundro on a proposed finding that rates 
on binder twine, in carloads, from Portland, Ore., to points in 
Idaho, Montana, and Washington were not and are not unreason- 
able or otherwise unlawful. -Complainant attacked class A 
rates and asked for commodity rates not in excess of class B 
rates. 


BLACK POWDER RATES 


A finding of undue prejudice, but not of unreasonableness 
or other unlawfulness, and denial of reparation have been 
recommended by Examiner Harry C. Barron, in No: 16938, E. I. 
duPont deNemours & Co. vs. Baltimore & Ohio et al., as to 
rates on black powder from Oriental Siding, Fairchance, Pa., 
to destinations on the Western Maryland. He said the Com- 
mission should find them unduly prejudicial to the complainant 
and unduly preferential of its competitors at Youngstown, O., 
and Quaker Falls, Pa., to the extent they exceed, or may exceed, 
the same basis of rates contemporaneously maintained from 
Youngstown and Quaker Falls. He said reparation should be 
denied. 

The complaint was that the first class rates from Fair- 
chance were unreasonable, unjustly discriminatory and unduly 
prejudicial in comparison with the second class rates in effect 
from Youngstown and Quaker Falls. At the hearing, Barron 
said, the complainant said this was a test case and that if 
successful, it would bring complaint as to the rates to destina- 
tions on other railroads in Trunk Line territory. He said 
there was no contention that first class was unreasonable per se. 
The case, he said, was based wholly on the fact tHat second 
class rates were maintained from Youngstown and Quaker Falls. 
Until 1901, first class rating was the rule in Official Classifica- 
tion territory, but in that year second class, 20,000 pounds 
minimum, was established in Central territory and later ex- 
tended so as to apply from Central to Trunk Line territory. 
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The complainant contended that first class rating was a relic 
of the time before systematic attention was given to packing, 
loading and handling powder and was no longer representative 
of rates on black powder, generally. The defendants, on the 
contrary contended’ that first class was the normal rating and 
that use of second class was decided upon to meet a particular 
situation. 


STEEL, COILED AND NOT COILED ‘ 


In a report on No. 17804, Standard Nut & Bolt Company 
vs. New York, New Haven & Hartford et al., Examiner Henry 
B. Armes again dealt with the question as to what sort of rates 
should be imposed upon steel bars when not put into coiled form. 
He said the Commission should find rates on steel rods, in 
straight lengths, carloads, from Pittsburgh and Johnstown, Pa., 
Youngstown, O., and Buffalo and North Tonawanda, N. Y., to 
Pawtucket and Valley Falls, R. I., not unreasonable, but unjustly 
discriminatory to the extent they exceeded the contemporaneous 
rates on the same commodity when shipped in coils. He said 
the Commission should order the removal of the unjust dis- 
crimination and deny reparation because the complainants 
had not shown damage to have resulted from that discrimina- 
tion. The report also covers No. 18024, Pawtucket Manufactur- 
ing Co. vs. Same, and a sub-number under the complaint last 
mentioned, William H. Haskell Manufacturing Co. vs. Same. 

The complainants are manufacturers of nuts and bolts. 
They use steel bars both coiled and in straight lengths. The 
carriers try to differentate between the coiled and the uncoiled 
commodities. They gave the billet rates to the coiled bars at 
the request of manufacturers of nuts and bolts using the coiled 
bars. Armes observed that complainants’ materials, when 
shipped in straight lengths, took a higher rates than the 
identical article when shipped in coils, although the cost was 
the same, per pound, in each case. He said that under the 
Commission’s recent decisions it was immaterial whether a rod 
be circular, rectangular or hexagonal, in cross section, citing 
New England Drawn Steel Co. vs. Director-General, 93 I. C. C. 


171, Clark Bros. Bolt Co. vs. N. Y. C., 102 I. C. C. 355, and iron 
and Steel Articles, 104 I. C. C. 616. 


ROUGH MARBLE BLOCK RATES 


Examiner W. J. Harris, in No. 17696, Bradbury Marble Com- 
pany et al., vs. B. & O. et al., has recommended that rates on 
rough marble blocks, from within the lighterage limits of New 
York Harbor, N. Y., to St. Louis, Mo., and East St. Louis, IIl., 
be found unreasonable, that a basis for reasonable rates be 
prescribed and that reparation be awarded. Complainant al- 
leged that the rates were unreasonable and unduly prejudicial 
and preferential of Westfield, Mass. The examiner said the 
Commission should find that the rates assailed were, are and 
for the future will be unreasonable to the extent that they ex- 
ceeded, exceed or may exceed the rates contemporaneously in 
effect from Westfield to St. Louis and East St. Louis over routes 
through New York harbor. 





REFRIGERATION CHARGES APPLICABLE 


Dismissal of the complaint in No. 17875, Di Giorgio Fruit 
Company et al. vs. Arizona Eastern et al., has been recommended 
by Examiner W. J. Harris on a proposed finding that refrigera- 
tion charges assessed on cantaloupes from points in Arizona 
and California to interstate destinations in the United States and 
to destinations in Canada, in the period March 1, 1920, to June 
20, 1923, were applicable. The question at issue was whether 
refrigeration charges shown as applicable on melons were ap- 
plicable on cantaloupes. The examiner said that, in Brown vs. 
C. R. I. & P. Ry. Co., 112 I. C. C. 545, which involved the same 
tariff items and the identical questions as raised by the instant 
case, the Commission found that the refrigeration charges shown 
as applicable on melons were applicable on cantaloupes. A 


different finding was not warranted in the instant case, the 
examiner said. 


REPARATION ON LOG SHIPMENTS 


Examiner J. J. Williams has proposed an award of repara- 
tion in No. 18145, Crook Son & Company vs. New York Central 
et al., on a finding that rates charged on logs from Huntertown, 
Ind., to Hicksville, O., in 1924, were unreasonable to the extent 
that they exceeded 8 cents. Charges were collected at the ap- 
plicable sixth class rate of 11.5 cents. 


LUMBER RATE BASIS 


Examiner William A. Maidens, in a proposed report in No. 
17958, Camp Manufacturing Company vs. Carolina Western et al., 
has recommended a finding that rates on lumber, from Russell- 
ville and‘*Halls, S. C., to points in North Carolina, Virginia, 
New Jersey, Pennsylvania and New York, are and for the future 
will be unreasonable to the extent that they exceed the rates 
contemporaneously in effect from St. Stephens, S. C., to the same 
destinations. The rates in issue were assailed on the ground 
that they exceeded those from St. Stephens. Russellville is 
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situated about four miles and Halls about six miles west of 
St. Stephens. The Carolina Western filed an answer and cross- 
complaint asking the Commission to fix just and reasonable 
divisions of not less than 3 cents out of such joint rates as 
might be prescribed from Russellville and Halls. The Camp 
Manufacturing Company owns the majority of the stock of the 
Carolina Western, the report said. The Atlantic Coast Line 
attempted to show that the Carolina Western was not a common 
carrier, but the examiner said the record was conclusive that 
the Carolina Western was a common carrier. The examiner 
said that, upon the record, it was impossible to determine what 
would be reasonable and equitable divisions out of such joint 
rates for the Carolina Western. He said if the carriers were 
unable to agree, they might again come before the Commission 
in an appropriate proceeding. 


RATES ON BAGGING, ETC. 

Examiner S. A. Aplin has recommended dismissal of the 
complaint in No. 17922, Carolina Bagging Company vs. Seaboard 
Air Line et al., on a proposed finding that rates on cotton bale 
covering and cotton ties, referred to as bagging and ties, in 
carloads, from Henderson, N. C., to Galveston and Houston, Tex., 
and to Texas common points, were not and are not unreasonable. 


REPARATION ON HAY 


Examiner J. J. Williams has recommended an award of rep- 
aration in No. 18342, Toberman Mackey Company vs. Chicago, 
Burlington & Quincy, on a proposed finding that rates on hay 
from certain points in Illinois to St. Louis, Mo., were inapplic- 
able; and that rates on thé same commodity from other points 
in Illinois to St. Louis were unreasonable. Sixty-four shipments 
were involved. Thirty-one of the shipments originated at Ply- 
mouth, Augusta, La Prairie, Golden, Camp Point, Coatsburg, 
Palona, and Fowler, Ill., referred to as the western group, and 
the remainder originated at Adair, Astoria, Ipava, Rock Bridge 
and Table Grove, Ill., referred to as the central group. The 
examiner said commodity rates were not specifically provided 
from the points of origin and charges were assessed on a basis 
lower than class C, namely, 17.5 cents from points in the western 
group and 15.5, 16.5 and 17.5 cents from points in the central 
group. At the time of movement commodity rates of 14.5 cents, 
prior to January 27, 1924, and 15.5 cents on and after that date, 
were in effect from Cameron, Monmouth and Seehorn, IIl., to St. 
Louis. The tariff publishing these rates contained an interme- 
diate clause under which the examiner found that the applicable 
rates from points in the western group were those contem- 
poraneously in effect from Cameron and Monmouth. He also 
found that the rates charged from the central group were un- 
reasonable to the extent they exceeded the rates contem- 
poraneously in effect from Cameron and Monmouth. 


REPARATION ON LUMBER 


An award of reparation has been recommended by Charles 
F. Gerry, assistant chief examiner, in No. 17710, Edward Hines 
Yellow Pine Company vs. Mississippi Southern et al., on a pro- 
posed finding that a rate of 45 cents, charged on four carload 
shipments of lumber from Lumberton, Miss., to Boone, N. C., 
was inapplicable, and that the applicable rate was 42 cents. The 
Sligo Iron Store case was followed. 


RATE ON FRESH PEACHES 

Dismissal of the complaint in No. 17909, Caruso, Rinella, 
Battaglia Company, Inc., vs. Denver & Rio Grande Western et 
al., has been proposed by Examiner W. K. Berryman on a finding 
that the rate charged on one carload of fresh peaches from 
Palisade, Colo., to Syracuse, N. Y., was not and is not unrea- 
sonable, unduly prejudicial or in violation of section 4 of the 
interstate commerce act. Charges were collected at a rate of 
$1.73. Complainant said a rate of $1.38 would be reasonable. 
The examiner said the rate assailed was part of the transconti- 
nental blanket system of rates on peaches from western terri- 
tory which had been in effect for many years and had proved 
satsisfactory to both shippers and carriers. 


CHARGES ON CALCIUM CARBIDE 


Attorney-Examiner John B. Keeler has recommended dis- 
missal of the complaint in No. 17908, Kansas City Oxygen Gas 
Company vs. Chicago, Burlington & Quincy et al., on a proposed 
finding that charges on shipments of calcium carbide from 
Keokuk, Ia., to Kansas City, Mo., were legally collected. Com- 
plainant sought application of the commodity rate on lime. 
Only by a strained interpretation of the tariff could the com- 


modity rate on lime be applied to calcium of carbide, according 
to the report. 


PROPOSES POTATO REVISION 
Examiner J. P. McGrath, in No. 17762, Caruso, Rinella, Bat- 
taglia Company vs. Norfolk Southern et al., said the Commission 
should find rates on potatoes, carloads, from Pungo, Pleasant 
Ridge, Creeds, Fentress and Hickory Ground, Va., and Elizabeth 
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City and Barnett’s Creek, N. C., to destinations in New York 
unreasonable, prescribe the rates mentioned by him and award 
reparation. The report covers three sub-numbers, Same vs. 
Same. The rates were alleged to be unreasonable, unjustly dis- 
criminatory, unduly prejudicial and in violation of the long and 
short haul part of the fourth section. 

McGrath said no unjust discrimination or undue prejudice 
had been shown. The defense was assumed by the Norfolk 
Southern, the points, all but Barnett’s Creek, being on its rails. 
That point is served by the North River line which operates 
boats between that point and Elizabeth City. McGrath said the 
Commission should dispose of the case as follows: 


The Commission should find that the rates assailed were, are, and 
for the future will be unreasonable to the extent that they exceeded, 
exceed, or may exceed, in amounts per 100 pounds, the rates here- 
inafter indicated, 40.5 cents from Fentress to Troy, 43 cents from 
Hickory Ground to Troy, 45 cents from Fentress to Saratoga Springs, 
from Pungo to Binghamton and Schenectady and from Creeds to Al- 
bany, Binghamton, Troy and Schenectady, 46.5 cents from Elizabeth 
City to Troy, from Pleasant Ridge to Syracuse, and from Creeds to 
Oneonta, Syracuse, Saratoga Springs and Glens Falls, and 52.5 cents 
from Barnetts Creek to Albany. 


OVERCHARGES ON GRAIN 


Examiner Bronson Jewell, in a proposed report on No. 18218, 
Arcady Farms Milling Company vs. Akron, Canton & Youngs- 
town et al., said the Commission should find combination rates 
on grain and grain products, from points in Illinois and points 
in Iowa and Missouri on the west bank of the Mississippi to 
destinations in central territory, applied on shipments made 
since January 24, 1923, were not applicable and direct the re- 
fund of overcharges. 

The first question was as to whether the combinations on 
Chicago applied or whether the rates were to be one-factor 
through rates, on products, claimed to have been authorized in 
a Boyd tariff. That tariff said that transit privileges (as author- 
ized in tariffs named) might be accorded at Chicago stop-over 
points and Peoria and Pekin district stop-over points on ship- 
ments originating at stations on the Santa Fe, Alton, Burling- 
ton, Chicago Great Western, Milwaukee, C. P. & St. L., Rock 
Island and Wabash, and the through rates named in the tariff 
on the commodity forwarded from the transit station, subject 
to the rules in connection therewith, would be applied from 
points of origin of the grain, grain products or seeds, to ultimate 
destination. Other defendants did not have such a rule. 

On that tariff, the examiner said, the complainant founded its 
contention that it was entitled to a one-factor rate instead of 
the combinations that were applied. The examiner said the 
situation was very similar to the one presented in Peters Mill 
Company vs. C. B. & Q., 38 I. C. C. 245, cited by the complainant. 

“Accordingly,” said Jewell, “complainant must be sustained 
in its contention that under the rule in the Boyd tariff transit 
was authorized at Chicago on the basis of the through grain 
products or by-products rates, where the shipments originated 
at points on the lines of defendants named in the rule.” 

Another question was as to whether the combination basis 
of the grain rates to Chicago plus the grain products rates be- 
yond, also assailed by the complainant, was unreasonable and 
unduly prejudicial in comparison with rates charged competitors 
located at points from which one-factor through rates on grain 
products or by-products applied. The complainant showed that 
to destinations, claimed to be representative, the combinations 
assessed exceeded the one-factor through rates on grain products 
and by-products by various amounts running as high as 9.5 cents 
on grain products and 12.5 on grain by-products. On grain 
bought in the Peoria group and mixed into feed at Chicago, the 
complainant pointed out, it had been required to pay rates from 
35 to 86 per cent on grain by-products and from 18 to 46 cents 
on grain products in excess of the one-factor through rates in 
effect from those points. 

That the basis sought by the complaint, that is, one-factor 
through rates, was not considered unreasonable by the carriers 
generally, Jewell said, could be seen from the fact that wherever, 
from the territory under consideration, through rates on: grain 
were in effect through Chicago, it was their practice to apply 
the through grain products or by-products rates in accordance 
with their construction of the rule in the transit tariff. But it 
was not necessary, he said, to pass upon the question whether 
they had correctly interpreted the rule in the transit tariff in 


view of the conclusion reached as to the applicable rates. In 
conclusion he said: 


Without further discussing the evidence relating to the allega- 
tions of other violations of the act, it is sufficient to state that, al- 
though the through rates on grain products and by-products with 
transit at Chicago have been found applicable to shipments originat- 
ing on the lines of carriers named in thé rule of the Boyd tariff, 
the record does not contain sufficient additional evidence to warrant 
r condemnation of a different basis by other defendant lines. The 
act, also, that certain carriers have seen fit to publi8h through rates 
on grain by-products lower than the grain products rates, and to 
Permit transit at Chicago on these rates, would not justify the Com- 
mission in the absence of more specific proof of unreasonableness and 
apy umination in requiring the general application of that basis by 
all defendants, where different conditions might prevail. 

The Commission should find that the combination rates charged 
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on complainant’s shipments, originating at points on the lines of 
defendants named in the rule of the Boyd tariff quoted herein, were 
not applicable; and that the applicable rates on those shipments 
were the through rates from points of origin to ultimate destinations 
on grain products, or on grain by-products, according to the descrip- 
tion in the Boyd tariff of the shipments from the transit point. De- 
fendants should promptly refund all overcharges on shipments as- 
sessed the higher combination rates here found not applicable. 


NEW JERSEY CITY TERMINAL 


Plans for construction of a new freight depot at a cost of 
over $12,000,000, on a site in Jersey City, comprising an area 
equivalent to approximately nine city blocks, are set forth in 
the report of division 4 of the Commission in finance docket 
No. 5579, construction of Jersey City branch by Morris & Essex 
Railroad Company, authorizing the Morris & Essex and/or the 
Delaware, Lackawanna & Western to construct and operate in 
Jersey City, N. J., a branch line (four tracks) approximately 
sixty-seven hundredths of a mile in length. 

The purpose of the proposed branch is to connect existing 
main-line tracks and freight yards via (and through) a new 
depot proposed to be constructed at Jersey City, to take care 
of the greatly increased volume of traffic in«the New York 
harbor area. The states of New York and New Jersey are 
building the Hudson, or Holland, vehicular tunnel under the 
Hudson River from Manhattan Island to the Jersey shore, and 
with the completion of the tunnel it is expected that a large 
amount of freight now floated between the Hoboken terminal 
and various points will be transported from and to the terminal 
by truck. Continuing, the report said: 


The applicants have accordingly determined to supplement exist- 
ing facilities by constructing a new freight depot having team tracks, 
loading and unloading platforms, storage space, and other freight 
handling appurtenances. The site of the proposed depot comprises 
an area equivalent to approximately nine city blocks. It lies a short 
distance west of the present freight depot and south of the main- 
line tracks leading thereto, and adjins the applicants’ freight yard 
in Jersey City. It is also conveniently located with respect to the 
Jersey City portals of the vehicular tunnel. 

Present plans for the new depot contemplate space at the street 
level for ‘“‘tail-board’’ delivery and storage, covered practically 
throughout by ‘‘what is known as the flat slab method.” The tracks 
of the proposed branch will traverse the higher level formed by 
the flat-slab construction. This level will be provided with facilities 
for team track delivery and will be reached by a ramp approxi- 
mately two block in length. The lower level will be served by ele- 
vators. Further needs for expansion will be anticipated by pro- 
vision of foundations sufficient to support several stories of ware- 
house space above portions of the track level. y 

The proposed branch is to extend from a connection with the 
main tracks of the applicants at or near the Hoboken tunnels, thence 
over fills a 20 feet high, and the flat-slab construction 
of the new depot, to the freight yards. The line will pass over lines 
of the New Jersey Junction Railroad Company and the Erie Rail- 
road Company, a proposed junction between lines of the Erie and 
the Lackawanna, and certain open streets in Jersey City, necessi- 
tating the construction of a number of steel bridges. The branch 
line is to have four tracks. The center tracks will be used for the 
movement of inbound freight to the yards for classification and of 
freight outbound after classification. The outer tracks are intended 
for switching purposes. 

Construction of the freight depot is to proceed in stages, as 
the need for additional facilities develops. Work on the first stage, 
comprising about 50 per cent of the project, will begin about January 
1, 1927, and be completed about December 31, 1928. Construction of 
the branch line will commence about January 1, 1927, and require 
about one year for completion. Approximately two-thirds of the 
land required for the depot is already owned by or held for the appli- 
cants. It appears that improvements on the remaining third are 
such as not to add materially to the cost of acquiring such lands. 
The estimated cost of the entire project is $12,938,000. 

The cost of the branch alone is estimated at $2,120,000. It is 
pointed out that the route fraverses valuable city property and 
that the line will be located on steel bridges and flatslab construc- 
tion for 61 per cent of its entire length, a proportion of the cost of 
the latter being allocated to the cost of the branch. The items of 
cost for land and supporting structures amount to 86 per cent of 
the total estimated cost of the line. 

Construction of the line and depot will be financed with funds 
available in the treasury of the Lackawanna. It is contemplated that 
at some future date the Essex will issue securities to the Lacka- 
wanna in reimbursement of sums so advanced, but the kind and 
amount of such securities has not yet been determined. Nothing 
herein is to be construed as relieving the applicants from compliance 
with applicable provisions of section 20a of the act, or as committing 
or prejudicing action by us in the future upon any proposal by the 
applicants, or either of them, to issue securities in respect of ex- 
penditures made for the purposes above mentioned. 

It was testified that construction of the proposed depot and branch 
line will facilitate and expedite the handling of traffic at the ap- 
plicants’ Hoboken terminal, and will reduce operating expenses 
through the elimination of lighterage and carfloat service. Marine 
equipment will continue to be used for transfers to distant points, 
however, and remain available for operation in emergencies. 


CHICAGO SWITCHING CASE 


The Trafic World Washington Bureau 


The Commission, in I. and S. No. 2780, has suspended, from 
October 20 to February 17, supplements Nos. 9 and 10 to Gal- 
ligan’s I. C. C. No. 63, carrying interline rates on iron and steel 
in the Chicago district and the publications of individual car- 
riers for single-line purposes, against which the Chicago Associ- 
ation of Commerce and others interested in the method of deal- 
ing with rates in the Chicago switching district and in rates on 
iron and steel per se, filed protests couched in vigorous language 
(See Traffic World, October 2, p. 763). 

At the time of suspension the Commission also directed the 
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holding of a hearing on the subject at Chicago, November 9, by 
Examiner Faul, of Commissioner Campbell’s staff. Commis- 
sioner Campbell’s office has been handling questions related to 
or growing out of the Jones & Laughlin decision establishing 
rates on iron and steel, to which many exceptions have been 
taken and against some of the rates established in supposed con- 
sonance with the finding, Chicago iron and steel makers have 
filed a formal complaint. Suspension of the schedules was re- 
garded as a moral certainty from the day they were filed on ac- 
count of the evidences of dissatisfaction with the adjustment 
made as a result of that decision. 

In the Chicago Association of Commerce protest the fact 
was pointed out that, as viewed by it, the establishment of rates 
as proposed by Galligan would result in the disruption of the 
agreement made in 1911, by carriers and shippers, to treat 
switching rates in the Chicago district as separate and distinct 
from the rates on the line-hauls. The association has an inter- 
est in the question aside from that of the level of the rates 
proposed, its interest in the preservation of that agreement be- 
ing probably greater than in the level, although it contends that 
the level of the proposed rates would put the iron and steel 
makers in that.district at a disadvantage in competition with 
iron and steel makers in other districts. 


SUSPENDED TARIFFS 


In I. and S. No. 2773 the Commission has suspended from 
Oct. 15, until February 12, the operation of certain schedules 
as published in Supplement No. 57 to Agent H. Wilson’s I. C. C. 
No. A-94, Agent Frank Van Ummersen’s I. C. C. No. 60 and 
Supplement No. 1 to Agent Frank Van Ummersen’s I. C. C. 
No. 60. The suspended schedules propose to revise the rates on 
granite, marble and stone, carloads, from Eastern territory to 
St. Paul and Duluth, Minn., and other western points, which 


would result in both increases and reductions. The following 
is illustrative: 


From Boston rate group: Granite, carved, present *51, proposed 
$56; granite, dressed, present *46, proposed +45; from Burlington rate 
group: Granite rough quarried, present §$39%, proposed °421%4. 





*Minimum 36,000 pounds. 

tMade 36% cents subject to minimum of 36,000 pounds plus 19% 
cents subject to 90 per cent of marked capacity of car. 

jMade 31% cents subject to minimum of 36,000 pounds, plus 13% 
cents subject to minimum of 40,000 pounds. 

§Minimum 40,000 pounds. 

°Made 30% cents subject to minimum of 36,000 pounds plus 12 
cents subject to minimum of 40,000 pounds. 


In I. and S. No. 2774, the Commission has suspended from 
Oct. 15, until Feb. 12, the operation of certain schedules as 
published in Supplement No. 2 to Agent J. H. Glenn’s tariff 
I. C. C. No. A-546. The suspended schedules propose to restrict 
the routing of cotton originating at stations on the Louisville & 
Nashville R. R., in Alabama and Tennessee, North Birmingham, 
Ala., to destinations in Georgia so as not to apply through junc- 
tion points south of Birmingham, including Montgomery, Ala., 
which results in elimination of through rates and the applica- 
tion of higher combination rates on shipments routed via Mont- 
gomery for transit service at that point. 

In I. and S. No. 2775, the Commission has suspended from 


Oct. 15, until Feb. 12, the operation of schedules as published 
in the following tariffs: 


J. E. Johanson, agent; Supplement No. 5 to I. C. C. No. 1825: I. 
C. C. Nos. 1871 and 1872; Wm. J. Sedgman, agent; Supplement No. 
§ to I. C. C. No. 381; I. C. C. Nes. 183 and 184. 


The suspended schedules propose to increase the rates on 
various commodities from the Atlantic Seaboard territory to 
destinations in Arkansas, Louisiana and Oklahoma, generally 
via rail-ocean-and-rail routes or ocean and rail routes, operating 
via Atlantic ports or Gulf ports. The following is illustrative: 


From New York, N. Y., to Little Rock, Ark., linoleum and table 
oil cloth, present 90, proposed 140; nuts (edible), present 101, pro- 
posed 114; leather, present 102, proposed 140. 


In I. and S. No. 2776, the Commission has suspended from 
October 16 until February 13 the operation of certain schedules 
as published in supplements Nos. 23 and 24 to the Chesapeake 
and Ohio Railway Company’s tariff I. C. C. No. 9333. The sus- 
pended schedules propose to increase the rates 4 cents per 100 
pounds on cement, carloads, from Fordwick, Va., to stations on 


the Tallulah Falls Railway in Georgia and North Carolina. The 
following is illustrative: 
From Fordwick, Va., to Franklin, N. C., and Clarksville, Ga., 


present 2814, proposed 32%. 


In I. and S. No. 2779, the Commission has suspended from 
October 20 until February 17 schedules as published in supple- 
ment No. 7 to Chicago, St. Paul, Minneapolis & Omaha I. C. C. 
No. 4664. The suspended schedules propose to increase the 
rates on grain and grain products, carloads, from certain sta- 
tions on the Chicago, St. Paul, Minneapolis & Omaha Railway 
in South Dakota to Omaha, Neb. The following is illustrative, 
rates in cents per 100 pounds on wheat, carloads: 
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To Omaha, Neb., from Hartford, S. D., present 20, proposed 201:; 
Mitchell, S. D., present 20%, proposed 22. 


In I. and S. No. 2777, the Commission has suspended from 
October 18 until February 15 schedules as published in supple- 
ments Nos. 11 and 12 to St. Louis-San Francisco I. C. C. No. 
8570, and supplement No. 13 to Johanson’s I. C. C. No. 1789. 
The suspended schedules propose certain restrictions in routing 
of grain and grain products between Kansas and Oklahoma 
stations and also propose increases and reductions in rates on 
this traffic. The following is illustrative: 


Wheat, in carloads, in cents per 100 pounds, between Herington, 
Kans., and Quapaw, Okla., present 14%, proposed 24; Ames, Okla., 
present 2644, proposed 22; also between Goodwell, Okla., and Quapaw, 
Okla., present 14%, proposed 33; Ames, Okla., present 2614, proposed 31. 


In I. and S. No. 2778, the Commission has suspended from 
October 18 until February 15 schedules as published in supple- 
ments Nos. 24 and 25 to Chicago, Rock Island & Pacific I. C. C. 
No. C-11453. The suspended schedules propose to establish a 
mileage scale of rates on broken, crushed or ground stone, Car- 
loads, from Kansas City and St. Joseph, Mo. to points in Kansas 
on the C. R. I. & P. Ry. which results in reductions in rates on 
the traffic in question. The following statement of rates ap- 
plicable from Kansas City, Mo., is illustrative: 


Rates in cents per 100 pounds, on crushed stone, C. L., to Hol- 
ton, Kan., present 8.5, proposed 6; Alma, Kans., present 9, proposed 
6.5; Herington, Kans., present 10.5, proposed 7.5. 


In I. and S. No. 2781, the Commission has suspended from 
October 21 until February 18, the operation of certain schedules 
as published in Supplements Nos. 59 and 60 to Agent E. B. 
Boyd’s tariff I. C. C. No. A-1498. The suspended schedules pro- 
pose to cancel the rates applying on explosives in lots of 10,000 
pounds and less than 20,000 pounds, between Colorado common 
points, on the one hand, and defined territories, on the other, 
and apply in lieu thereof the present carload rates, subject to 
an increase in the carload minimum from 20,000 pounds to 
24,000 pounds. 

The following statement of rates from St. Louis, Mo., to 
Denver, Colo., is representative: 


Present, 10,000 and less than 20,000 pounds, 281%: proposed, car- 
load minimum, 24,000 pounds, 213. 


COMMISSION ORDERS 


The petition of defendant Denver & Rio Grande Western 
Railroad for rehearing and reargument and for modification of 
order entered in No. 16544, White Eagle Oil & Refining Com- 
pany vs. Denver & Rio Grande Western et al., has been denied. 

The petition of defendants for vacation or modification of 
order in No. 14087, Indiana State Chamber of Commerce vs. 
Santa Fe et al., has been denied. 

The Commission has denied the petition of defendants in 
No. 15208 (and Sub. Nos. 1 and 2), Barrett Company vs. Nash- 
ville, Chattanooga & St. Louis Railway et al., for reconsideration 
and reargument. 

The Commission has denied the complainant’s petition for 
rehearing with respect to two carload shipments in No. 15293, 
Bimel Spoke & Auto Wheel Company vs. Lake Erie & Western 
et al. 

The petition of defendants in No. 15356, Kentwood Ice Man- 
ufacturing and Bottling Company, Ltd., vs. American Railway 
Express Company for rehearing and reargument, has been 
denied. 

The petitions of Chicago Association of Commerce, Budlong 
Pickle Company, Glazer Crandell Company, Squire Dingee Com- 
pany, National Pickle Packers’ Association and H. J. Heinz 
Company for rehearing in No. 15452, The Harbauer Company Vs. 
Ann Arbor Railroad et al., have been denied. 

The Commission has denied the petition of complainant in 
No. 15981, Toberman, Mackey & Co. vs. Southern et al., for re- 
consideration. 

The effective date of the order entered in No. 16901, Dray- 
age Absorptions by Southwest Missouri Railroad, on June 8, 
1926, which has been heretofore postponed from August 23, 1926, 
to October 22, 1926, is further postponed to November 11, 1926, 
but in all other respects said order shall- continue in full force 
until the further order of Commission. 

The Louisiana Public Service Commission and its members, 
Huey P. Long, Shelby Taylor and Francis Williams have been 
permitted to intervene in No. 16002, Roy A. Gibson vs. Kansas 
City Southern et al. 

Carson, Pirie, Scott & Co. has been permitted to intervene 
in No. 17489, Certain-teed Products Corporation vs. Aberdeen & 
Rockfish et al. 

The Cotton Manufacturers’ Association has been permitted 
to intervene in No. 18418, Sub. No. 1, Firestone Tire & Rubber 
Co. et al. vs. Akron, Canton & Youngstown et al. 

The order of December 7, 1925, dismissing No. 16794, Stand- 
ard Mineral Co., Inc., et al. vs. Norfolk Southern et al., has been 
vacated and set aside. 


The Central Alloy Steel Corporation has been permitted to 
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intervene in No. 18547, Cleveland Chamber of Commerce vs. 
Santa Fe et al. 

The Milwaukee Iron and Steel Committee and United States 
Cast Iron Pipe & Foundry Co. have been permitted to intervene 
in No. 18548, Jones & Laughlin Steel Corporation vs. Alton & 
Eastern. 

The Middle Creek Coal Company has been permitted to 
intervene in No. 17094, Elk River Coal & Lumber Co. vs. Balti- 
more & Ohio et al. 

The California Redwood Association and Larsson Traffic 
Service have been permitted to intervene in No. 18151, California 
White & Sugar Pine Manufacturers’ Association vs. Santa Fe 
et al. 

The city of New Orleans and Frances Williams have been 
permitted to intervene in finance No. 5809, in the matter of 
application of Texas & New Orleans Railroad for acquisition of 
control by it of Louisiana Western et al. 

The petition of defendants for further hearing in No. 16148 
(and Sub. No. 1), Sinclair Wyoming Oil Company vs. Chicago 
& Northwestern et al. is denied. 

The Commission has denied the petition of complainant in 
No. 16621, the Procter & Gamble Manufacturing Company vs. 
Baltimore & Ohio et al. for reconsideration. 

The complainant’s petition in No. 17033, L. G. Everist & 
Company vs. Chicago & Northwestern et al. for rehearing is 
denied. 

The defendants’ petition for rehearing and reargument in 
No. 16657, W. Ames & Company et al. vs. New Haven et al., 
is denied. 

The Commission has denied the petition of the Central of 
Georgia and other defendants in No. 16692, Sheffield Company 
vs. Birmingham Southern et al. for reconsideration and modifi- 
cation of report and order therein. 

The complainants’ petition for further consideration on the 
present record and defendants’ petition for rehearing and re- 
consideration in No. 17012, H. B. Wilgus et al. vs. Pennsylvania 
et al., are denied. 

The Port Arthur Chamber of Commerce and Shipping has 
been permitted to intervene in No. 18428, Galveston Chamber 
of Commerce et al. vs. Abilene & Southern et al. 


The Southard Feed & Milling Company has been permitted 
to intervene in No. 18488, The J. C. Lysle Milling Company vs. 
Santa Fe et al. 

The Commission has permitted the Keokuk Shippers’ Asso- 
ciation and Chamber of Commerce of Pittsburgh to intervene 
in No. 18548, Jones & Laughlin Steel Corporation vs. Alton and 
Eastern et al. , 

Eavensen and Levering Company and Philadelphia Wool 
No. 18665, Boston Wool Trade Association, for and on behalf 
and Textile Association have been permitted to intervene in 
of Colby & Sawyer et al. vs. Androscoggin and Kennebec et al. 

The San Francisco Chamber of Commerce has been per- 
mitted to intervene in No. 18669, Southwestern Millers’ League 
vs. Santa Fe et al. 


The order of July 3, 1926, entered in No. 13413, in the mat- 
ter of automatic train control devices, has been modified so 
as to provide that the effective date for fulfillment thereof shall 
be January 1, 1927, in lieu of November 1, 1926, as to Chicago 
& Eastern Illinois. 


The Commission denied the petition of defendants in No. 
15938, Oklahoma Portland Cement Company vs. Santa Fe et al., 
to dissociate this case from consideration with No. 15151, Okla- 
homa Portland Cement Company et al., and other cases em- 
braced in a report proposed by the examiner. 


The Otis Steel Company has been permitted to intervene 


in _ 18547, the Cleveland Chamber of Commerce vs. Santa Fe 
et al. 


The Commission has reopened, for further oral argument, 
at such time as it may hereafter direct, No. 14999, Arizona Cor- 
poration Commission vs. Arizona Eastern et al. 

_ The Commission has reopened, for further hearing, at such 
time and place as it may hereafter direct, No. 16323 (and Sub. 
Nos. 1 to 3, inclusive), the Scott County Milling Co. et al. vs. 
Butler County et al. 

The complainant’s petition for rehearing, reconsideration 
and modification of the order entered in No. 14886 (and Sub. 
No. 1), Black Steel & Wire Company vs. Santa Fe et al, has 
been denied. 

_ The complainant’s and intervener’s petition for rehearing in 
No. 16158, Edward Hines Yellow Pine Trustees vs. Akron, Can- 
ton & Youngstown, has been denied. 

The Commission has denied the complainant’s third petition 
for oral argument in No. 16107, Refiners Oil Company vs. Penn- 
Sylvania et al. 

The complainant’s petition for further hearing and/or re- 
argument in No. 16203, Sunny Brook Distillery Company vs. 
Santa Fe et al., has been denied. 

The Commission has denied the petition of complainant in 
No. 16668, Wright Lumber Company, Inc., vs. Ann Arbor et al., 
for reconsideration and rehearing. 

The complainant’s petition for rehearing in No. 16691, J. D. 
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Hollingshead Company vs. Jonesboro, Lake City & Eastern et al., 
has been denied. 

The Commission has denied the motion filed on behalf of 
Luckenbach Steamship Company, Inc., to dismiss the complaint 
in No. 18193, Boston Wool Trade Association vs. Apache Railway 
et al., in so far as it is named as defendant. 

The Kalamazoo Chamber of Commerce has been permitted 
to intervene in No. 18662, Michigan Paper Mills Traffic Associa- 
tion vs. Atlantic & St. Lawrence et al. 


PETITIONS FOR REHEARING, ETC. 


The Director-General, in No. 10672, Security Mills & Feed 
Company vs. Director-General, as agent, Southern et al., has 
asked the Commission to dismiss reparation claims on shipments 
which moved after date of hearing herein (September 23, 1919) 
on grounds they are not only barred, but they must be deemed 
to have been abandoned, and the further hearing, which is now 
set for November 1, 1926, in the U. S. Court Rooms at Knoxville, 
Tenn., before Examiner Brennan, should be canceled. 

The Atlantic Coast Line and others, respondents in I. and 
S. No. 2521, Potatoes from Southeastern and Carolina territories 
to Northern and Western points, have asked the Commission 
to postpone the effective date of its order dated September 29, 
1926, for a period of 30 days, or such other time as may be 
deemed by it to be proper. . 

The complainants in No. 12578, Iola Cement Mills Traffic 
Association et al. vs. Director-General of Railroads, as agent, 
Santa Fe et al., have asked the Commission to grant reargument 
therein. 

The complainant in No. 17157, El Paso Compress and Fumi- 
gation Co. vs. Missouri Pacific et al., has asked the Commission 
to grant a rehearing therein. 

The Louisville & Nashville Railroad, a defendant in No. 
15219, Montgomery Cotton Exchange vs. Seaboard Air Line et al., 
has asked the Commission to reopen it for the purpose of 
rehearing. 

The complainant in No. 13284, French Battery & Carbon 
Company vs. Chicago & North Western et al., has asked the 
Commission to grant a rehearing. 

The defendants in No. 16703 (and Sub. Nos. 1, 2 and 3), Hul- 
sey-Bessent Company vs. Pennsylvania et al., have asked the 
Commission to argue these cases in conjunction with No. 17262, 
J. Nooney & Company, Inc., vs. Pennsylvania et al. 

The Chicago & North Western, one of the defendants in 
No. 14087, Indiana State Chamber of Commerce vs. Santa Fe et 
al., has asked the Commission to modify the orders entered 
herein, so that it may be relieved from maintaining joint rates 
in connection with other carriers from points of origin to desti- 
nations involved. 

The Corporation Commission of Oklahoma has asked the 
Commission to reopen No. 15584, Midcontinent Oil Rates, 1925. 


D. & H. CONTROL OF B. R. & P. 


The Traffic World Washington Bureau 


The New York Central, intervener in Finance Docket No. 
5656, application of the Delaware & Hudson for authority to 
acquire control of the Buffalo, Rochester & Pittsburgh Railway 
Company by lease, in its brief filed with the Commission, em- 
phasizes that the railroad of the D. & H. does not physically 
connect with the Buffalo, Rochester & Pittsburgh and that there 
is no direct interchange of traffic between the D. & H. and the 
B. R. & P. The N. Y. C. said that, for traffic from the D. & H. 
to reach the B. R. & P., or vice versa, it must pass over the D. 
L. & W., between Binghamton and D, L. & W-B., R. & P. 
Junction, a distance of 158 miles, the Lehigh Valley between 
Owego and P. & L. Junction, a distance of 142 miles, the Erie 
between Binghamton and Salmanca, a distance of 198 miles, or 
over the N. Y. C. between South Schenectady and Maplewood, a 
distance of 215 miles. These are the shortest routes, according 
to the brief. 

After referring to interchange of traffic between the N. Y. 
C. and the B. R. & P., the N. Y. C. said it clearly appeared that, 
from a traffic standpoint, the interest of the N. Y. C. in the 
B. R. & P. far exceeded that of any other carrier. As to the 
legal aspects of the leasing of one carrier by another carrier in 
instances where no physical connection existed between them, 
the N. Y. C. said: 


Paragraph 2 of section 5 of the interstate commerce act, under 
which this application is brought, obviously does not expressly re- 
quire that one railroad shall physically connect with another in 
order that the relationship of lessor and lessee may be established 
between them. It may reasonably be conjectured that this may be an 
oversight and that it did not occur to the framers of the legis- 
lation that any such transaction as here contemplated would be at- 
tempted. The consideration which led the Congress to provide for 
the unification of the railroads by lease or consolidation can hardly 
be said to be present under conditions where the railroads involved 
are separated to the extent sme | are in this proceeding. Of course, 
if such a substantial geographical separation as is presented here is to 
be considered, it would be difficult to say where the line should be 
drawn. For example, the Northern Pacific and the Norfolk & Western, 
considering their magnitude, could hardly be said in a relative sense 
to be more remote each from the other geographically, than the 
Delaware & Hudson and the Buffalo, Rochester & Pittsburgh, and 
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it would seem that the Northern Pacific might lease the Norfolk & the terminal company, which is situated in Pittsburgh, Pa., has been 


Western without doing any greater violence to geographical condi- 
tions than is here proposed. The argument for the suggested lease 
might even be fortified by much the same conditions as to the com- 
plementary character of the traffic of the two roads as is urged here. 


After referring to expression of views of the Commission in 
the Tionesta Valley lease case, 94 I. C. C. 39, 41, 105 I. C. C. 570, 
573, in which it was stated that the union of two carriers oyer 


100 miles apart, as a general rule, was undesirable, the N. Y. C. 
brief concluded as follows: 


If the Congress has failed specifically to provide a rule which 
ought to be applied, it is obviously within the administrative discre- 
tion of the Commission to supply it and it may fairly be suggested as 
a rule of administration in these matters, that the Commission might 
properly require that a railroad desiring to lease another railroad 
should connect with it either directly or through the medium of a 
belt or switching line. 


The Delaware & Hudson, in its brief, argued that it would 
seem clear from the general tenor and purpose of the transpor- 
tation act, that the formation of bonds between separate rail- 
roads was in itself desirable; that it was in accord with public 
policy that carriers should combine their interests so far as pos- 
sible, unless the combination threatened some special injury to 
the public. The D. & H. said that, in addition to the fact that 
the lease before the Commission was “innocent of taint of 
threatened harm to any existing interest, the testimony shows 
that it will actively and substantially promote the public good.” 

The D. & H. insisted that “physical connection is not a test 
one way or the other.” It contended that Congress did not limit 
the authority of the Commission to the approval of leases of con- 
necting lines, and that each application, in cases of non connect- 


ing lines, as in others, must stand on its own circumstances and 
on its own merits. , 


“If it threatens bad results, it must be disapproved whether 
the lines connect or do not connect; if it promises good and 
desirable results, in the public interest, it must be approved; 
connection or lack of it is an indifferent fact,” the D. & H. said. 

“In every real sense, however, the Delaware & Hudson is 
nearer the Buffalo, Rochester & Pittsburgh than any of the 
large systems with which the latter physically connects; be- 
cause the chief interests of those connections lie at far distant 
points, while the points on the Delaware & Hudson economically 
interrelated with those on the Buffalo, Rochester & Pittsburgh 
are at comparatively short distances from one another, and the 
economic connection between the Delaware & Hudson and the 
Buffalo, Rochester & Pitsburgh is real and close.” 


FINANCE APPLICATIONS 


The Lenox Railroad Company has applied to the Commission 
for authority to abandon its line of railroad in Morgan county, Ken- 
tucky, extending from Redwine to Rush Branch, a distance of ap- 
proximately 7 miles. Exhaustion of timber resources is the reason 
given for the desire to abandon the line. 

The Marshall, Elysian Fields & Southeastern Railway Company 
has applied for authority to abandon its line of railroad from Mar- 
shall to Elysian Fields in HarrisOn county, Texas, a distance of 18 
miles. The company said it was unable to pay its indebtedness and 
that continued operation would ultimately result in the loss of the 
entire investment. 

The Sewell Valley Railroad Company has applied for authority 
to construct and operate a branch line of railroad from a point at 
or near Rupert to a point beyond Duo, in Greenbrier county, West 
Virginia, a distance of approximately 12 miles. 

The Bell Telephone Company of Pennsylvania and the Blairs- 
ville Telephone Company have applied to the Commission for ap- 
proval of sale by the Blairsville company of its property in Indiana 
and Westmoreland counties, Pennsylvania, to the Bell company. 

M. E. Gaskill, sole owner of the Oklahoma & Arkansas Railway 

Company,has applied for authority to abandon the company’s line 
which extends from a point near Salina, Okla., to a point in Delaware 
county 20 miles distant. The applicant said he bought the property 
at a receiver’s sale. He said the line had neither present nor pros- 
pective traffic to pay operating expenses and that its removal would 
not occasion any hardship to the public but would relieve the appli- 
cant of losses. 
; The Georgia & Florida Railroad has applied for authority to 
issue securities in connection with proposed reorganization of the 
Georgia & Florida Railway. The railroad company heretofore applied 
for authority to acquire the property of the railway company. The 
present application is for authority to issue $9,000,000 of preferred 
six per cent stock; 100,000 shares of common stock of no nominal 
or par value; $5,000,000 of first mortgage six per cent gold bonds; 
$1,500,000 of six per cent non-mortgage income bonds: and also for 
authority to assume liabilitv for and guarantee $750,000 of five per 
cent equipment trust certificates and a loan of $792,000 from the 
United States government to be secured by collateral deposits of 
$800,000 of the six per cent first mortgage gold bonds. 

The Southern Railway has applied for authority to issue and 
sell 100,000 additional shares of common capital stock of the par 
value of $100 each, for the purpose of providing applicant with ad- 
ditional capital for its corporate purposes. The company said it was 
authorized under its charter to issue capital stock up to $350,000,000, 
par value; that $180,000,000 of capital stock is now outstanding, leav- 
ing unissued $170,000,000 of authorized canital stock. It said it now 
required additional capital for making additions and betterments to 
its plant and for other corporate purposes and it proposed to provide 
part of the funds needed for these purposes through the issue and 
sale at par of 100,000 shares of common capital stock, instead of issu- 
ing additional bonds to provide the* necessary capital. It proposes to 
offer the stock to its present stockholders. 

The Allegheny & Western Railway Company and the Buffalo, 
Rochester & Pittsburgh Railway Comnany have applied to the Com- 
mission for approval and authorization of the acquisition of control 
by the Allegheny & Western Railway Company, under a lease, of 
the railroad and property of the Allegheny Terminal Company, and 
the assignment by the Allegheny & Western of such lease to the 
Buffalo, Rochester & Pittsburgh Railway Company. The property of 


since January 1, 1900, in the possession of and operated by the Alle- 
gheny & Western Railway Company through its lessee, the Buffalo, 
Rochester & Pittsburgh Railway Company. 

The Jacksonville, Gainesville & Gulf Railway has applied for au- 
thority to acquire the property of the Tampa & Jacksonville Railway 
Company from a reorganization committee of security holders. The 
line extends from Sampson City to Emathala, Fla., a distance of 56 
miles. In another application the applicant asked authority to issue 
6,050 shares of capital stock, par value $100 a share, and $450,000 of 
6 per cent first mortgage 25-year gold bonds, in connection with 
acquisition of the property. The Seaboard Air Line, the applicant 
said, will ask authority to acquire control of the applicant by pur- 
chase of its capital stock and to guarantee applicant’s bonds. The 
applications are for the purpose of obtaining authority from the Com- 
mission for the necessary steps in a plan of reorganizing and as- 
suring the continued operation of the property of the Tampa & Jack- 
sonville, recently sold under foreclosure proceedings. The line con- 
nects with the Seaboard at Gainesville, Fla. 


TEXAS CEMENT ARGUMENTS 


The Traffic World Washington Bureau 


Arguments were made October 15 on No. 15151, Oklahoma 
Portland Cement Co. et al. vs. Denver & Rio Grande Western 
et al.; No. 15427, Iola Cement Mills Traffic Association vs. A. & 
S. et al.; No. 15923, Oklahoma Portland Cement Co. vs. A. & S. 
et al.; No. 15938, Same vs. A. T. & S. F. et al. and No. 16836, 
Same vs: C. R. I. & P. et al. They were based on a report pro- 
posed by Examiners Money and Jewell in which they said the 
Commission should find rates on cement from Ada, Okla., Port- 
land and Cement, Colo., and from points in the Kansas gas belt 
to destinations in Texas unreasonable and unduly preferential 
of Bonner Springs, Kan., Cement City (Sugar Creek) Mo., Har- 
rys, Eagle Ford, Cementville, Manchester and El Paso, Tex., 
and unduly prejudicial against Ada, Portland, Concrete and 
points in the Kansas gas belt. 

Compliance with the recommended finding would enable the 
carriers to abolish the Texas intrastate adjustment on cement. 
That adjustment, according to B. L. Glover, speaking for the 
complainants, was based in part upon a distance scale (1901 
model) but was framed, he said, to fit the Texas situation, with 
a view, as he argued, to keep the gas belt mills out of Texas. 

The examiners recommended the application of destination 
point scales; that is to say, if a point was in scale III territory 
it should take scale III rates on cement coming to it. Mr. 
Glover did not like that part of the proposed report. Instead he 
recommended an averaging of the scales to make rates. 

Those to whom time was assigned, other than Mr. Glover, 
were BE. W. Martindell for the first mentioned case; R. C. Ful- 
bright, for Texas cement mills; Robert Thompson and J. L. 
Stewart for the defendants. The roads that would be most- 
seriously affected, in theory at least, would be the Texas & 
Pacific and the Southern Pacific, lines serving Texas mills. They 
proposed the addition of 2.5 or 3 cents to the rates proposed by 
the examiners. In behalf of the proposed report, Mr. Glover 
contended it would not adversely affect the revenues of the 
carriers. The Texas lines were of a different opinion, hence 
their suggestion of additions to the rates proposed by the ex- 
aminers. It was contended that the cement mills in the gas belt 
were not shipping into Texas in any considerable volume on 
account of the adjustment maintained within Texas, the effect 
of which the complainants contended, was to keep cement from 
Kansas, Oklahoma and Colorado out of Texas. 

Chairman Gilmore of the Texas commission, who listened 
to the arguments while sitting at the counsel table, in a col- 
loquy with Mr. Glover caused the latter to admit that the effect 
of the proposed report would be to reduce intrastate rates in 
Texas but Mr. Glover said the adjustment in Texas was such as 
to keep the complainants out of Texas and that the Texas rates 
were based, in part, upon a distance scale “model of 1901.” 

Texas mills and Texas lines, in a broad way of speaking, 
made common cause against the proposed rates. The complain- 
ing gas belt mills complained against the relationship of rates 
from their mills and those from the Kansas City group (Sugar 
Creek), because the gas belt mills, about 135 miles nearer 
Texas than the Kansas City group of mills, were required to 
pay the same rates to a large part of the destination territory 
involved. Mr. Thompson asserted that the whole Kansas gas 
belt case was an instance of setting up a straw man and then 
knocking him down. The straw man, according to his defini- 


tion, was a low rate from El Paso to east Texas, on which he 
asserted no cement moved. 


PENNSYLVANIA WAGE INCREASE 


Announcement is made by the Pennsylvania Railroad that 
all shop mechanics, helpers, and apprentices in its employ re- 
ceive an increase of three cents an hour in their rates of pay, 
effective October 16, 1926. Approximately 43,000 men will be 
affected. These increases are the result of a series of confer- 
ences in Pittsburgh between the railroad and duly elected rep- 
resentatives of the shop craft employes. The wage negotiations 
with the shop crafts were conducted under the Pennsylvania’s 
plan of employe representation in the regularly prescribed man- 
ner. The committee representing the system’s shop craft em- 
ployes was elected under the plan by the employes themselves 
from among their own number. 
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_ Loss and Damage Decisions | 


. 





Cases Recently Decided by State and Federal Courts 


(Digests taken from R ests of National Reporter | 


| ystem, published by West Publishing Co., St. Paul, Minn. | 
Copyright by West Publishing Co.) 


Operetta cement 


DELAY IN TRANSPORTATION OR DELIVERY 


(Court of Civil Appeals of Texas, Fort Worth.) If. carrier 
was not informed of any reason why shipment should reach 
destination within specified time, nor requested to use shortest 
route, shipment over longer and cheaper route did not consti- 
tute conversion.—Coulter vs. Gulf C. & S. F. Ry. Co., 286 S. W. 
Rep. 559. 

Jury’s finding of fact on conflicting evidence is conclusive on 
appeal.—Ibid. 

Jury’s finding and trial court’s judgment on issue of special 
damages depending on notice to carrier cannot be disturbed on 
appeal.—Ibid. 

Shipper’s damages from carrier’s delay in delivering goods 
and damages thereto is difference in value of goods at destina- 
tion, at time they reached destination, or at time of tender to 
shipper, if shipped with reasonable care and dispatch, and 
reasonable market value thereof in condition they were in at 
time of such delivery or tender.—Ibid. 

Shipper’s failure to seek to have issue as to his damages, 
because of delay and damage to goods in transit, submitted to 
jury, makes it impossible for appellate court to determine loss 
sustained by him.—Ibid. 


CARRIAGE OF LIVE STOCK 


(Supreme Court of South Dakota.) Special agreement 
between carrier and shipper to transport and deliver cattle on 
certain date is void, unless open to all shippers alike—wWiller 
vs. Chicago, M. & St. P. Ry. Co., 210 N. W. Rep. 81. 

Where sufficiency of complaint is raised for first time on 
appeal, every reasonable intendment and presumption will be 
given in favor of plaintiff.—lIbid. 

In action for carrier’s delay in shipment of cattle, circum- 
stance of loading portion, and then taking engine on train 
going west, and neglect and refusal of eastbound train to com- 
plete loading and take cars, were sufficient to support inference 
of negligence.—Ibid. 

In action by shipper to recover damages for negligent delay 
in shipment of cattle, the measure of damage under Rev. Code 
1919, Sec. 1981, is difference between market value of cattle at 
time and place they ought to have been delivered and their 
value there at time of actual delivery.—Ibid. 

Where measure of damage for carrier’s delay in shipment of 
cattle was based on market values, and no evidence was offered 
to show market condition, held, court was right in directing 
verdict for defendant.—Ibid. 

(Court of Civil Appeals of Texas, Fort Worth.) Court can 
act on motion for new trial after expiration of 45 days from 
filing of original motion, since Vernon’s Ann, Civ. St. 1925, art. 
2092-28, is directory —Kansas City, M. & O. Ry. Co. et al. vs. 
Cauble et al., 286 S. W. Rep. 478. 

Cattle shippers held to establish prima facie case, in action 
against railroads for damage in transit to shipments, which was 
accompanied by caretaker, so as to anthorize new trial after 
instructed verdict for defendants, by showing unusual delays 
of carriers.—Ibid. 

: Caretaker of cattle shipment in transit held not charged 
With notice of reasons for delays of railroads, and not required 
to show that such delays were negligent.—Ibid. 

Where carrier takes cattle without limitation of common- 
law liability, and shipper is not required or permitted to ac- 
company them, delivery in injured condition puts burden on 
carrier to show absence of liability.—Ibid. 

__ Carrier is not liable for injured cattle shipment, if it pro- 
Vides suitable means of transportation and exercises degree of 
care which nature of property requires.—Ibid. 

Where’ carrier does not show that suitable means of trans- 
portation was provided for injured cattle shipment, and that 
degree of care which nature of property requires was exercised, 
defense that injury was due to inherent vice of animals, or 
= contributory negligence, must be proven affirmatively. 

Shipper’s allegation that defendant railroads, their agents, 
and representatives undertook to transport cattle from certain 
point to another named point, and there to deliver them to 
commission company, held sufficient to allege through ship- 
ment.—Ibid. 

Where stock in intrastate shipment was shipped over 
connecting lines under contract of through shipment, both car- 
riers are liable for damage occasioned by negligence of both or 
either, in view of Vernon’s Ann. Civ. St. 1925, art. 905.—Ibid. 

Unexplained and unusual delays of carriers in transporting 
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cattle raises presumption of negligence sufficient to take such 
question to jury.—Ibid. 


TELEGRAPHS AND TELEPHONES 


(Court of Appeals of Ohio, Lucas County.) Telegram, filed 
for transmission from Cincinnati to Toledo at between 5:09 and 
5:27 o’clock p. m. one day, and not delivered until 7:30 o’clock 
the following morning, though by its terms it required im- 
mediate answer, held not as matter of law seasonably delivered. 
—Annarino vs. Postal Telegraph Cable Co., 153 N. E. Rep. 228. 

In action by addresses for damages for delay in delivery of 
telegram, evidence that other messages to plaintiff had been 
delivered after business hours held competent as showing 
defendant knew where delivery could be made.—lIbid. 

Under Gen. Code, Sec. 8447(3), measure of addressee’s 
damages for delay in delivery of telegram containing offer to 
sell merchandise is difference between price offered and market 
price at time of delivery.—lIbid. 

Addressee, damaged by delayed delivery of telegram con- 
taining offer to sell merchandise, may recover damages ir- 
respective of whether he has purchased other merchandise.— 
Ibid. 


| Shipping Decisions 
| Cases Recently Decided by State and Federal Courts | 
i 


(Digests taken from Reporters and Digests of National Reporter 
System, — by West Publishing Co., St. Paul, Minn. 


opyright by West Publishing Co.) i 


(District Court, D. Massachusetts.) Libel for loss of cargo 
held to allege facts with sufficient fullness and particularity.— 
Marshall Hall Grain Co. vs. United States Shipping Board Emer- 
gency Fleet Corporation, Frisco Elevators Co. vs. Same, 14 Fed. 
Rep. (2nd) 141. 

Suit by shipper for loss of cargo is not subject to exception, 
because libel does not set out bill of lading.—lIbid. 

Liability incurred by the Emergency Fleet Corporation un- 
der contract of carriage may be enforced, by suit in personam, 
and right to sue not affected by Act June 5, 1920, Sec. 4, trans- 
ferring its property to the Shipping Board (Comp. St. Ann. Supp. 
1923, Sec. 81461%4aa).—Ibid. 

Suits in Admiralty Act (Comp. St. Ann. Supp. 1923, Secs. 
125114-1251144L) is not exclusive and the limitations in section 5 
do not apply to a suit in personam against the Emergency Fleet 
Corporation, not brought under section 2 of the act.—Ibid. 

(District Court, S. D. Florida.) Libel for demurrage for 
charterer’s delay in unloading, under charter party providing lay 
days should commence from time captain reports vessel ready to 
discharge cargo at or off port, having fulfilled custom house 
formalities, must show master reported arrival and made formal 
entry at custom house, showing permit to unload at other than 
official hours not being enough, in view of Tariff Act 1922, Secs. 
433, 448, 450 (Comp. St. Ann. Supp. 1923, Secs. 5841e2, 5841e17, 
5841e19).—Isbrandsten-Moller Co., Inc., vs. 452,418 Feet, B. M., 
of Lumber, 14 Fed. Rep. (2nd) 207. 











Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 1 
System, published by West Pulishing Co., St. Paul, Minn. | 


Copyright by West Publishing Co.) 

(Supreme Court, Saratoga County.) Under Public Service 
Commission’s Law, Secs. 23, 53, as they existed in 1913, certifi- 
cate of convenience and necessity granted to corporation organ- 
ized under Transportation Corporations Law, Sec. 20, to operate 
motor busses, without notice to electric urban and interurban 
railroad whose tracks paralleled bus route, and whose business 
would be seriously affected by operation of busses, in view of 
Sections 22, 24, Section 25, as added by Laws 1913, c. 495, Sec. 
1, and amended by Laws 1915, c. 667, Sec. 1, and Section 26, as 
added by Laws 1915, c. 667, Sec. 2, and amended by Laws 1919, 
c. 307, was void and subject to collateral attack in any court.— 
Hudson Valley Ry. Co. vs. United Transp. Co., Inc., 217 N. Y. 
Sup. 614. 

Though Public Service Commission has exclusive original 
jurisdiction in all matters relating to common carriers, its juris- 
diction is special and limited, depending on statutory grant, and 
its power is not to be extended by construction or unnecessary 
implication, and it must act strictly within limits of its jurisdic- 


tion, and in absence of jurisdiction, its determination is void.— 
Ibid. 
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REGULATION OF COMMON CARRIERS 
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Exercise of jurisdiction by Public Service Commission does 
not raise presumption of existence of jurisdictional facts, and 
one relying on its order or decree, or claiming any right or 
benefit under its proceedings, must affirmatively show jurisdic- 
tion.—Ibid. 

If jurisdiction of Public Service Commission appears on face 
of proceeding, maxim that all things are presumed to have been 
rightfully done applies.—-Ibid. ? 

Supreme Court should not hesitate to annul determination 
of Public Service Commission outside its jurisdiction.—Ibid. 

(District Court, D. Minnesota, Third Division.) Railroad, 
which delivered sugar shipment to warehouse company, to whom 
consignor had indorsed and delivered shipper’s order bill of 
lading, reciting that charges had been prepaid, can collect unpaid 
charges from warehouse company, since by accepting such ship- 
ment it became liable for carrier’s lawful charges, in view of 
Interstate Commerce Act (Comp. St., Sec. 8563 et seq.).—Chi- 
cago, nock Island & Pacific Railway Company vs. Central Ware- 
house Company, 14 Fed. (2d) 128. 

(District Court, S. D. Texas, at Houston.) Action for freight 
on carload shipments, not instituted for approximately three 
years, held barred by limitations—Houston & T. C. R. Co. vs. 
Lee County Produce Co. et al., 14 Fed. Rep. (2d) 145. 

Carrier, accepting shipment of eggs on which freight was to 
be paid by purchaser presenting assigned bill of lading, held 
not entitled, after permitting diversion of shipment by pur- 
chaser, and failure to collect freight of ultimate consignee, to 
recover freight of original shipper.—Ibid. 


STEVEDORE A SEAMAN 


The Supreme Court of the United States, in No. 236, Inter- 
national Stevedoring Co. vs. R. Haverty, October 18, denied a 
writ of certiorari to review the judgment of the supreme court 
of Washington, in a personal injury case brought by Haverty, 
a stevedore. The Washington courts gave Haverty damages 
on the theory that a stevedore, working on a ship in the han- 
dling of cargo, was entitled to the benefits of the federal sea- 
man’s act. 

Associate Justice Holmes, author of the opinion, said it was 
absurb to contend that Congress, when it enacted the seaman’s 
act, intended to discriminate between men doing the same sort 
of work which was the fact when the stevedore was employed on 
the vessel while loading cargo at the wharves. 


SUPREME COURT ACTION 


The Supreme Court of the United States, on October 18, 
granted a writ of certiorari to the circuit court of appeals for 
the eighth circuit, to bring up No. 507, Arnold J. Hellmich, col- 
lector of internal revenue, vs. Missouri Pacific. The suit was 
for the recovery of taxes paid by the railroad company, on tel- 
egraph messages, between March, 1920, and January, 1923. The 
collector won the suit, involving $14,792, in the district court 
but the circuit court reversed the lower court, holding that taxes 
on messages were not due except and unless the tolls on them 
were in excess of $75,000, the amount stipulated in the contract 
between the railroad company and the Western Union for ex- 
change of services. 

The court on that day denied applications for a writ of 
certiorari in No. 505, Atlantic Coast Line vs. Standard Oil Co. of 
New Jersey, and No. 506, Seaboard Air Line vs. Same, the cases 
in which the railroads contended that because the oil and gas- 
oline distributed from the company’s bulk station at Wilming- 
ton, N. C., had come from without North Carolina interstate 
rates applied on shipments from Wilmington to other points 
in North Carolina. The lower courts held they did not and the 
highest court refused, by the denial of the writ, to review their 
decisions. 

The court also refused a writ in No. 441, Irvin M. D. Garfield 
as receiver of B. B. and R. Knight, Inc., vs. Mallory line, 
addressed to the circuit court of appeals for the second circuit. 
The question in that case was as to the liability of the Mallory 
Line, as the agent of the Emergency Fleet Corporation, for 
damage alleged to have been caused by delay in the shipment 
of cotton from Stamford, Tex., to Natick, R. I., via the “Mallory 
Line,” the bill of lading not specifying whether the Mallory 
Line operating as agent for the Shipping Board’s fleet corpora- 
tion to Boston or the Mallory Line, operating for itself to New 
York, was intended. The cotton, on account of labor troubles 
at Galveston, in 1920, was delayed. It was diverted by the 
railroads to the Mallory Line at Port Arthur. The latter dis- 
claimed responsibility, inasmuch as it was not a carrier but 
merely an agent for a carrier. 

Denial of application for a writ of certiorari was also made 
in No. 464, United States ex rel. Cripple Creek & Colorado 
Springs Railroad Co. vs. Interstate Commerce Commission. That 
is the case in which the relator applied to the Commission for 
a section 204 certificate on account of the operaation of its line 
by itself in the period of federal control. The Commission 
denied the certificate on the ground that it could not make a 
comparison of the net operating income in the federal control 
period and in the test period “without resort to arbitrary and 
unsupported assumptions” because, among other things, the pcti- 
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tioning road did not, throughout the period use the same lines. 
On account of the destruction of part of its own line it used the 
line of an affiliated company for part of the time. The applica- 
tion was to bring the case up from the court of appeals of the 
District of Columbia. 

In No. 493, Standard Electric Stove Co. vs. Toledo, St. Louis 
& Western, the court denied application for a writ to review the 
judgment of the circuit court of appeals for the sixth circuit. 
There was a question of diligence in the prosecution of the case. 
The issue was as to whether the Santa Fe, a connecting carrier, 
on a shipment of electric stoves from Toledo to Los Angeles 
was so negligent in the handling of the car that it was caught 
in the flood at Pueblo, Colo., in June, 1921, as to make the 
carriers liable for damages to the stoves. The defendants 
claimed the flood was an act of God and in addition pointed to 
the fact that they had spent more than $300 in reconditioning 
the stoves so as to make them salable. 

The court also refused a writ in No. 496, St. Louis-San 
Francisco vs. Eunice Pearson, as administratrix of J. L. Pearson, 
a fireman who lost his life. The Supreme Court refused to 
review the judgment of the -Arkansas court, including the 
supreme court of that state. 


DRAYAGE ABSORPTION CASE 


The Southwest Missouri drayage absorption case, 113 I. C. C. 
179, has got into the courts. F. C. Wallower and Harrison C. 
Rogers, receivers for that carrier and the carrier itself have 
asked the United States court for the western district of Mis- 
souri, at Kansas City, for an injunction forbidding the enforce- 
ment of the Commission’s order directing the cancellation of 
the schedules under which the carrier held out to absorb the 
charges of draymen employed by the shippers of zinc and lead 
ores from the Dicker district in Missouri to bring ore to its 
rails. The order was to have become operative on October 22, 
but on account of the application for an injunction the Com- 
mission has held up its order so as to give the court an 
opportunity to consider the matter. . 

Arguments were made in the case before a special court 
composed of Circuit Judge Van Valkenburgh, and District 
Judges Reeves and Otis, at Kansas City on October 16. Allen 
McReynolds appeared for the receivers and the carrier, E. M. 
Reidy for the Commission, and Assistant United States Attorney 
Vandeventer for the United States because Blackburn Esterline, 
who usually handles such cases for the government was unable 
to be present. 

Broadly speaking the Southwest Missouri contended that 
it had a right to offer a substitute service for the pick-up of 
freight in the form of drays so as to enable it to compete with 
the railroads that had spur tracks to points near the mines. 
In support of that and similar propositions, it cited cases almost 
from the beginning of the first volume of the Commission’s 
reports to the present day. 

The Commission, in its report condemning the absorptions, 
took the position that the tariffs were in violation of sections 2 
and 6. The second section says that one who pays a rebate or 
a drawback shall be deemed guilty of unjust discrimination, 
which the section says is hereby prohibited and declared to 
be unlawful. The Commission held the draymen were the em- 
ployes of the shippers and that what was paid to them was 
a rebate “varying in amount to inverse ratio with the acces- 
sibility of such mines to that carrier’s rails,” because shippers 
from other mines would have to pay the full amount of the rates, 
without deduction for drayage. 

The Commission relied, for its argument, to a large extent, 
upon Wight vs. United States, 167 U. S. 512, the celebrated 
Pittsburgh beer case in which the Baltimore & Ohio paid one 
receiver of beer 3.5 cents for taking beer away from its freight 
station so as to enable it to compete in hauling beer from Cin- 
cinnati to Pittsburgh, with the Panhandle. The consignee who 
received the allowance for hauling beer to his place of business 
had sidetrack connection with the Panhandle but none with the 
Baltimore & Ohio. A second consignee, also at Pittsburgh, 
having no sidetrack connection with any railroad received no 
allowance from any railroad. The Supreme Court held the 
justification without merit and the allowance, as a matter of 
law, a violation of section 2. Mr. Reidy contended that the 
justification offered by the Southwest Missouri was the same 
as that offered in the Wight case. He cited many cases in 
which he held the courts followed the principle laid down in 
the Wight case. 


FURNITURE COMPANY ACCUSED 

The Commission’s Bureau of Inquiry has procured the indict- 
ment of the L. Fish Furniture Company, of Chicago, in the 
federal district of northern Illinois, in ten counts, accusing 
it of violating the tenth section of the interstate commerce law 
by means of false claims for damages to shipments of its com- 
modities. The allegation is that the company presented many 
claims to the railroads, averaging about $10 each based on the 
allegation that there had been concealed damage. The railroad 
companies to which the claims were presented said that inves- 
tigation of each claim required much work. 
The government asserts that some claims were supported 














» NO. 17 


ne lines. 
used the 
applica- 
s of the 


st. Louis 
view the 
- circuit. 
she case, 
Carrier, 
Angeles 
$s Caught 
ake the 
fendants 
inted to 
litioning 


ouis-San 
Pearson, 
fused to 
ling the 


e.C. 
Tison C. 
elf have 
of Mis- 
enforce- 
ation of 
sorb the 
and lead 
‘e to its 
Ober 22, 
he Com- 
court an 


al court 
District 
3. Allen 
r, BE. M. 
Attorney 
isterline, 
Ss unable 


led that 
ck-up of 
ete with 
> mines. 
s almost 
nission’s 


orptions, 
ctions 2 
ebate or 
nination, 
lared to 
the em- 
iem was 
e acces- 
shippers 
he rates, 


> extent, 
lebrated 
paid one 
s freight 
rom Cin- 
nee who 
business 
with the 
‘tsburgh, 
sived no 
held the 
iatter of 
that the 
he same 
cases in 
down in 


ie indict- 
, in the 
accusing 
erce law 
its com- 
2d many 
1 on the 
railroad 
at inves- 


upported 


« & 





October 23, 1926 






by concealed damage reports purporting to have been signed by 
consignees. It also claims the consignees said the damages to 
the shipments were small and that the company had not made 
allowances to them on their account, although presenting claims 
to the railroads, in some instances for amounts greater than 
claimed by the consignees. The government also alleges there 
were duplicated claims, that is more than one claim on a given 
shipment. In some instances the government claims there was 
no damage. 


VIRGINIAN’S WESTBOUND RATES 


Litigation on account of the Commission’s orders in No. 
13832, Winding Gulf Co. et al. vs. Virginian, and No. 14454, 
Wyoming Coal Co et. al. vs. Virginian, has reached the Supreme 
Court of the United States, on cross appeal by the Virginian 
and the Interstate Commerce Commission. Those were the cases 
in which the Commission ordered the Virginian to make rates 
on coal westbound on the outer crescent district basis, from 
mines on its rails, the same as rates from other mines in that 
district. 

The Virginian appealed to a court in the southern district of 
West Virginia composed of Circuit Judge Waddill and District 
Judges McClintic and Meekins for an injunction forbidding the 
enforcement of the Commission’s order, because, among other 
things, they required, as the Virginian said, the establishment 
of through routes and joint rates, without a finding that such 
through roytes and joint rates were necessary in the public 
interest or without a finding that the rates prescribed would 
be just and reasonable. The court refused the injunction but 
restrained the enforcement of the order pending appeal to the 
Supreme Court of the United States. 

That was an unusual outcome of litigation involving orders 
of the Commission. The latter appealed from that part of the 
court’s order restraining the enforcement of the Commission’s 
order pending disposition of an appeal to the highest tribunal. 
The Virginian appealed from that part of the decision refusing 
an injunction, the three judge court not having found anything 
wrong with the orders. 

The unusual outcome of the litigation started by the Vir- 
ginian, namely, the denial of the application for an injunction 
and the issuance of a restraining order that had the same 
effect, at least pending appeal, caused P. J. Farrell, the Commis- 
sion’s chief counsel, to comment upon it at considerable length. 
In part he said: 


The subject matter we are now discussing has not been called 
to the attention of this court in the past for the reason that 
District courts have generally shown an indisposition to look with 
favor upon applications for restraining orders like the one here 
involved and have appeared to regard as a manifestation of 
inconsistency, after final hearing, the granting of a restraining 
order, which for all practical purposes has the same effect as an 
injunction, at the same time that, on the merits of the case, an 
injunction is denied. 

In the interest of uniformity, to promote proper and effective 
regulation of common carriers, and for the purpose of preventing 
the creation of harmful and injurious discriminations against 
members of the shipping and traveling public, we ask the court 
to place a construction upon the act of October 22, 1913, which 
we believe to be in harmony with the intention manifested by 
Congress in passing the act, and to rule that the act deprives 
the three-judge District court created thereby of authority to 
issue a restraining order which, after final hearing in the District 
court, will affect an order of the Commission not found by that 
court, on final hearing, to be invalid either in whole or in part. 

For the reasons above set forth we insist that the appeal of 
the Virginian in case No. 281 should be dismissed, and that the 
cross appeal of the United States and the Interstate Commerce 
Commission in case No. 282 should be sustained. 


ROCK ISLAND INDICTED 


_ The Commission’s Bureau of Inquiry has procured the in- 
dictment of the Chicago, Rock Island & Gulf, at Little Rock, 
Ark., on five counts alleging disregard of the fourth section in 
rates on grain and grain products from points in Oklahoma *o 
destinations in Arkansas. The material allegation is that the 
rates, published in Leland’s Oklahoma-Arkansas grain tariff, ex- 
ceed those to Memphis, a more distant point. Specific ship- 
ments mentioned are some from Ingersoll and Alva, Okla., to 
Little Rock in July and August, 1924. The rates were published 
in compliance with the Commission’s decision in the Oklahoma 
Corporation Commission case, 80 I. C. C. 607. They did not, it 
Was alleged, observe the Memphis rate as the maximum. 


PIPE LINE STATISTICS 


Selected financial and operating data for the calendar year 
1925, compiled by the Bureau of Statistics of the Commission, 
from reports of 37 pipe line companies, show the following: 


Total miles of line operated, 70,008; investment in pipe lines, 
$511,087,922; other investments, $93,896,176; cash, $13,448,749; 
material and supplies, $13,004,677; total current assets, $88,274,640; 
capital Stock, $321,485,100; unmatured funded debt, $24,483,000; 
sotal current liabilities, $13,126,522; accrued depreciation, $193,852,- 
944; total corporate surplus, $102,190,113; pipe line operating rev- 
enues, $164,644,740; operating expenses, $80,231,636; tax accruals, 


$13,397,559: operating income, $70,965,545; net income, $88,495,026; 


oy gonds declared, $72,209,356; barrels of oil transvorted, 831,- 


1; number of employes, 20,693; compensation, $34,626,344. 
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WESTERN CLASS RATES 


The Trafic World Washington Bureau 


The Commission, October 18, announced the institution of 
an inquiry into Western Trunk Line territory class rates, under 
the title, No. 17000, Rate Structure Investigation, Part 2, West- 
ern Trunk Line Class Rates. An initial hearing will be held at 
the Athletic Club, Omaha, January 11. Prior to that time, with a 
view to perfecting plans for the preparation and presentation of 
data indicated in Appendix B of the announcement of the insti- 
tution of the proceedings, a conference of shippers, carriers, 
state commissions and representatives of the Commission will 
be held at Chicago October 28. 

Joined with the new case are Ex Parte 87 (Sub-No. 1) Class 
Rates within Western Trunk Line territory, No. 14625, Class 
Rates to and From Nebraska Stations, No. 17235, Intrastate Class 
Rates Within South Dakota, which are cases instituted by the 
Commission and fourteen formal docket cases. They are joined 
only in so far as the issues raised by them are pertinent to the 
main case. The institution of the latter was necessary on ac- 
count of the fact that the cases already on the docket did not 
cover all the points which must be involved in any general deal- 
ing with the class rates. 

The notice of the institution of the case contains explana- 
tions and limitations of importance to those desiring to take 
part in the matter. One of the limitations is that the present 
hearings will not embrace rates on grain, grain products or 
grain by-products, in carloads. An explanation, for instance, is 
that the case covers rail-and-water rates as well as all-rail and 
that all less-than carload commodity rates will be considered as 
in issue. Another explanation is that no cases already decided 
have been re-opened but that that is not to be construed as indi- 
cating that conclusions different from those reached in such 
cases may not be determined in this proceeding. The notice of 
institution, explanation and appendices are as follows: 

No. 17000, Rate Structure Investigation, Part, 2, Western Trunk 
Line Class Rates; Ex Parte 87 (Sub.-No. 1), Class Rates Within 
Western Trunk Line Territory; No. 14625, Class Rates to and from 
Nebraska stations; No. 15265, Board of Railroad Commissioners of 
the State of South Dakota vs. Chicago & North Western Railway 
Company et al.; No. 16226, Omaha Chamber of Commerce Traffic 
Bureau vs. A. & R. R. R. Co. et al.; No. 16226 (Sub.-No. 1), Traffic 
Bureau of the Chamber of Commerce of Sioux City, Ia., vs. A. & R. 
R. R. Co. et al.; No. 16226 (Sub.-No. 2), Lincoln Chamber of Com- 
merce vs. A. & R. R. R. Co. et al.; No. 16838, Board of Railroad 
Commissioners of the State of North Dakota vs. C. M. & St. P. Ry. 
Co. et al.; No. 16913, Chamber of Commerce of Kansas City et al. vs. 
A. & R. R. R. Co. et al.; No. 16945, Board of Railroad Commissioners 
of the State of North Dakota vs. A. & W. Ry. Co. et al.; No. 16981, 
Board of Railroad Commissioners of the State of South Dakota vs. 
A. & W. Ry. Co. et al.; No. 17030, Sioux Falls Chamber of Com- 
merce vs. A. A. R. R. Co.; No. 17235, Intrastate Class Rates Within 
South Dakota; No. 17980, Bismarck Association of Commerce et al. 
vs. Northern Pacific Ry. Co. et al.; No. 10390, Chamber of Com- 
merce of Kansas City vs. Director-General; No. 18454, Commercial 
Club of Fargo, N. D., vs. A. & W. Ry. Co. et al.; No. 18735, The 
Grand Forks Commercial Club vs. A. & W. Ry. Co. et al.; No. 18790, 
Dodge City Chamber of Commerce vs. A. T. & S. F. Ry. Co. et al. 

By petition, docketed as Ex Parte 87 (Sub.-No. 1), Western Trunk 
Line Class Rates, the carriers in western trunk line territory made 
application for an investigation of the class rates within that ter- 
ritory.* Petitions similar to that in Ex Parte 87 (Sub.-No. 1), but 
relating to intrastate rates, have been filed by the carriers with 
certain of the state commissionst in Western Trunk Line territory. 
In addition there are now pending before the Commission several 
other formal proceedings concerning interstate class rates between 
certain points in western trunk line territory as well as some as- 
sailing the class rates between points in western trunk line terri- 
tory and points in official and southern territories and the state of 
Illinois, and a few assailing certain commodity rates and scattered 
class rates to or from other parts of the United States. A sum- 
mary of those proceedings is set forth in Appendix A hereto. 

Some of the cases have been pending for considerable time, 
action thereon having been postponed because representatives of 
shippers and carriers have been endeavoring for approximately 
two years to agree upon a Satisfactory adjustment of class rates 
within Western Trunk Line territory. To determine the present 
situation, a public conference was held at Chicago, September 10, 

1926, by representatives of the Commission with representatives of 
state commissions, shippers and carriers. At that conference the 
carriers and representatives of certain shippers indicated their belief 
that the negotiations would eventually be successful and requested 
that no further steps be taken by the Commission for an additional 
60 or 90 days pending such negotiations. Many other shippers 
indicated that the Commission should proceed with a broad in- 
vestigation of the class rates within Western Trunk Line territory 
and between that territory and off.cial and southern territories 
without further delay. Resolutions were presented by representatives 
of state commissions of a number of western states, recommending 
that this Commission proceed with an investigation of interstate 
class rates jointly with intrastate proceedings pending before, or 
to be initiated by, such state commissions. While differing as to 
method, apparently all parties concerned agree that the Western 
Trunk Line class rate adjustment is badly in need of revision 
and that such revision should be brought about at the earliest 
possible date commensurate with proper consideration of the intricate 
problems involved. 

Merely to assign for hearing the pending cases apparently will 


* Not defined by the carriers in their petition. For the purpose of 
this proceeding Western Trunk Line territory will be understood to 
include the northern peninsula of Michigan, Wisconsin, Minnesota, 
Iowa, that part of Missouri on and north of the Missouri River, 
Kansas, Nebraska, North Dakota, South Dakota and that portion of 
Colorado and Wyoming on and east of a line running through 
Trinidad, Pueblo, Colorado Springs and Denver to Cheyenne, and 
thence over the Union Pacific to the Nebraska state line. 

t Michigan, Minnesota, North Dakota, South Dakota, Nebraska, 
Iowa, Wisconsin, Kansas and Missouri. 














































































































































































































































































































































938 





THE 







not afford a medium for readjusting the rates involved in a satis- 
factory manner, as many points are not directly embraced in any 
of the pending proceedings although no readjustment may properly 
be made without including such points. The Commission already 
has pending a general investigation, Rate Structure Investigation, No. 
17000, which includes, among others, all of the rates here under 
consideration. It has therefore determined to assign for hearing 
that proceeding, in so far as it covers class rates between points in 
western trunk line territory as hereinbefore defined, and between 
points in that territory and points in official and southern territories 
and in the state of Illinois, as well as class rates between points m 
Wyoming, Casper and Sheridan and east thereof, on the one hand, 
and points on and east of the Missouri River, on the other, with 
all the pending formal proceedings listed herein, except as indicated 
below. The initial hearing will be held on January 11, 1927, at 
10 o’clock A. M. central standard time, at the Athletic Club, Omaha, 
Nebr. 

It is the desire of the Commission that these proceedings be 
handled as expeditiously as possible and with the least possible 
expenditure of time and money on the part of everyone concerned. 
With a view to avoiding duplication and at the same time provid- 
ing an adequate record, it is desired that the data indicated in 
Appendix B attached hereto be prepared under the direction of 
joint committees of shippers and carriers, co-operating with the 
state commissions and this Commission, such data to be introduced 
but once into the record by appropriate witnesses. In order to 
perfect plants for the preparation and presentation of such data 
and other information susceptible of joint handling that may be 
desired by any of the parties, a preliminary conference will be 
held at the La Salle Hotel, Chicago, Ill, October 28, 1926, by 
representatives of this Commission with representatives of state 
commissions, shippers and carriers. 

Certain of the formal complaints listed in Appendix A assail 
commodity rates or class rates to and from points beyond the scope 
of the hearings above indicated. It should be understood that such 
hearings will cover those complaints only in so far as they relate to 
class rates to and from the points indicated herein and that other 
issues of such complaints will be considered at separate hearings. 

No cases already decided have been reopened. This is not to be 
construed as indicating that conclusions different from those reached 
in such cases may not be determined upon in the pending proceeding. 

As some of the complaints assail not only all-rail, but also 
water-and-rail rates between points in Western Trunk Line terri- 
tory, on the one hand, and official and southern territories, on the 
other, the present hearings will cover water-and-rail rates between 
such points as well as all-rail rates. 

The present hearings will not embrace rates on grain, 
products or grain by-products in carloads. 

Where articles now move on class rates between the points 
covered, interested parties will not be precluded from presenting 
particular evidence relating to individual commodities tending to 
show that some different disposition should be made of such rates 
than may be determined upon for class rates, although it should 
be understood that the present hearings do not directly embrace 
classification ratings, except as comprehended by No. 14625. 

All less-than-carload commodity rates from and to the points 
involved will be considered as in issue. 

It should be understood that the data outlined in Appendix B 
are merely suggestive and are not considered to be all-inclusive. 

The assignment of these proceedings for hearings at this time 
is without prejudice to the continuance of negotiations between 
shippers and carriers and should a reasonably complete agreement be 
reached such fact may be reported to the Commission with such 
recommendations as the interested parties may consider proper, 
at which time further consideration will be given to the situation by 
the Commission. 

At the initial hearing the carriers should present their complete 
proposals and evidence in support thereof; and evidence of a 
general nature, above referred to, should be presented by representa- 
tives of the committees selected. 


If practicable, the carriers should divide their presentation into: 
(1) Western Trunk Line class rates; (2) class rates between West- 
ern Trunk Line and Official territories; and (3) class rates between 
Western Trunk Line and Southern territories. If this can be done, 
the Commission should be advised not later than December 1, 1926, 
of the sequence in which the carriers and the committees referred 
to desire to make their presentation and approximately the time 
that will be necessary for the presentation of each of the subjects. 
In addition, if it is the desire of the carriers and the committees to 
divide their presentation in any othter manner, the Commission 
should likewise be advised on or before that date in order that 
notice thereof may be sent to the various parties prior to the hear- 
ing in the hope that the time of some may be saved. 


After the conclusion of the first hearing as above outlined, 
a short recess of approximately three weeks will be taken to afford 
the various parties an opportunity to examine the presentations 
made at the first hearing for the pufpose of cross-examining the 
witnesses introducing that testimony. Such cross-examination and 
presentation of evidence on behalf of shippers generally will follow 
the recess in such order as may be later indicated. 

It is recognized by all that the class rates in Western Trunk 
Line territory are in need of adjustment and present a complicated 
problem deserving early solution. In the light of that situation: it 
is the earnest wish of the Commission that all parties exert every 
effort to expedite the proceeding as much as possible. 

As the record promises to be lengthy, every effort should be 
made by all parties to condense their evidence into the smallest 
possible compass. Oral explanations of exhibits which duplicate at 
length what is shown on the face of the exhibit should be avoided. 
Discussion of past decisions of the Commission should ordinarily be 
reserved for brief and argument. Evidence which is merely cumu- 
lative should be avoided, and cross-examination should be directed 
to the development of the facts and not allowed to degenerate into 
argument. Copies of exhibits should be available for all parties 
entering appearance, and this will necessitate a generous supply. 

A proposed report will be issued. 


Appendix A is as follows: 
No. 14825—Class Rates to and from Nebraska stations: Covers 


the class rates and classifications in effect between all points in 
Nebraska, on the one hand, and Missouri River jobbing points in 


grain 


Iowa, Missouri and Kansas, also points on or east of the Missis- 
sippi River in Missouri, Illinois, Minnesota, Wisconsin, Iowa and 
Michigan, and official terrtory east thereof, on the other. In- 


vestigation is to be prosecuted concurrently with an investigation by 
the State Railway Commission of Nebraska into the intrastate rates. 

No. 15265—Board of Railroad Commissioners of iue State of 
South Dakota vs. Chicago & North Western Railway Company et al.: 
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Covers class rates between points in western South Dakota, on 
the one hand, and Sioux City, Kansas City, points taking the same 
rates, and points in Nebraska, on the other. 

No. 16226—Omaha Chamber of Commerce Traffic Bureau vs. 
A. & P. R. R. Co. et al.: Covers class and commodity rates between 
Omaha, on the one hand, and all the territory, except Louisiana, 
on or east of a continuous line formed by the Indiana-lIllinois state 
line, the Ohio River and the Mississippi River. : 

No. 16226 (Sub.-No. 1)—Traffic Bureau of the’ Chamber of Com- 
merce of Sioux City, Ia., vs. A. & R. R. R. Co. et al.: Similar 
to the Omaha complaint, except that it covers rates to and from 
Sioux City. 

No. 16226 (Sub.-No. 2)—Lincoln Chamber of Commerce vs. A. & R. 
hk. R. Co. et al. Similar to the Omaha complaint, except that it 
covers the rates to and from Lincoln and includes eastern Louisiana. 

No. 16838—Board of Railroad Commissioners of the State of 
North Dakota vs. C. M. & St. P. Ry. Co. et al.: Covers class rates 
between Aberdeen and Mobridge, on the one hand, and points on the 
Milwaukee west of the Missouri River, on the other. 

No. 16913—Chamber of Commerce of Kansas City, Mo., et al., vs. 
A. & R. R. R. Co. et al.: Similar to the Omaha complaint, No. 
16226, except that it relates to the rates to and from Kansas City, 
Atchison and St. Joseph. 

No. 16945—Board of Railroad Commissioners of the State of 
North Dakota vs. A. & W. Ry. Co. et al.: Covers class rates between 
North Dakota and Minnesota, as compared with rates between 
points within Minnesota; and between points in Illinois, Indiana, 
Wisconsin, Michigan, Iowa, Missouri, Kansas, Nebraska, and in 
Trunk Line, New England and Central territories, on the one hand, 
and Minnesota points on the other, as compared with the rates 
between those points and North Dakota points. All-rail and rail- 
and-water rates are assailed. Section 13 is involved. A commodity 
rate complaint has been filed as a subnumber. 

No. 16981—Board of Railroad Commissioners of the State of South 
Dakota vs. A. & W. Ry. Co. et al.: Covers class rates and rates on 
general jobbing commodities to destinations in South Dakota from 
eastern points of origin and from points in Minnesota, °Wisconsin, 
Illinois, Missouri, Kansas, lowa and Michigan. 

No. 17030—Sioux Falls Chamber of Commerce ys. A. A. R. R. Co.: 
Covers all-rail and rail-lake-and-rail rates on classes and com- 
modities to Sioux Falls from points in Trunk Line, New England 
and Central territories. 

No. 17235—Intrastate Class Rates Within South As a 
result of the North Dakota complaint, No. 16838, the Milwaukee 
filed a petition attacking the intrastate rates within South Dakota 
under section 13. The South Dakota Commission desires that the 
scope of the order be limited to apply only to a small portion of the 
intrastate rates and has also indicated that it does not wish the 
case to be heard, as the state commission is willing to line up the 
rates with the interstate rates whenever a consistent interstate rate 
adjustment has been established. 


No. 17980—Bismarck Association of Commerce et al. vs. Northern 
Pacific Ry. Co. et al. Covers class and commodity rates between 
Bismarck, Mandan and Minot, N. Dak., and St. Paul, Minnesota and 
Duluth, Minn., and points taking the same rates, as compared with 
the rates contemporaneously maintained to and from competing 
points in North Dakota, South Dakota, Montana and Minnesota. 
Violation of sections 1, 3 and 13 alleged. 

No. 10390—Chamber of Commerce of Kansas City vs. Director- 
General: Covers carload rates between Kansas City and points in 
Nebraska, and between Kansas City and Sioux City and Council 
Bluffs and intermediate points in Iowa and Nebraska; and less- 
than-carload rates between Kansas City and Omaha, and between 
Kansas City and Sioux City and Council Bluffs and points inter- 


Dakota: 


mediate thereto in Iowa and Nebraska. The issues in this case 
appear to have been partially disposed of by I. & S. 1706, Class 
Rates from Lower Mississippi River crossings to Nebraska, 78 


I. C. C. 439, but that. decision was without prejudice to the con- 
clusions to be reached in No. 14625, Class Rates to and from 
Nebraska stations, which covers the same rates. 

No. 18454—Commercial Club of Fargo, N. Dak., vs. Ahnapee & 
Western Ry. Co. et al.: Covers class rates from Fargo to certain 
points within Western Trunk Line territory, commodity rates from 
all points of origin to Fargo, and class rates from various points 
without Western Trunk Line territory to Fargo. 

No. 18735—Grand Forks Commercial Club vs. A. & W. Ry. Co. 
et al.: Covers all-rail, lake-and-rail, and rail-lake-and-rail, class 
and commodity rates between Grand Forks, N. Dak., and points in 
Western Trunk Line, New England, Central Southestern, South- 
western and Transcontinental territories. 

No. 18790—Dodge City Chamber of Commerce vs. A. T. & S. F. 
Ry. Co. et al.: Covers class and commodity rates between Dodge 


City, Kans., and Missouri, Iowa, Illinois, Minnesota, Wisconsin, 
Michigan, Louisiana, Mississippi, Tennessee, Arkansas, and Official 
territory. 


Appendix B is as follows: 


Data to be developed and submitted in general exhibits, as far as 
practicable. 

(a) Traffic maps of the various rate group and territories involved. 

(b) A complete statement of the present rates and distances in 
western trunk line territory, subdivided as follows: 

(1) Class rates and distances between all important points in 
western trunk line territory, such distances to be computed over the 
shortest possible route through junctions where track connections 
for the interchange of carload traffic exist, it being understood 
that the words “important points’ shall include all cities with 
a population of 10,000 or more, together with points having less popu- 
lation if the importance of such points from a commercial traffic or 
rate standpoint appears to warrant their inclusion. It is further 
understood that if different intrastate and interstate rates are in 
force between particular points, both should be shown. 

(2) Statement of all intrastate class scales in western trunk line 
territory on all classes for all distances, it being understood that where 
more than one scale applies in a state, each of such scales should be 
shown and the territory in which each scale applies fully described. 
Further, if specific rates different from the scale rates apply between 
particular points, such rates should be shown. 

(3) Statement of all interstate class rate scales in western trunk 
line territory, including the application of each, together with in- 
formation showing where specific rates different from such scales 
apply between the same points. 

(c) Complete statement of interterritorial class rates between 
bat a trunk line territory and official and southern territories, as 
ollows: 

(1) Class rates (all rail, water-and-rail, and rail-water-and-rail) 
and distances between the important points in western trunk line 
territory described in (b), on the one hand, and representative points 
in official territory, on the other hand, such points to include New 
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York, Boston, Baltimore, Philadelphia, Harrisburg, Pittsburgh, Al- 
bany, Syracuse, Buffalo, Norfolk, Cleveland, Youngstown, Columbus, 
Portsmouth, Cincinnati, Dayton, Toledo, Detroit, Lansing, Grand 
Rapids, Bay City, Fort Wayne, Indianapolis, Louisville, Evansville and 
Terre Haute. 7 

(2) Class rates (all rail, water-and-rail, and rail-water-and-rail) 
and distances between the important points in western trunk line 
territory described in (b), on the one hand, and representative points 
in southern territory, on the other, including Jacksonville, Charleston, 
Atlanta, Birmingham, Mobile, Chattanooga, Memphis, Meridian, New 
Orleans and Lexington, Ky.). 

(3) In presenting the rates under (1) and (2), where no one-factor 
through rates are in effect, each of the separate factors making up 
the through rates should be shown separately. i 7 

(d) Class rates between the representative points in official terri- 
tory used under (c) and also the rates between such points and 
Chicago and St. Louis. 

(e) It should be understood that in presenting the data called 
for in (b), (c) and (d), all rates should show full item and page 
tariff reference, and all distances should show the routes used, includ- 
ing the junctions through which they have been figured. 

(f) Complete statement of the class rate percentages in western 
trunk line territory. 

(g) Data with respect to the more important articles rated under 
each Class, and the general transportation characteristics of such 
commodities, such data being desired as tending to show what class 
rate percentages should be applied in connection with such rates as 
may he adopted. 

(b) Statement of exceptions to western classification ratings 
applied on traffic in western trunk line territory, subdivided by car- 
loads and less-than-carloads. 

(i) Statement of less-than-carload commodity rates in effect in 
western trunk line territory. 

(j) List of important commodities (grouped according to the 
class in which such commodities are rated in the western classi- 
fication) which generally move on commodity rates and not on class 
rates in western trunk line territory. 

(k) Complete data with respect to the competitive conditions 
applicable in connection with class rate traffic as between the repre- 
sentutive communities in western trunk line territory one with an- 
other and as between communities in that territory and communities 
in contiguous territories. Under this head should be included data 
showing the present and prospective trade territory of each point for 
traffic distributed on class rates as well as data showing the points 
with such community competes in that trade territory. 

(1) Data with respect to terminal costs in western trunk line 
territory subdivided into carload and less-than-carload, and also 
methods of handling traffic in line-haul service with a view especially 
to determining relative differences in costs as between short-haul 
and long-haul traffic. . 

(m) Relative movement on the respective classes, including data 
shewing the percentage of class rate tonnage on each class in western 
trunk line territory, subdivided into carload and less-than-carload. 

(n) Transportation conditions in western trunk line territory 
including the following: 

. Population per square mile by states.* 

Population per mile of road by states* 

Net ton-miles per mile of road by states.* 

Freight revenue per mile of road by states* 

Net railway operatine income per mile of road by states.* 

6. Data similar to that covered by 3, 4 and 5 bearing upon the 
question of whether any short or weak lines should be given arbi- 
traries in excess of such standard basis, or bases, as may be de- 
termined upon. 

(o) Data similar to those outlined in (n) should be furnished 
for soithwestern territory by states (not further subdivided), south- 
western territory, to be understood for this purpose to include Ar- 
kansas, Oklahoma, Texas common point territory, Louisiana (west 
of the Mississippi River) and Missouri (south of the Missouri River). 

(p) Data for eastern territory similar to those outlined in (n). 
These msy be submitted for the territory as a whole and not sub- 
divided by states. 

(q) Data for southern territory similar to those outlined in (n). 
These may he submitted for the territory as a whole and not sub- 
divided by states. _ 


POUR ope 





*Where possible this information should be subdivided by 
counties. 





SHIPPERS NAME RATE COMMITTEE 


Following a conference held by New York shippers a com- 
mittee was appointed to represent their interests at the hearings 
to be held by the Commission in connection with the application 
of the Omaha Chamber of Commerce for the establishment of 
through rates on a basis of 140 per cent of the Chicago-New 
York rate, with other rates properly related and governed by 
the Officiai Classification. This would apply to eastern territory 
and Missouri River points. 

Ths committee consists of W. H. Chandler, manager of the 
Traffic Bureau of the New York Merchants’ Association, chair- 
man; George T. Lucas, of the Shippers’ Conference of Greater 
New York; H. M. Mabey and F. W. Burton, Rochester; G. Stuart 
Henderson, Baltimore; Bruce Weiner, Philadelphia; and H. J. 
Wagner, Norfolk. Alternates are R. G. Krauetler, Philadelphia; 
W. A. Becker, Brooklyn; C. J. Fagg, Newark; and Joseph B. 
Quinlan, Watertown, N. Y. 


NEW YORK SHIPPERS’ CONFERENCE 


The Trafic World New York Bureau 


The Shippers’: Conference of Greater New York, at its 
monthly meeting last Tuesday, received a report alleging that 
express companies generally are charging higher rates in all 
parts of the country than those authorized in regulations laid 


down by the Commission. The conference adopted the following 
resolution: 


Resolved, That the present rates charged by the express com- 
Panies be revised where not in conformity with the Interstate Com- 
merce Commission order, and in the event of the failure to secure such 
revision after a conference with Interstate Commerce Commission of- 
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ficials, the Shippers’ Conference of Greater New York is hereby au- 
thorized to file a formal complaint with the Commission, alleging that 
the rates fixed by the Commission are being violated by the express 
companies, 


The statement made by the committee on express, of which 
George T. Lucas is chairman, is that the Commission last No- 
vember laid down a formula to follow governing express rates 
in the handling of freight covering sub-block territory through- 
out the country, and, by accident, it was recently found that the 
express companies were not living up to this formula, but were 
in many instances charging rates sometimes a dollar too high. 
It was said that the rates on short hauls had been increased by 
not adhering to the Commission’s order. It affected rates in 
New York and Long Island. The question is whether the Com- 
mission will make express companies revise its rates, says the 
report. 

Concrete examples were given of charges too high. It was 
said that, in North Carolina, it should be $1.45, where the rate 
charged is $2.20; in New York the difference was not great; in 
Trenton the $1.45 charged should be $1.25. Similar differences 
were given to the cases of Atlanta, Dallas, Kansas City, Norfolk, 
Philadelphia, and it was said it was general throughout the 
country. 

The conference passed another resolution stating that, 
while it was not opposed to the removal of its pier to the North 
River from the East River, by the New York, New Haven and 
Hartford, it condemned the manner in which shippers had been 
ignored in the matter of giving them notice in the matter and, on 
motion of W. H. Chandler, chairman of the legislative committee 
and manager of the traffic bureau of the Merchants’ Association, 
the committee on rates was directed to advise the railroad of 
this feeling and to send a copy of the resolution to the Com- 
mission. 

E. J. Tarof, chairman of the committee on transportation, 
reported that the railroad had said it had moved its pier to Pier 
40, North River, because it could not make agreeable arrange- 
ments with the city for a renewal of the lease of Pier 70. The 
Dock Department is going to rebuild the pier and wants $40,000 
a year rent instead of $7,500, the rental the railroad formerly 
paid. 

J. Egan, of John H. Graham and Company, hardware manu- 
facturers, in a letter to the committee, complains that the change 
had caused acute congestion at the pier, resulting in a delay of 
some two to three hours and a calling sometimes three times 
before a truck could become unloaded or loaded. He said the 
New England Steamship Company, on account of such conges- 
tion, had been obliged to reopen old Pier 28. It was suggested 
by Mr. Chandler that, in view of all the circumstances, trucking 
charges ought to be revised in handling this freight. 

The conference went on record as being opposed to any in- 
terference with contract rates in intercoastal trade. 

W. H. Chandler was named a delegate to represent the con- 
ference in Washington, October 29, at the I. C. C. hearing on the 
port differential proposed by the Baltimore Chamber of 
Commerce. 


GRAY ADDRESSES ILLINOIS CHAMBER 


Speaking before the transportation section of the Illinois 
Chamber of Commerce at its annual meeting October 19 in the 
Hotel La Salle, Chicago, Carl R. Gray, president of the Union 
Pacific declared 1926 had been the best year the railroads have 
known since the. period of federal control. 

One of the principal points brought out by Mr. Gray was 
the success the carriers have attained in dealing with the old 
evil of car shortages. He stated that in 1920 Herbert Hoover 
declared car shortages were costing the nation a billion dollars 
annually. “That is what we have saved,’ he said, “by the 
elimination in recent years of one of the most pressing evils of 
carrier service.” He further stated, in this connection, that the 
superior functioning of the railroads enabled the merchants of 
the country to operate on reduced stocks, which released from 
six to eight billion dollars from a frozen condition to be put 
to the public use. 

Among the things to which Mr. Gray attributed the present 
high standards of efficiency and success in the functioning of 
the country’s railroads was the experience gotten out of the 
period of federal control, which taught railroad men that the 
equipment of the country could be pooled for the common good 
when necessary; and the change in spirit on the part of the 
public from hostility to cooperation, brought about by a conscious 
and directed effort on the part of the railroads to put their prob- 
lems before the public. 

That the present condition of the railroads of the country 
is essentially sound was indicated, Mr. Gray declared, by the 
fact that the latest figures available show net earnings for the 
roads, generally, very closely approximating the percentage 
prescribed by the Commission. The western lines, however, he 
said, are considerably below the eastern and southern lines on 
this showing, which, he declared, was unhealthy, and one of 
the few matters for concern in viewing the present transporta- 
tion situation. 
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He said that, in the main, the railroad system of the country 
is a finished machine; that the principal arteries will not be 
changed “in our day,” though there will be improvements, addi- 
tions, and extensions in meeting new conditions; this despite 
the fact the railroads are extremely young, which fact he em- 
phasized with the statement that his individual experience as 
a railroad man covered forty-five per cent of their period of 
existence. 

In discussing the future of the railroads, Mr. Gray declared 
their dependable and efficient functioning never more assured 
than now. In view of this, it seemed almost unfair, he added, 
that the railroads, standing alone, must be regulated to the 
utmost and compelled to compete with coastwise shipping and 
the growing motor industry, which go wholly unregulated. 

In general, he said, railroad regulation has been of benefit 
to them, compelling them to know what it was costing to op- 
erate and do away with wasteful and disastrous competition. 
These benefits, he believed, should also be forced on other car- 
rier services. 


AUGUST OPERATING RESULTS, ETC. 


The Commission’s official statistics on operating revenues 
and operating expenses of Class I railroads for August, 1926, 
and 1925, and for the eight months ended with August, 1926, and 
1925, for the United States as a whole, follow: 








United States 
Item 1926 1925 
Average number of miles operated....... 236,906.30 236,573.35 
Revenues: 
IIL. ss. ttereigiiccasarsiabiolg'4+6laieie diniu-blaleteg-aneens $428,627,599 $403,356,191 
Passenger ........ Criciiacd Holawmaeliceunes * 98,913,363 = 104,034,270 
a ilarind dike b ase ut, 0 tea OF w ereieitie cians ale 7,604,326 7,653,478 
EEE aie G levee aeres Oy wdsee oneaee cele’ 11,538,321 10,578,650 
All other transportation ............. 18,468,693 17,377,326 
III, ) 5 Mania nine bh Kb eee «6 hareebia. der 12,945,561 11,946,134 
EE SEER. 6 oc.6 dc: weiesis.ccwe see 1,129,619 846,971 
Be ere ree 604,792 299,320 
Railway operating revenues ..... 578,822,690 555,493,700 
Expenses: 
Maintenance of way and structures.. 81,180,931 77,503,539 
Maintenance of equipment .......... 107,863,564 105,499,971 
ME BOD agen wt sindele ws oceneciaceee 9,790,064 8,980,668 
UNIIDD, no 6-es.0- 0 0 ccctinsvewcsins 181,842,860 178,979,461 
Miscellaneous operations ............. 5,045,482 4,921,706 
SE. Naini dicate meickaiks @mscieid «a. aie wae ieee 15,249,543 14,291,377 
Transportation for investment—Cr. .. 1,642,622 - 1,278,370 
Railway operating expenses..... 399,329,822 388,898,352 
Net revenue from railway operations.... 179,492,868 166,595,348 
TRRWEP CHE GCOPUAID. 2. ccceccccccccccees 36,373,382 32,665,297 
Uncollectible railway revenues............ 108,776 154,997 
Railway operating income....... 143,010,710 133,775,054 
Equipment rents—Dr. balance........... 7,689,899 7,071,589 
Joint facility rent—Dr. balance.......... 2,312,540 1,759,956 
Net railway operating income... 133,008,271 124,943,509 
Ratio of expenses to revenues (per cent.) 68.99 70.01 
EIGHT MONTHS 
Average number of miles operated....... 236,878.84 236,590.05 
Revenues: : 
I ots orp ha lt bhin'g laine oid ocd dic ae nae $3,077,846,593 $2,901,616,994 
EOE ee 7 701,340,661 § 700,944,552 
recht G cr e'grdicaa ohn Olg Ad Krunee ods 9 ow ela ora 62,825,827 63,533,798 
Re Cre 92,695,518 90,041,433 
All other transportation............. 136,668,222 130,972,937 
ES ASE EER 86,632,951 81,752,584 
SE, RT, Cac ce sede siasevescwes 8,735,587 6,816,163 
SORE TUM. occ ccc ccccesccceces 3,182,751 1,678,262 
Railway operating revenues...... 4,163,562,608 3,974,000,199 
Expenses: 
Maintenance of way and structures.. 574,588,433 540,863,711 
Maintenance of equipment .......... 855,305,031 840,887,427 
. AS rear rer eer 75,554,675 69,717,684 
re ere 1,438,608,298 1,416,458,509 
Miscellaneous operations ............. 37,436,024 35,415,569 
engi indits ni tehcmtewts 123,106,773 115,782,699 
Transportation for investment—Cr.... 10,468,597 7,929,093 
Railway operating expenses...... 3,094,130,637 3,011,196,506 
Net revenue from railway operations..... 1,069,431,971 962,803,693 
TORS, EOE BOGTUGIS coc c.c06 0s veccccves 253,420,509 232,323,404 
Uncollectible railway revenues............ 1,061,328 1,156,104 
Railway operating income....... 814,950,134 729,324,185 
Equipment rents—Dr. balance........... 53,828,333 50,142,941 
Joint facility rent—Dr. balance........... 16,177,635 15,053,688 
Net railway operating income... 744,944,166 664,127,556 
Ratio of expenses to revenues (per cent) 74.31 75.77 


*Includes $4,044,499 sleeping and parlor car surcharge. 
tIncludes $3,852,201 sleeping and parlor car surcharge. 
tiIncludes $27,841,319 sleeping and parlor car surcharge. 
§Includes $25,715,018 sleeping and parlor car surcharge. 





LUMBER SHIPMENTS 


The “lumber thermometer” of business is encouraging, ac- 
cording to the National Lumber Manufacturers’ Association’s 
weekly review of the industry. 
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comparably reporting softwood mills show a gain in current orders 
for the past week of about ten per cent over last year’s business, 
shipments the same, and a slight increase in production. For 
the first forty-one weeks of the year this group of mills enjoyed 
a business 350,000,000 board feet in excess of that of the like 
period of 1925. Reports from about 150 other mills, softwood 
and hardwood, support the showing of the comparable mills. 
According to this yardstick the lumber business is about five 
per cent heavier this year than last. Owing to its universal use 
in manufacturing and building and, nowadays, short-order buy- 
ing, lumber is considered an excellent gauge of general business 
activity. 

As compared with the preceding week, both softwood and 
hardwood had a larger market. 

The following table compares the softwood lumber move. 
ment, as reflected by the reporting mills of seven regional asso- 
ciations, for the three weeks indicated: 


Corresponding 


Preceding Wk., 
Week, 1925 


Past Week 1926 (Revised) 


IN elste ncaa: s/plqrecacer seo 343 342 350 
EFOGUCTION  .cccescese 240,234,406 231,694,928 243,120,452 
Shipments ........... 224,501,679 225,217,207 234,744,574 


Orders (New Bus.).. 238,074,695 218,551,163 218,955,983 


The following revised figures compare the softwood lumber 
movement of the same seven regional associations for the first 
forty-one weeks of 1926 with the same period of 1925: 


Production Shipment Orders 
eee 235 See eee 9,809,588,725 10,028,924,927 10,030,435,554 
DE. 5 ans crete eee esa 9,958,701,613 9,860,988,482 9,680, 126,189 





WIRE COMPANY STATISTICS 


The Bureau of Statistics of the Commission has issued a 
statement on selected financial and operating data from annual 
reports of telegraph and cable companies for the year ended 
December 31, 1925. 

These companies, the statement shows, had in service in 
1925 a total of 2,075,331 miles of wire. The investment in plant 
and equipment totaled $321,687,423. The capital stock amounted 
to $133,395,556, and the unmatured funded debt, $71,759,500. 

Operating revenues totaled $162,693,007, and operating ex- 
penses, $132,821,426. Tax accruals totaled $6,117,342. The op- 
erating income totaled $23,203,634. The net income amounted 
to $18,854,118. Dividends declared amounted to $9,065,853. Reve- 
nue messages transmitted in 1925 were estimated at 207,928,754. 
The average number of employes at the middle of the year was 
81,601. 

These totals were made up from reports submitted by the 
Central Idaho Telegraph & Telephone Company, 89 miles of 
wire; Colorado & Wyoming Telegraph Company, 932 miles of 
wire; Commercial Pacific Cable Company, 10,029 nautical miles 
of cable in Pacific Ocean; Continental Telegraph Company, 
10,814 miles of wire; Federal Telegraph Company, operates 
wireless stations; Great North Western Telegraph Company of 
Canada, 60,355 miles of wire; the Mackay Companies, 345,736 
miles of wire; Marthas Vineyard Telegraph Company, 62 miles 
of wire; Mexican Telegraph Company, 5,460 miles of wire; 
Mountain Telegraph Company, 273 miles of wire; North Ameri- 
can Telegraph Company, 11,610 miles of wire; Northern Tele- 
graph Company, 2,406 miles of wire, and Western Union, 1,635,- 
236 miles of wire. The report included 2,353 miles of wire of 
the Canadian Pacific Railway in the United States. 


GOOD DEMURRAGE RECORD 


E. J. Neville, general traffic manager of Fairbanks, Morse 
& Co., has written the following to M. J. Gormley, of the Amer- 
ican Railway Association: 


Referring to your circular letter of September 29 which has 
reference to freight car loadings, as well as car supply: 

I note you request the general adoption of the slogan “No 
Demurrage Accruals during October and November, 1926,” and 
in accordance with your request this will be our slogan, which 
will not be difficult to live up to, for the reason that Fairbanks, 
Morse & Co., already have the no-demurrage habit. 

In the month of September Fairbanks, Morse & Co. did not 
incur one cent of demurrage on loads received at any of its 
factories. One of our factories received about 400 carloads of 
inbound material and finished the month with a substantial de- 
murrage credit in its favor. 

Another of our factories has not 
in the last nine months, although both 
tonnages have been very large. : 

This is absolutely a matter of organization and co-operation, 
as our factory men appreciate the fact that rolling stock is not 
storage equipment and recognize their obligation to avoid tying 
up the railroad equipment that is placed at their service, and a5 
4 = before, Fairbanks, Morse & Co. have the ‘“No-Demurrageé 

abit. 

I can testify from personal experience that the habit is not 


difficult to acquire and once acquired it is pleasant and profitable 
to practice. 


incurred any demurrage 
its inbound and outbound 


You may either write or wire our Washington office 
for information concerning matters in any department 
of the government there, if you are a subscriber to 
THE DAILY TRAFFIC WORLD. 
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Terminal Freight Services and Allowances 


Eleventh of a Series of Sixteen Articles on This Subject, Written for The Traffic World, by 
G. Lloyd Wilson, Ph. D., Assistant Professor of Commerce and Transportation 
University of Pennsylvania 


SWITCHING—PART II 


Rail carriers that receive road haul charges for the trans- 
portation of traffic between points on their lines or to or from 
points beyond their lines on the lines of connections, publish 
tariffs showing the industries and facilities on connecting lines 
at terminal points and the conditions under which the switching 
charges of such connecting lines serving the industries and 
facilities are absorbed out of the road haul rates. The charges 
for switching of the connecting lines serving the industries, in 
order to be legally absorbed by the line haul carrier out of the 
road service transportation rates, must be lawfully on file with 
the proper regulatory commissions—the Interstate Commerce 
Commission, if the switching charges are absorbed in connec- 
tion with interstate movements of traffic, and the proper state 
commission, if in connection with intrastate commerce. 

The rules of the carriers’ tariffs governing the practices in 
connection with the absorption vary considerably. In general, 
the practices vary with: 


1. The section of the country. 

2. The length of the haul of the line haul carrier. 

3. The amount of the line haul rate. 

4. The amount received by the line haul carrier absorbing 
the switching charge of a connecting road as a division of a 
through line applying over a joint line haul route. 

. The amount of the switching charge of the connecting 
carrier to be absorbed. 

Distance of the switch movement. 

7. The quantity of freight moved, whether carload or less 
than carload. : 

8. The type of traffic. 

9. The presence or absence of competition in connection with 
the movement of traffic. : 

The origin and history of the practices. 


Variations in Absorption in Different Sections 


As has been stated, variations are found in the practices of 
the rail carriers in connection with the absorption of their 
switching charges depending on varying traffic conditions, car- 
rier and market conditions and industrial practices and require- 
ments in various sections of the United States. Liberal policies 
of virtually unrestricted mutual absorption of charges are found 
in certain sections, while in others the practices of the carriers 
are bound about with restrictions that have been developed as 
a result of custom and traditions in order to protect the interests 
of the road haul and switching carriers, as well as the interests 
of shippers and receivers of freight. 


Length of Haul 


The length of the road haul movement has an important 
bearing on the amount of switching charges of connecting 
switching roads absorbed by the carrier performing the road 
movement. As a general practice, the longer the road haul the 
greater the amount of line haul switching charge of connecting 
lines that will be absorbed by the line haul carrier. The 
amount of switching charges of connecting lines to be absorbed 
out of through road haul rates is not customarily expressed 
in terms of miles of road haul, but the distance of the road haul 
service is reflected in the line haul rate. 


The Amount of the Line Haul Rate 


The switching charges of connecting carriers are absorbed 
in whole or in part or not absorbed at all out of the line haul 
rates of the road service carriers, depending on the amount 
of the line haul rates. Typical tariff rules provide, in this 
connection, that, when the freight revenue or freight rate of 
the road haul carrier absorbing the charge of a connecting 
carrier, or the rates of joint carriers absorbing the charge from 
the proceeds of a joint or interline haul, is less than the min- 
imum revenue or rate specified in the absorption of switching 
tariff required to entitle the shipment to the absorption specified, 
a special adjustment of charges is made. Part of the switch- 
ing charge is absorbed out of the revenue of the line haul carrier 
and the balance is paid by the shipper or consignee. If the 
rate is less than the minimum required and the weight of the 
shipment is equal to or exceeds the weight required by the 
tariff to entitle the freight to be switched by connecting lines, 
the amount of the switching charge of the connecting carrier 
that is absorbed is the amount by which the freight revenue 
plus the switching charge of the connecting line exceeds the 
minimum freight revenue or rate required to be paid to entitle 
switching charges to be absorbed. If the switching charges of 
the connecting road are greater than the maximum amount of 
Switching charges provided to be absorbed in the absorption 
of tariffs, the excess charges accrue as surplus charges against 


the freight, which charges must be paid by the owner of 


the goods. 


An example or two will suffice to illustrate the method of 
absorbing switching charges or. parts of such charges when 
the amount of line haul revenue is less than the minimum rate 
required to absorb the full switching charge of the connect- 
ing road. 

If a given shipment of freight pays line haul charges of 
$13.50 a car and the switching charge of the connecting carrier 
delivering or originating the traffic is $3.50 a car, while the 
tariff of the road haul carrier specifies that the minimum line 
haul rate or revenue to have full switching charges of connecting 
lines absorbed is $15.00 a car, the following distribution is made: 


Line haul POVOMNGS OF TATOR. 2.0. ceca ceersccccess« SReUO PEF Car 
Switching charge of connecting line..................- 3.50 per car 
of RMN ce oseeas ein) 96, 4a) Sveininie Geiele = ene wsie ile! Sin sv Sisseerteieaeaiacla $17.00 per car 

Minimum charge to entitle shipment to have full 
et en rr ee $15.00 per car 
Amount of switching charge absorbed............... 2.00 per car 
Balance to be borne by owner of the goods......... $3.50 less $2.00 
$1.50 per car 


In cases where the switching charges of the connecting lines 
and the line haul rates are quoted in prices a ton and not 
a car, the following absorption is made: 


Ry ee RS. TI oi ao ised Siew ok bin w Wh Mba wads $1.30 per ton 
Switching charge of connecting road...............006:. .50 per ton 

NAR oh aie Sah in; sie s cprolinde gaa engusierb snl ior arava o's (ov Bb eel o-etelofnne $1.80 per ton 
Minimum charge to entitle shipment to have full 

SWECRING CRAFTS ADWSOTVE 62 ooo oec cw cic wecwensews $1.60 per ton 
Amount of switching charge absorbed.................$ .20 perton 
Ralance of switching charge to be borne by the owner : 

OF The BOGE —-FC OO TOER FORD og oc 5b vise cee s ae vele sev $ .30 per ton 


Typical Switching Absorption Arrangements 


A few selected instances of typical absorption provisions 
serve to illustrate the practices of carriers with reference to 
absorbing connecting carriers’ switching charges. 

At Baltimore, Maryland, the absorption tariff of the Penn- 
sylvania Railroad provides that the switching charges of the 
Canton Railroad, a common carrier terminal or connecting road, 
will be absorbed to the extent that the line haul rate, plus the 
switching charge, exceeds the minimum charge necessary to 
permit full absorption on freight traffic to and from all firms, 
individuals, and industries having private sidings connected with 
or using public team track, station, or pier facilities of the Can- 
ton Railroad. This arrangement applies to all freight in carloads 
or less than carloads in lots of 12,000 pounds or over, when 
the traffic originates at or is destined to points on the Penn- 
sylvania Railroad or to traffic moved via the Pennsylvania 
Railroad and handled direct with the Canton Railroad. It does 
not apply to traffic for shippers or consignees located on the 
Canton Railroad when traffic is handled by the P. R. R. at 
stations in Baltimore on the Baltimore and Ohio, Maryland and 
Pennsylvania, Pennsylvania, or Western Maryland railroads, 
when the charges of the Canton Railroad do not exceed 25 cents 
a net ton, minimum charge $3.60 a car. 

A similar arrangement restricted as to freight to or from 
Baltimore stations of the B. and O., M. and P., P. R. R. or W. M. 
R., but unrestricted as to the amount of switching charge to 
be absorbed, is provided by the Pennsylvania Railroad absorption 
tariff on traffic to or from a specified list of industries located 
on the line of the Municipal Harbor Belt Railroad at Baltimore. 
The arrangement applies only to and from the shippers and 
consignees named in the tariff. 

At Jersey City, N. J., the Pennsylvania absorbs the switch- 
ing charges of the National Docks Railway on all freight in 
carload lots when the rates to or from the Pennsylvania Railroad 
tracks at Jersey City are 95 cents or more a ton, net or gross 
as the freight is rated. This arrangement applies to traffic to 
or from all firms and industries on the National Docks Railways’ 
tracks at Jersey City; Communipaw Avenue, Jersey City; Ba- 
yonne, East Twenty-second Street, and designated industries at 
East Forty-ninth Street, Bayonne; Constable Hook, and Eagloil 
N. oc 

The Pennsylvania absorption tariff also provides for the 
absorption of the switching charges of the Atlantic Coast Line 
and the Southern Railway to or from all industries on the tracks 


- - R. R.-G. O.-I. C. C. No. 13946, and Supplement 21, Index 
o. 5. 
2Ibid, Index No. 69. 
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of these carriers at Pinner’s Point, Port Norfolk, Va., on all 
treight in lots of 10,000 pounds or more, in straight or mixed 
shipments, or shipments of less weight, if the goods are loaded 
to the full cubical capacities of the cars, when the freight rate 
to or from Pinner’s Point is 9 cents or over a hundredweight 
or $1.76 a gross or net ton, and when the switching charge 
of the Atlantic Coast Line or the Southern Railway does not 
exceed $3.60 a car. If the switching charges exceed $3.60 a 
car, the excess is added to the line haul rate and must be pai 
by the owner of the freight.’ 

A car of freight on which a line haul rate of 10 cents a 
hundredweight on 50,000 pounds consigned to a consignee on the 
A. C. L., where there is a switching rate of $4.50 a car, would 
be charged as follows: 





Line haul charges. 50,000 pounds at 10 cents per cwt.... $50.00 
I So hd gaa a4/o er OCS ae ete wele Wace ee ee ae ewes .50 
Maximum switching charge absorbed out of line haul 
I We eres, ch cies hos ck aetae kaha, ec OE al aca ache ra Oi Bk we age. IBAA BEEN 
Excess to be paid by owner of SoodS..........cccccces $ .90 0.90 
Total freight charges including excess switching 
IIE Soc arucaal a 3 a eso ere UW are die Wee ke Ors a0 Shenaeraene sels a $50.90 


Deliveries to Switching Carriers 


The rules of the carriers’ absorption tariffs provide, with 
certain exceptions, that carload freight on which the road haul 
carrier absorbing the switching charge of a connecting line has 
performed a road haul service when the freight is consigned 
for delivery at delivery points on connecting lines, whether 
the points of delivery are public team tracks or private or other 
than private sidings, on which the connecting delivering line 
performs only a switching service, is delivered to the connecting 
line only when the following conditions have been satisfied: 

All charges, assessed in accordance with tariffs lawfully on 
file with the Commission or with the proper state public service 
commissions, must be paid or payment satisfactorily ar- 
ranged for. 

When the freight is billed shipper’s order (order-notify) 
and moves on a negotiable order bill of lading, the order bill of 
lading, properly endorsed, must be surrendered to the agent of 
the line haul carrier before the freight is turned over to the 
connecting line for delivery. 

A notice of arrival must be sent by the agent of the line 
haul carrier to the consignee and also to the agent of the 
delivering switching line. The arrival notice is required to 
show the amount of freight and other charges due the carrier 
by the consignee. 

The agent of the line haul carrier is required to stamp or 
write on the case of the arrival notice that the car is held by 
the road haul carrier for surrender of the bill of lading, or held 
for the payment of freight charges, or held for both the surrender 
of the bill of lading and for the payment of freight charges, as 
the case may be. 

At terminals and other points along the lines of road haul 
carriers, where arrangements are made by specific items of the 
absorption tariffs for the absorption by the road haul carrier 
of the switching charges of connecting carriers on carload freight 
or on all freight in carloads, and where the connecting terminal 
switching roads publish in their tariffs switching charges on 
locomotives on their own wheels, either dead or under own 
steam, the switching charge applicable to carload freight or 
freight in carloads is made applicable to the movement of loco- 
motives, dead or under their own steam or power.‘ 


Quantity and Types of Traffic 


Variations in the amounts of switching charges are affected, 
frequently, by the quantity of freight to be switched by the 
connecting road and the description of the commodities to be 
switched. The roads absorbing the switching charges usually 
provide that the cars must contain at least 10,000 to 12,000 
pounds of freight, or that the cars must be loaded to the full 
cubic capacity of the cars. A typical arrangement of this type 
provides that all freight, except the cases to be specifically 
mentioned later, in carloads, in L. C. L. shipments of 12,000 
pounds or more, or cars loaded to full cubic capacity, destined 
to or coming from firms, individuals, or industries at Buffalo, 
East Buffalo, South Buffalo, Lackawanna, and Black Rock, N. Y., 
or destined to or coming from such public team tracks on con- 
necting lines at these points as are designated in the switching 
tariffs of the connecting roads, as well as traffic to or from 
points in Canada via Black Rock and International Bridge, N. Y., 
where a switching rate per car is named and when freight 
charges to or from the line of the carrier absorbing the switch- 
ing charges are $10.00 or more a car. 

Special arrangements are made for the absorption of the 
switching charges of the South Buffalo Railway Company on 
certain commodities in the maximum amounts shown: 

Commodity: Ashes, fluxing stone, furnace cinder, rubbish and 


waste material; quantity, carloads; maximum switching charges 
absorbed, $3.15 per car. 


2 Ibid, Index No. 115. 
‘Supplement 21, G. O.-I. C. C. No. 13946, Page 4. 
Commodity: Transit grain, grain products and by-products; 
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quantity: carloads, governed by same minimum weights, 
and regulations that apply to through grain rates; maximum 
switching charges absorbed: 16 cents per gross or net ton as 
freight is rated on traffic to or from New England, Trunk Line, 
Cc. F. A. and Canadian territories. 15 cents per ton on other 
traffic, minimum $4.50 per car. 

Commodity: Crushed stone, gravel, rock sand, and slag, mov- 
ing wholly within New York State; quantity: carloads; maximum 
switching charges absorbed: 12% cents per ton, net or gross, as 
freight is rated, minimum charge $1.25 per car. 

Commodity: All other carload revenue shipments excepting 
coal and coke, and freight moving at switching charges; quantity: 
carloads governed by same minimum weights, rules and regula- 
tions that apply to; maximum switching charges absorbed: 16 
cents on traffic to or from New England, Trunk Line, C. F. A. and 
Canadian Freight Association territories, 15 cents per ton on other 
traffic, minimum charge $1.58 per ton. 


rules 


These figures illustrate variations in the amounts of switch- 
ing charges to be absorbed out of the line haul rates of the 
switching carrier due to the nature and quantity of the com- 
modities as well as variations in the amounts absorbed due 
to variations in rates. 

A special section used in connection with the variation be- 
tween the maximum absorption of 16 cents on grain and general 
traffic from long haul points and fifteen cents on shorter haul 
traffic shows the effect of rate variations very clearly. The 
section provides that 16 cents a net or gross ton is the maximum 
switching charge absorbed on traffic to or from points in: 


New England Freight Association territory; 

Trunk Line territory; 

Canadian Freight Association territory; 

Central Freight Association territory, including— 
Mississippi River and Illinois prorating points: 
Milwaukee 
Beloit 1 
Jamesville | 


Wisconsin rate groups when the traffic is 
subject to joint rates to and from Buffalo, 
Watertown saadinn 
Points outside Central Freight Association territory, when 
the through rates are made on the full combination of rates to 
and from the rate breaking points located in C. F. A. territory, 


but which are not published as through rates subject to Official 
Classification. 


A maximum absorption of switching charges of 15 cents a 
gross ton or net ton is made, with certain minor exception, in 
connection with freight originating at or destined to points out- 
side this 16-cent territory. 

Rate and commodity considerations as factors causing dif- 
ferences in the amounts of switching charges to be absorbed 
are illustrated further in the provision that the switching 
charges from Black Rock to East Buffalo Stock Yards on live 
stock coming from Canadian roads are absorbed on shipments 
subsequently delivered to the carrier absorbing the switching 
charges of the connecting road at the terminal when the rate 
from the terminal to destinations is 151%4 cents or over a hun- 
dred pounds. 

Less Than Carload Switching 


At the same point, Buffalo, N. Y., the absorption of switch- 
ing tariff of a typical line haul carrier provides that L. C. L. 
freight in quantities aggregating 12,000 pounds or more a car, 
to or from industries having siding connections with the South 
Buffalo Railway Company, when coming from or destined to 
points beyond Buffalo, N. Y., or Lackawanna, N. Y., will be 
delivered to or received from the switching road and the charges 
absorbed by the line haul carrier to the maximum amounts 


_ of 16 cents a gross or net ton, as the freight is rated—on traffic 


to or from the territory defined as sixteen-cent territory above, 
and to the extent of 15 cents a ton on other traffic. 


Competition 


Rail carriers, in many instances, absorb the switching 
charges of connecting lines when they seek to reach industries 
or communities served by connections when they are in com- 
petition with the carriers serving the industries or communities 
or the connections of such carriers for the traffic, and do not 
absorb the switching charges when no such competition exists. 
In fact, it is the announced policy of certain carriers to absorb 
the switching charges of connecting carriers on competitive 
traffic but not to absorb the charges when the traffic is non- 
competitive. 

One typical tariff provides that the line haul carrier will 
absorb switching charges inbound and outbound of connecting: 
lines at intermediate transit points on shipments where the 
points of origin and final destination are on or reached via the 
lines of the line haul carrier as well as the switching carrier.’ 

Arrangements for absorption and restrictions of this sort 
are inextricably bound up with the history of the development 
of the absorption practices and the relationship of carriers in 
building up through routes, through rates, and competitive ar- 
rangements. Suffice it to say in this connection that competition 
in the past and in the present account for variations in the rules 
and regulations of the carriers in connection with the absorption 
of the switching charges of connections. 

The matter will be touched on later in articles of this series 
that deal with reciprocal switching arrangements, industrial 
switching, and the regulation of switching. 


S‘Agent S. J. Henry, I. C. C. 175, Item No. 5, Note No. 4. 
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October 23, 1926 


OCEAN RATES AT HIGH LEVELS 
The Traffic World New York Bureau 


The market for full cargo and also berth rates in the last 
week has developed still greater strength, with new high records 
since the war. Vessels available for October loading are scarce, 
with the result that shippers have been forced to bid for space 
in the face of constant increases in the figures asked by owners. 
The highest prices paid to date from Montreal to the Continent 
was the fixture of the Norwegian steamer Hesperos for Antwerp 
or Rotterdam at 38 cents a 100 pounds, with an option to Ham- 
purg at 40 cents. Other grain fixtures have been for December 
loading from the Atlantic Range to the Mediterranean at 32 
cents and for November loading from Montreal to Antwerp or 
Rotterdam at 31 cents. A coal vessel has been fixed in the 
London market for the U. S. traffic at $8.75 a ton to the United 
Kingdom, the highest figure yet reported. 


Activity in grain has been carried as far forward as March 
from New York to Bremen. Among the current fixtures were 
the following: New York to Liverpool, 5s 6d for November; 
New York to Havre-Dunkirk, 27% cents for November-Decem- 
ber; New York to Antwerp, 21 cents for December; New York 
to Bremen, 25 cents for November and December; New York to 
Bremen, 19 cents for January and February, and 18 cents for 
March. 

Despite the activity in the grain trade, the coal traffic has 
overshadowed the rest of the market. Among the recent fix- 
tures in this business are the following: Atlantic range to Oslo, 
$8.42 for November loading; Atlantic range to Copenhagen, $7.75 
a ton for November; Atlantic range to South Norway, $8.75 for 
November; Hampton Roads to French Atlantic, $7.00 for No- 
vember; Hampton Roads to United Kingdom, 29s a ton for 
November. 

These are only a few of the scores of vessels fixed recently, 
but they are sufficient to show the trend. Rates have already 
passed the highest marks predicted several weeks ago, and the 
fluctuations from day to day make it difficult to report condi- 
tions accurately. Meanwhile there is no definite indication of 
an end of the British coal strike, which would afford some re- 
lief. Regardless of the coal traffic, there is enough grain, cotton 
and lumber business in sight at present to furnish a strong de- 
mand for space for several months. In an effort to provide 
additional accommodation the Shipping Board is breaking out 
and reconditioning 30 to 40 vessels from its idle fleets at New 
York and Norfolk. 


Some freight brokers are issuing warnings against develop- 
ment of panicky conditions among shippers and are advising 
them not to scramble for vessels. On this subject M. D. Moore 
says in the weekly market letter: “November has had a sharp 
advance and should be due for a pause. It has been too fast to 
be healthy. A lot of undisclosed tonnage can get back to this 
side for November loading that won’t all be wanted for coal. 
Tonnage has been so concentrated in the Atlantic coal business 
that the rest of the markets have suffered a scarcity. These 
markets will immediately take up some of the slack, but will 
certainly be satisfied with far less tonnage than becomes avail- 
able with the end of the coal movement to the United Kingdom.” 

The Mediterranean steamship lines have announced an in- 
crease of about 15 per cent in freight rates to Marseilles, effec- 
tive November 1, for the reason that current tariffs are too low 
to meet actual costs of operation to that port. 


The new rate schedules of the River Plate and Brazil con- 


. ferences for the first six months of 1927 show an increase of 


approximately 10 per cent. The River Plate class rates, effec- 
tive from January 1 through June 30, will be as follows, the 
classification of items remaining unchanged: ; 


Steamers 
A B 
MU al i eh Ae a8 a 5 lea oda a herigsGravenenaiortnare var mlensie eee $22.00 $20.00 
MNS Bi som Schavs banc Grgucserealciaseceswiaterelel csdtotenesers Meerclaleiecata ta eieleiaene 19.00 17.00 
oo es ey et ete et es Pe 16.00 14.50 
MIE og Bt aac nce. or Spernedeyatoy ec araiie lo mi¥erw al ease ea Oaeke to eer aG 13.50 12.00 
asc cccarescinln oSu caret eines Sisienw sobala ie accanemleren 11.00 10.00 


Special commodity rates are to be revised as follows: 





Steamers 

: A B 
ASP Culepal AGNES. oss 6 55.550 See db caewicslsicoesinee $12.00 $11.00 

(Barrels, empty, take fifth class rate.) 
Bottle caps, cardboard and pulpboard..............+ 14.00 12.50 
. (Drums, iron, take fifth class rate.) 
Oils, lubricating, including greases and wax.......... 12.00 11.00 
Paper, flat, writing, waxed and glazed.............. 13.00 11.50 
Paper, printing, wrapping, book, coated, covered 

OOGUI o nok og Cate his © Sais slo's cane cies Sumi ealee econ 2.00 10.80 
cg ERIE ROR OOS eee eet ee eek 12.00 10.80 
SODOP, Wik liner WAIIIRE sc. «a5 0:4 450)sc.siei oe sole uloumreebateteis 16.00 14.50 
RAGE, Cette Sl, WON aoe: o:u;0 aie 0.oiniceo.ewea ves sesies 11.00 10.00 

Per, bags, building, confetti, crepe, envelope, fancy, 

decorative, labels, napkins, roofing, sand, shell, _ 

straw, streamers, tags, tissue and n. 0. S......... 15.00 13.50 
Paper, fly and photograph : 22.00 20.00 
SR 2 WM el Me LG, 5, ished esti sree AY sto h sintd eer ; 11.00 
hooks and staves, barrel 9.00 
Soda, bicarbonate, weight 9.00 
oda, caustic, weight .............-. 8.00 
Sn SS as oe Set Lh Leila Uden gb ea ealae x 9.00 
Tobacco leaf, domestic, per 100 pounds............... 1.35 1.20 
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Turpentine, cases, Montevideo and La Plate, $1; Buenos Aires, 
$1.25; Campania, Ibucy, Rosario, Santa Fe and Port Madryn, $1.15: 
binder twine, per cubic foot, 28 cents on A steamers and 25 cents 
on B steamers. 


The Brazil conference will continue the present class rates 
without change from January 1 until June 30. In commodity 
rates the only changes are in the iron and steel schedules. 
Sheets and tinplate, which have been classed as an exception at 
a special rate, have been restored to group 1 of the iron and 
steel articles at the regular rate of $7.70 on A steamers and $7 
on B steamers to Rio de Janeiro and $8.80 and $8 respectively, 
to Santos, on weight basis. 

A closed rate has been adopted on lumber on the basis of 
1,000 feet, measurement, of $20, A steamers and $18, B steamers 
to Rio de Janeiro and $21 and $19 respectively, to Santos. Dif- 
ferentials on lumber to other ports will be double the ton rate. 

The Kawasaki Kisen Kaisha, one of the leading Japanese 
steamship companies on the Pacific Coast, has announced a cut 
in its rates on silk amounting to 50 cents a bale, from $4.50 to 
$4.00. This move is believed to be a determined effort to break 
the hold.of American and Canadian steamship lines on this im- 
portant traffic. New York officials of the latter companies fear 
a rate war will be precipitated, though the Japanese vessels are 
several days slower in the delivery of the freight than their 
American and Canadian competitors. 

The Pennsylvania and Reading railroads have announced 
that they will not accept shipments of bituminous coal from the 
mines unless the shippers can assure them that vessels have 
been chartered for the movement at tidewater, their loading 
dates and the quantities to be taken. It is explained that this 
procedure has been adopted to avoid congestion at Philadelphia 
such as has been reported at Hampton Roads. 

A new tariff of 35 cents a ton for discharging coal has been 
adopted at the Mystic Docks, Boston, and an extra charge is to 
be made when costs of handling exceed a certain figure. 


The increasing delays and consequently increased expenses 
which are being experienced by all vessels in the port of Buena- 
ventura, Col., due to the congestion there, have made it neces- 
sary for the steamship lines to consider an increase in Buena- 
ventura freight rates, or, as an alternative, the refusal of cargo 
for the port named until the congestion is to some extent cleaned 
up. 

It has been decided by the Conference of West Coast South 
America Steamship Lines in New York to increase from 25 per 
cent to 50 per cent the surcharge over current tariff rates, this 
increased surcharge to become effective on steamers dispatched 
from New York on or after November 1, 1926. Similar action 
has previously been taken by the European West Cost of South 
America Conference. 


The situation at the Custom House in connection with the 
failure of many shippers to lodge their declarations has now 
become so acute that drastic action has been forced, according 
to an announcement from the Panama Railroad Steamship Com- 
pany. 

Under the law the shipper’s declarations are supposed to 
be surrendered by the steamship line when the ship clears; un- 
der a generous interpretation the steamship line is actually al- 
lowed a margin of four days. Some shippers, doubtless failing 
to realize the facts, require several days, and even weeks before 
surrendering their declarations. Meanwhile, the steamship com- 
pany is suffering from reprimands and penalties from the Cus- 
tom House and the necessity of posting bonds to guarantee the 
surrender of declarations by the delinquent shippers. 


The company announces that, “we are again asking our 
shippers to co-operate by letting us have their declarations 
within three days after each steamer sails. From those ship- 
pers who fail to do so we shall be obliged to insist upon the 
surrender of Declaration before Bills of Lading will be signed.” 

American purchasers of merchandise in France for resale in 
the United States by taking the necessary preliminary steps 
may obtain a reduction in the price of goods purchased for ship- 
ment to this country. According to a regulation enacted this 
summer by the French authorities, French sellers of merchan- 
dise designated for exportation are relieved from the payment 
of certain taxes which would be collected if the merchandise 
were for consumption in France. It is necessary, however, for 
the buyer to present to the seller a certificate that the purchases 
in question are for exportation to a foreign country, the United 
States, for example. 


The French Consulate in this city has made an arrangement 
with the Merchants’ Association of New York, whereby, if cer- 
tain conditions are complied with, the association. will approve 
applications for buyers’ permits authorizing the tax exemption 
referred to. 


Buyers going to France should obtain from the French Con- 
sulate copies of the form to which they must subscribe. This 
must be signed before a notary and presented to the Merchants’ 
Association for certification. According to the arrangements 
between the French Consulate and the Merchants’ Association, 
only applications presented by individuals or organizations not 
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listed in the New York telephone directory as having a place of 
business in this city will be certified. © 

The tax exemption referred to is applicable primarily to 
luxury goods and ranges from three to twelve per cent, a saving 
sufficiently important to warrant the steps necessary to secure 
this reduction before the prospective purchaser leaves the United 
States. 

Shippers of roofing and other building materials for delivery 
at Miami have been asked by the Clyde Line to notify its offices 
before shipping unlimited quantities of these materials in order 
to avoid congestion at piers and terminals. 


REGULATION OF PORT CHARGES, ETC. 


Regulation of tidewater terminal charges by the Interstate 
Commerce Commission or the Shipping Board was urged by 
President Dalton, of the Fleet Corporation, in an address, Octo- 
ber 20, at Norfolk, Va., before the American Association of 
Port Authorities. 

“I am of the opinion that one of the most important factors 
that should be considered in connection with the new merchant 
marine program is a plan for the establishment of federal regu- 
latory control over the tidewater terminals, public docks, 
wharves, storage and handling facilities, connected with these 
terminals, at all of our principal ports,” said President Dalton. 
Continuing, he said, in part: 





The Interstate Commerce Commission has exercised regulatory 
control over all railway, inland, and coastwise transportation 
activities, including regulation of rates charged by all interstate 
commerce carriers. 

United States Shipping Board exercises a certain degree of 
control over our merchant shipping, although not to the extent 
of rate making or rate fixing. At several of our ports the war- 
time terminals have been transferred to the Shipping Board and 
have been either operated by the board or leased to private parties 
for operation, the general control remaining, however, in the 
hands of the Shipping Board. A survey of the terminal facilities 
at the various ports indicates a wide variation in the methods 
of fixing terminal charges, port dues and other expenses that 
must be borne by the shipowner and shipper. In some of our 
important ports, wharves, docks and terminal facilities are owned 
by the railways, by the municipality, and by private interests. 
General regulatory control over all of these terminal facilities is 
usually assumed by the municipality in which they are located. 
There is often no standardization, however, with respect to rates 
and charges at the different ports in the same geographic area 
and more or less closely related. Where the terminal facilities 
are owned by the railways certain terminal charges are usually 
absorbed in the through or line haul rate. 

These tidewater terminals are necessarily an integral part 
of our national transportation system and are vitally important 
as the link between the domestic and the overseas transport sys- 
tem. It would appear that there should be some central govern- 
mental control established so as to equalize and standardize 
terminal charges, and particularly the port charges, if the public 
is to be protected in this respect to the same degree that they are 
protected by the regulation of rates by inland carriers through 
the Interstate Commerce Commission. 

Briefly there should be a distinct separation of the three most 
important factors that affect the cost of transportation of our im- 
ports and exports—the inland rate to tidewater, the tidewater 
terminal charges, and the overseas rate. 

The first item is now definitely fixed by the Interstate Com- 
merce Commission. The second item should either be fixed by the 
Interstate Commerce Commission, or by the same governmental 
agency that exercises general supervision over our merchant 
marine activities and that already has under its control certain 
government-owned terminal facilities at important ports, the 
United States Shipping Board. The overseas rate can never be 
definitely controlled or fixed, as supply and demand and foreign 
competition are always such varying factors that rates will natur- 
ally fluctuate as these influences are greater or smaller. 

The cost of our terminal charges in many instances is exces- 
sive and entirely out of proportion to the line-haul rate and the 
overseas rate, considering the character of the service actually 
rendered. Many of the private terminal companies are seriously 
handicapped by the method of permitting railways to absorb 
terminal costs in the line haul rate, and even some railways 
do the terminal handling at a loss simply to hold their own in 
the through competitive traffic. 


MERCHANT MARINE NEEDS 


A “practical” remedy must be provided for the meeting of 
difficulties of ship operation under the American flag and ex- 
pressions of policy will not promote and maintain an American 
merchant marine, says the National Merchant Marine Associa- 
tion in a statement referring to declarations by President Dalton, 
of the Fleet Corporation, in favor of reaffirmation by Congress 
of the merchant marine policy expressed in the merchant marine 
act. The association also says that building of new ships, with 
the aid of the government, as urged by President Dalton, would 
not permanently solve the problem, because no “private concern 
can affoffrd to build or purchase vessels that cannot be operated 
in competition with foreign flag steamers.” In its statement the 
association said: 


Recent press reports indicate that General Dalton, president 
of the Emergency Fleet Corporation, deems it expedient for Congress 
to reaffirm the policy that the United States must have a merchant 
marine commensurate with its overseas trade and to provide ap- 
propriations from which new ships may be built that are to be de- 
signed for particular trades. An article in a recent issue of a 
marine periodical of wide circulation states: “That for more than 
60 years the American merchant marine problem has been a foot- 


ball of politics and a solution is no nearer today than it was 35 
years ago.”’ 





TRAFFIC WORLD 











Vol. XXXVIII, No. 17 





Such statements tend to create an impression that the affirma- 
tion by Congress in the merchant marine act of 1920 was idle 
prattle, a mere gesture; and so far as any effectuation of that 
policy is concerned, such impressions may be warranted. Certainly 
it has not caused the American investing public to become interested 
in merchant shipping, but expressions of policy wi.l not promote 
and maintain an American merchant marine. What is needed at the 
present time is not a reaffiirmation of a policy, but the putting 
into effect of some practical plan to carry out a purpose which 
was announced in 1920, but which has not had much kick behind it. 

Coupled with the expression of policy in the merchant marine 
act were several provision designed to make the operation of 
vessels under the American flag possible, but unfortunately those 
sections have never been given effect. It is true the plans sug- 
gested met with considerable opposition from various sources, but 
the significant thing is that they, like every other plan that has 
been enacted or suggested during the past fifty years to encourage 
American shipping, for one reason or another never became ef- 
fective. 

To provide impractical, ineffective plans, or plans that will not 
be enforced, is as bad as providing no plans at all. 

It is true some new vessels of particular types are required 
to round out our fleet of merchant vessels, but even if Congress 
were to provide them that alone would not solve our shipping 
problems. It might afford temporary relief but it would have no 
permanent value, as no private concern can afford to build or pur- 
chase vessels that cannot be operated in competition with foreign 
flag steamers. 

Temporarily aiding shipping might prove more harmful 
beneficial. If our shipping problems are to be solved, the basic 
difficulties of ship operators under the American flag must be 
determined and a practical remedy provided. This remedy must be 
tonic rather than stimulative in order to encourage the desired per- 
manent growth and expansion, 9f our merchant shipping. 

American investors have too often been burned with shipping 
securities to easily be misled with temporary, ineffective and im- 
practical plans of promoting American shipping. Had some plan for 
aiding shipping been evolved at the time the merchant marine act 
became a law, it would be unnecessary at this time to talk of the 
government providing new ships adapted to particular trades. The 
experience of private operation would have dictated the necessity 
for such new tonnage and would also have informed them what types 
of vessels were best adapted for each particular trade and during 
the six years since the enactment of that act private shipping 
— would have been able to make provision to meet these 
needs. 

As it eventuated, the most potential nucleus of an American 
merchant marine (our war time fleet of merchant vessels), has for 
the most part become obsolete and useless, without affording the 
United States the entry it should have into merchant shipping. Over 
three million tons of our war time fleet of steel vessels are today 
tied up and the cost of fitting them for service demonstrates that 
a large percentage of these vessels will never leave the ‘‘bone-yard.” 

If this country is serious in its desire to have a merchant marine 
upder the American flag, we must find some plan of making opera- 
tion possible, and then enforce that plan as a nation. Not only must 
this be done, but it must be done without further delay. 

Unless the present inquiry being conducted by the _ shipping 
board does result in some such plan being evolved, the inevitable 
result will be that our merchant marine will soon assume the same 
inefficient, inconsequential status it occupied before the world war. 
Our foreign commerce will be carried by our competitors, who will 
control the markets of the world; our naval vessels will be supplied 
with coal and the munitions of war by foreign vessels—if at all— 
and our troops will again be carried to foreign countries in foreign 
vessels in times of national emergency. 

Certainly the time has come for putting into effect a plan of 
promoting shipping under the stars and stripes. We cannot obtain 
sound advice from our competitors on the seas. We must solve the 
*problem ourselves and not be too sensitive about it. If we abide 
by the wishes of our competitors, then the fellow who wrote the 
article about the United States shipping problems having been a 
‘“*football,’’ ete., knew whereof he spoke. 


than 


INTERCOASTAL RATE CASE 


Intercoastal steamship lines will be required to file with the 
Shipping Board tariffs showing the maximum rates “in fact 
currently held out” by them if a proposed resolution, which was 
considered by the board at a meeting, October 19, is adopted. 
The resolution was drafted to give effect to proposed findings 
of the board as the result of its investigation of the maximum 
rates filed by intercoastal carriers with the board. The rates 
on file are much higher than the rates actually charged. The 
investigation was for the purpose of determining what Congress 
meant when it said the shipping lines should file maximum 
rates. The proposed resolution, it was explained, had been 
prepared under the direction of former Commissioner Walsh. 
His successor, Commissioner Smith, it was explained, wished 
time in which to go over the matter before final action was 
taken by the board. 


U. 8. FOREIGN COMMERCE 


The water-borne foreign commerce of the United States in 
the second quarter of 1926 reached a total of 24,280,000 cargo 
tons, an advance of 3,300,000 tons over the preceding quarter 
and 750,000 tons above the total in the second quarter of 1925, 
according to the Bureau of Research of the Shipping Board. 

The import movement in this quarter, of 10,725,000 tons, wae 
190,000 tons greater than in the first quarter, but 50,000 tons less 
than that of the second quarter 1925. 

The export total of the second quarter 1926, 13,550,000 tons, 
is 3,210,000 tons greater than in the quarter immediately Pre 
ceding, and an increase of 800,000 tons over the export total 
in the second quarter of 1925. 

In comparison with their activities in the second quarter of 
1925 Atlantic coast foreign trade shows a decrease in the second 
quarter of 1926 of 233,700 tons, this change being due to a de 
cline of 446,300 tons in exports and an increase of 212,600 tons 
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in imports. The Atlantic coast totals in the second quarter 
1926 were, imports 6,811,300 tons, and exports 5,546,000 tons. 

The Gulf coast totals in the second quarter of 1926 were, im- 
ports 2,137,600 tons, and exports 2,867,700 tons. Import and 
export tonnages in the same period of 1925 were greater by 
136,400 tons and 396,100 tons, respectively. 

The Pacific coast shows an increase in 1926 of over 1,000,000 
tons in export cargo tonnage and total, with a decrease of less 
than 10,000 tons in import cargoes. 

The second quarter 1926 Great Lakes traffic of 3,360,000 
ions is an increase of approximately 517,000 tons over the same 
period in 1925. The 1926 export tonnage of 2,250,000 tons is 
635,000 tons above the 1925 export, and the import total of 
1,112,000 tons is 128,000 tons less than the 1925 import total. 

American vessels, in the eight months ended with August, 
carried 33.2 per cent, by value, of the domestic exports of the 
United States, as compared with 34.7 per cent in the eight 
months ended with August, 1925, and 30.7 per cent, by value, 
of the imports of the United States, as compared with 32.1 
per cent in the eight months ended with August, 1925, according 
to the monthly summary of foreign commerce issued by the 
Department of Commerce. 

In the month of August, American vessels carried 31.4 per 
cent, by value, of domestic exports and 33.3 per cent of imports, 
as compared with 34.2 per cent and 32.7 per cent, respectively, 
in August, 1925. 





DECLINE IN WORLD SHIPBUILDING 


Shipbuilding for the entire world now aggregates only 
1,850,000 gross tons of merchant vessels, a drop of more than 
350,000 tons from the total of a year ago, according to an 
analysis made by the transportation division of the Department 
of Commerce. This makes an unbroken series of decreases, ex- 
tending over more than two years, or since June 30, 1924, 
when the total of shipping under construction was 2,616,000 tons. 
The present figure also represents a decline of nearly 1,313,000 
gross tons from the pre-war status, the aggregate at the end of 
June, 1914, being about 3,163,000 tons. Continuing, the division 
says: 


During the past quarter the decline was a general one, the 
Netherlands being the only country for which an increase in ton- 
nage building is reported. Work commenced in the United States dur- 
ing the third quarter of 1926 amounted to 119,723 tons, compared with 
133,268 tons in the second quarter; in the United Kingdom, 774,797 
tons, compared with 841,338 tons three months earlier; and in all 
other countries, 956,177 tons, as against 996,081 tons in the preceding 
quarter. 

The sharp decline in the work of the shipyards of Great Britain 
and Ireland is accentuated by the fact that suspensions of work 
have been ordered on 107,498 gross tons of building contracted for, 
reducing the total of construction actually under way in those coun- 
tries to 667,000 tons. This compares with a prewar total of 1,722,000 
tons, and of 1,009,000 tons at this time last year. The shipyards of 
the United States are also under their prewar figure of 148,000 tons, 
but show a gain from their position of a year ago when they were 
constructing only 70,000 tons. All other maritime countries show 
a decrease of 336,000 tons from the prewar total of 1,292,000 tons, and 
. "aa of nearly 172,000 tons from their aggregate on September 
ov, LdZo, 5 

The reported expansion of shipbuilding in the Netherlands has 
caused some change in the relative ranking of the principal mari- 
time countries. Great Britain and Ireland still lead, with 774,797 tons, 
followed by Italy, with 278,764 tons. The Netherlands, however, has 
advanced from third to fifth place, with 160,601 tons, France is 
fourth with 134,985 tons, Germany fifth with 127,321 tons, and the 
United States remains in sixth place with 119,723 tons, only 8,000 tons 
less than Germany, compared with 15,000 tons less at the end of the 
preceding quarter. 


TANKER BIDS ACCEPTED 


T. V. O’Connor, chairman of the Shipping Board, announced 
that the Shipping Board at its regular meeting, October 19, 
considered the bids received and opened on October 12 in re- 
sponse to advertisements inviting proposals for the purchase 
of the tanker Hoven only as a steamer; the tankers Cecil 
County and Hampton Roads as steamers, or for Diesel or Diesel 
electric conversion; and the tanker District of Columbia for 
Diesel electric conversion, and took the following action: 


Accepted bid of Beacon Oil Company for the purchase of the 
tanker Hoven as a steamer for the sum of $683,000. 

Accepted bids of Oil Transport Company for the purchase of 
the tankers Cecil County and Hampton Roads as steamers for 
the sums of $489,600 and $550,800, respectively. 

‘ Accepted bid of the Standard Oil Company of California for 
ae purchase of the tanker District of Columbia for Diesel electric 
conversion for the sum of $174,762.50. 


The high bids were accepted in each instance. 


(See Traffic 
World, Oct. 16, p. 874.) 


BOARD VESSELS CARRY COTTON 


President Dalton, of the Fleet Corporation, has announced 
that, according to statistics, the total exports of cotton from all 
eta of the United States in September amounted to 794,000 
ales, and that Shipping Board vessels handled from south At- 
antic and Gulf ports in September 335,000 bales or approxi- 
mately 42 per cent of the total. 

ia A committee representing over 90 per cent of the cotton 
“‘ippers and producers in the United States appeared at the 
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Shipping Board, October 19, at the instance of Secretary Hoover 
and Secretary Jardine. They were accompanied by Eugene 
Meyer, of the War Finance Corporation, and urged upon the 
board the necessity for ships to carry cotton out of the Gulf 
in view of the present cotton crisis and the shortage of ships 
with which to carry export cotton. 

Chairman ©’Connor assured the committee that the board 
had recently directed that sufficient ships be immediately put 
in service to move this cotton and that additional ships had 
already been put into service. 


SHIPS, FOR APPLES, COTTON, ETC. 


Exporters of apples, cotton, tobacco and other commodities 
through Norfolk, Va., have obtained assurances from President 
Dalton, of the Fleet Corporation, that at least two additional 
vessels will be assigned to carry cargoes from that port as soon 
as possible and that two more ships will be provided if neces- 
sary. The exporters, headed by Senator Swanson and Repre- 
sentative Deal, of Virginia, called on President Dalton October 
15 and emphasized particularly the necessity for having addi- 
tional cargo space for the shipment of Virginia apples to United 
Kingdom and north European ports. The British coal strike 
has diverted from the usual channels of trade many steamers 
that are now engaged in carrying coal from the United States. 


WATER RATES ON LEATHER, L. C. L. 


The Shipping Board, in formal docket No. 28, Eagle-Ottawa 
Leather Co. vs. Goodrich Transit Company, mimeographed, has 
found less-than-carload rates on leather from Muskegon and 
Grand Haven, Mich., to Chicago, unjust and unreasonable, 
awarded reparation and ordered new rates to be established, 
not later than November 1, upon one day’s notice. The rates 
to be established are not to exceed 56 cents from Muskegon 
and 51 cents from Grand Haven. They are to be maximum 
rates. They are also to include marine insurance. 

The complaint, filed under section 22 of the shipping act, 
alleged rates of 64.5 cents on May 20, 1924, 61.5 cents to Sep- 
tember 10, 1925, and 60 cents thereafter from Muskegon; 61.5 
cents to September 10, 1925, and 60 cents thereafter, from Grand 
Haven, subjected the complainant to undue and unreasonable 
prejudice and disadvantage in violation of section 16 and were 
unjust and unreasonable in violation of section 18. The com- 
plaint, as drawn, also included rates from Montague but the 
complaint was modified at the hearing upon a showing that 
practically none of the complainant’s shipments moved from 
that point. The rates attacked were class rates applicable on 
leather, n. o. b. n., class 2, Official Clssification. 

The rates under attack were compared with lower com- 
modity rates on similar traffic from Holland, Mich., Manitowoc, 
Wis., Sheboygan and Milwaukee. The comparisons showed ton- 
mile earnings on the class rates from Grand Haven and Mus- 
kegon much higher than on the commodity rates from the other 
points, except from Holland. The Goodrich company contended 
that the rates were in all respects reasonable in view of the 
value and the cost of service. It said the rates from Sheboygan- 
Milwaukee were established to obtain leather for transportation 
which ordinarily moved by rail. 


GRAIN ON BOARD VESSELS 


President Dalton, of the Fleet Corporation, announced, 
October 18, that, in the three months ended with September, 
272,000 tons of grain and flour had moved out of Gulf ports on 
Shipping Board vessels. By months the movement was as fol- 


lows: July, 118,628 tons; August, 75,250 tons; and September, 
78,122 tons. 


PARCEL POST REGULATIONS 


W. Irving Glover, second assistant Postmaster General, has 
issued the following: 


Pursuant to an agreement between this department and the postal 
administration of French Guiana, effective November 1, 1926, senders 
of parcels exchanged between the United States and French Guiana 
will have the option of attaching a single customs declaration to only 
one parcel comprised in a shipment consisting of any number of 
parcels mailed simultaneously by the same sender to the same ad- 
dressee at one address. 

Under this arrangement each parcel in a shipment should be 
clearly marked with a fractional number, the numerator of which 
will indicate, in Arabic figures, the number of the parcel, and the 
denominator the number of parcels comprising the shipment. For 
example, if a_ single shipment were composed of 15 parcels, each 
would be numbered, respectively, 1-15, 2-15, 3-15, ete. 

The customs declaration should be securely attached to one of the 
parcels, inasmuch as, in the event that the single customs declara- 
tion was lost, advice as to the entire shipment would be unavailable, 
except by means of the consular invoice, which is used only when 
the value of the entire shipment exceeds 100 francs ($19.30). 

The total number of parcels comprised in the shipment should also 
be invariably indicated on the customs declaration. 

Postmasters will please cause due notice of the foregoing to be 
taken at their offices. 


The postal administration of Peru has advised that, effective at 
once, radiotelephone apparatus and materials will be admitted im- 
portation into that country through the mails. 

In view of the circumstances cited, the item ‘‘Peru,’’ appearing 
on pages 219, 303, and 304 of the annual Postal Guide for 1926, should 
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be modified by eliminating the paragraph pertaining to radiotelephone 
upparatus, 

initormation has been received that, effective at once, articles of 
luxury wil be permitted inmportation into Greece in the regular 
and parcei-post malls. 

Ine item ‘‘Greece” appearing on pages 212, 287, and 288 of the 
annual Postal Guiue for 1926 is modified by eliminating the para- 
graphs beginning with the words ‘‘cnocoiate in any torm” and ending 
with the words “with or without lace or emproidery.’’ 


. 


Effective at once the following transit rates will apply with re- 
spect to parcei-post packages adauressed tor uellvery in Mesopotamia 
(uraq): 1 to 3 pounus, 78 cents; 4 to 7 pounds, $1.14; 8 to 11 pounas, 
$1.44, 

The postage and transit charges must be prepaid by 
stamps altixeda to the parceis at time of mailing. 

‘the above modifies the transit rates shown under the items ‘“‘Iraq 
(see Mesopotamia)’’ on page 249 and “Mesopotamia (Iraq) including 
Kuwait (howeit)’’ on page 253 of the annual Postal Guide for 1926. 

kitective at once the following transit rates will apply with respect 
io parcel-post packages addressed for delivery in Beigian Congo (via 
Kingiand), Katanga rrovidence only (via Beira): 1 to 3 pounus, $1.08; 
4 to ¢ pounds, $1.92; 8 to 11 pounds, $2.58. ; 

The postage and transit charges must be prepaid by postage 
stamps atmxed to the parcels at time of mailing. 

‘the above mouifies the transit rates snown under the item 
“Belgian Congo (via Kngland), Katanga Province only (via Beira),” 
on page 241 of the annual fostal Guiae for 1926. 

kittective at once, the following transit rates will apply with re- 
spect to parcel-post packages addressed for delivery in_frortuguese 
Kast Airica (Mozambique): 1 to 3 pounds, 60 cents; 4 to 7 pounds, 96 
cents; 8 to 11 pounds, $1.20. 

The postage and transit charges must be prepaid by postage 
stamps aftixeu to the parcels at time of mailing. 

‘the above modifies the transit rates appearing under the items 
“Mozambique” on page 254, and “Portuguese last Africa (Mo- 
zambique)”’ on page 257 of the annual Postal Guide for 1926. 

Effective at once, articles (registered and unregistered) in the 
regular mails (letters, “post cards, printed matter, commercial pa- 
pers, and samples) addressea for delivery in Switzerland will be 
given the benefit of special delivery service when prepaid 20 cents, 
in addition to the reguiar postage, by United States special delivery 
or other stamps affixed to each article. 

‘he envelopes or covers of articles intended for special delivery 
in Switzerland should have affixed labels reading “Expres (special 
delivery).’’ However, until a supply of the said lapels can be secured 
from the Fourth Assistant Postmaster General, Division of Equipment 
and Supplies, the articles should in all cases be marked in red ink 
“Expres” directly below but never on the stamps. 

Effective November 1, 1926, dutiable articles will be prohibited 
importation into Greece in the letter mails from this country. Ac- 
cordingly, effective on the said date, ‘‘Greece’’ should be eliminated 
from the list in section 28 on page 205 of the July, 1926, Postal Guide, 
and inserted in the list in section 29 on page 206. 


postage 


NO MERGER IN PROSPECT 


The present intention of the Fleet Corporation is not to 
recommend a consolidation of the America France Line, operated 
by the Cosmopolitan Shipping Company, and the American Dia- 
mond Lines, operated by the Black Diamond Steamship Cor- 
poration, President Dalton said, October 18. Proposals to merge 
the two lines have been before the Shipping Board from time 
to time. Representatives of several foreign lines that compete 
with the two Shipping Board lines in the north Atlantic have 
made suggestions that an agreement be reached as to division 
of cargo between them and the board’s lines, the president said. 


MORE SHIPS ORDERED IN SERVICE 


A total of 33 ships have been ordered into service to meet 
the demand for additional tonnage, President Dalton, of the 
Fleet Corporation, said, October 18. He expects that the total 
may reach 50 before the existing demands have been met. These 
ships have been taken from the laid-up fleet of Shipping Board 
vessels and are in addition to the regular fleet of several hun- 
dred vessels operated ‘by the government. 


QUEEN MARIE ON LEVIATHAN 


President Dalton, of the Fleet Corporation, said, October 18, 
that the Leviathan, on the voyage which ended that day in New 
York with Queen Marie of Roumania as the guest of the Fleet 
Corporation, carried 334 more passengers than on the correspond- 
ing voyage last year. The Queen has been invited to return to 
Europe on the Leviathan. 


VANCOUVER SHIPPING INCREASING 


Vancouver shipping showed an increase of 1,461,504 gross 
tons in the first six months of 1926 as compared with the cor- 
responding period of 1925, according to a report from Vice-Consul 
Frederick S. Weaver, Vancouver, made public by the Department 
of Commerce. Local imports in the period this year totaled 1,743,- 
085 tons, as compared with 1,290,554 tons for the first half of 1925, 
while foreign imports increased from 465,363 tons to 535,327 
tons. The number of vessels entering the port was 753. A 
comparison of sailings for the two periods are as follows, the 
first figures being for 1926: Local coastwise, 8,069 and 7,993; 
foreign coastwise, 715 and 176; deep-sea, 547 and 409. The for- 
eign coastwise increase is due to the fact that ships on the 
triangle run between Victoria, Seattle and Vancouver are in- 
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cluded in this class instead of local coastwise as formerly. 
Coastwise exports this year amounted to 307,891 tons, as com- 
pared with 229,639 tons last year; foreign shipments were 1,662,- 
485 tons and 753,828 tons, respectively. 


CANADIAN CAR LOADING 


Car loadings for the week ended October 9 showed an in- 
crease over the previous week of 788 cars, practically all in 
the eastern division. Grain increased by 1,118 cars, being the 
heaviest so far this year; merchandise was heavier by 425 cars; 
pulp and paper by 275 cars. Decreases were shown in live stock 
coke, lumber, other forest products and miscellaneous freight. 

Compared with the corresponding week in 1925, total load- 
ings increased 4,687 cars. The increase in grain loading was 
903 cars; coal, 1,257 cars; and merchandise, 2,638 cars. Live 
stock decreased 1,208 cars, and lumber 17 cars, but all other 
commodities showed increases. 


CARS OF REVENUE FREIGHT LOADED ON CANADIAN 
RAILWAYS 


EASTERN CANADA 


-—For the Week Ended 
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CANADIAN RAIL TRAFFIC 


Railway traffic continued to decline the last two weeks of 
September in Canada, as compared with the corresponding period 
last year, but the decline was small. For September the 108s 
was 2,621 cars, altogether western grain. Excluding grain and 
its products, there was a substantial betterment in traffic in the 
month, as compared with 1925, amounting to 14,922 cars. There 
was a drop in western grain loadings of 17,723 cars, due to late 
harvesting operations. 
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The heaviest flow of grain from the west always comes in 
November, and October always runs well ahead of September. 
Last year 306,194 carloads were hauled in November, mainly of 
western grain. That was the heaviest traffic month since the 
records began to be kept. 





CANADIAN MERCHANT MARINE 


It is announced by the management of the Canadian Gov- 
ernment Merchant Marine, Limited, that the business of the 
company for the first nine months of 1926 shows an operating 
profit of $77,225, whereas, for the same period in 1925 there 
was an operating loss of $816,114. A comparison of the two 
periods indicates an improvement, in so far as 1926 is concerned, 
of $893,340 in the operation of the fleet, which is now composed 
of 48 vessels. 

The statement points out that a betterment in the operating 
returns of the fleet has been consistently shown month by 
month in the present year, which is explained as being the re- 
sult of heavier tonnage carried in the different services operated, 
and the fact that further economies in the operation of the 
fleet have been made. The official statement says: 


It is the impression of the management that the increased ton- 
nage carried is at once an indication of a greater degree of support 
and cooperation extended to the company by Canadian exporters 
and importers, who are realizing more and more the advantages 
of the government owned fleet, and the efforts which are being put 
forward in connection with its operation to further the interests of 
Canadian trade. 


While the past five years have been very difficult ones for world 
shipping, the operation of the government steamers has shown a con- 
sistent improvement from year to year, as will be indicated by a com- 
parison of the following figures: 


1922 operating loss, $2,384,186; 1923 operating loss, $1,864,293; 1924 
operating loss, $1,440,880, and 1925 operating loss, $948.053. 


The report points out that, in 1922, the operating ratio was 
124.56, which was reduced in 1925 to 109.60, and for the first 
nine months of this year is 99.06. The company anticipates 
that it will complete the year without an operating loss and 
may even have a small profit. 


CANADIAN RAIL EARNINGS 


Traffic earnings of the Canadian Pacific for the week ended 
October 7 were $4,660,000, a decrease, compared with the cor- 
responding period last year, of $117,000. Earnings of the Cana- 
dian National for the same period were $5,889,744, an increase 
of $101,131. 





GRAIN TARIFF AMENDMENT 


The Canadian Board of Railway Commissioners has issued 
an order directing the Canadian National and Canadian Pacific 
railways to amend tariffs, not later than November 15, 1926, 
establishing rates on wheat, oats, barley, rye, grain screenings 
and grain refuse, ex lake, for milling, malting, storage, or other 
treatment at interior milling points east of Port Arthur and re- 
shipment, on the following basis: 


A. To stop-off point at the current tariff rate, mileage or 
Specific, as the case may be. , 

. Reshipment of the grain, grain screenings, grain refuse, or 
Products thereof, to points in Canada east of Port Arthur, Ontario, 
to be based on the remainder of the through mileage rates where 
Same is applicable, computed on the actual through mileage (in- 
cluding out of direct line or back haul) point of origin to destination 
Via the stopoff point, plus stop-off charge of one (1) cent per 100 
pounds, except that the current rate to Montreal will be the maxi- 
mum rate to Montreal and intermediate points plus current stop-off 
and charge for haul out of direct run; or where through commodity 
rates are in effect at the remainder of the through ———, rate 
plus current stop-off and charge for haul out of direct run. xist- 
ing difference over Montreal rate to points north, east, and south 
of Montreal to be maintained. 

_, ©. Reshipment of the flaxseed products, namely, linseed meal, 
oil cake, and oil cake meal, to points in Canada east of Port Arthur, 
Ontario, to be based on the remainder of the through mileage rate 
where same is applicable, computed on the actual through mileage 
(including out of direct line or back haul) point of origin to destina- 
tion via stop-off point, plus stop-off charge of one (1) cent per 100 Ibs., 
except that the maximum rate to Montreal and intermediate points 
wa be 38% cents per 100 pounds over the current rate on grain, etc., 
— point of origin to Montreal, plus current stop-off and charge 
or haul out of direct run; or where through specific commodity rates 
are in effect, at the remainder of the through commodity rate plus 
current stop-off and charge for haul out of direct run. 

_ Existing difference over Montreal rate to points north, east and 
south of Montreal to be maintained. 


LOW CANADA RATES EXPLAINED 


_Why Canadian railways, and especially the Canadian Pacific 
Railway, are able to give satisfactory results when passenger 
and freight rates, in the main, are less than those for similar 
Commodities in the United States and, in some cases, such as 
grain, lower by a substantial percentage, was explained to 
almost 1,000 members of the Investment Bankers’ Association of 
5 erica in convention at the Chateau Frontenac, Quebec, Oct. 
Paci E. W. Beatty, chairman and president of the Canadian 
___Mr. Beatty, whose speech dealt with the financial status 
» relation of the company to the Dominion of Canada, said 
at, although the rates of pay to employes in every branch 
© service and the cost of rails, fuel, and other material 
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required, were higher than in the case of railway lines in cor- 
responding territory in the United States, the achievement might 
be attributed primarily to a policy of keeping down fixed charges 
while extending rails into new productive territory and improv- 
ing the standard and efficiency of its property as revenue war- 
ranted, aided by the economies naturally attending the long 
haul of traffic over its own rails to its own terminals with none 
of the heavy tolls for handling, switching, and kindred services 
that other companies were required to bear, as well as the 
opportunity to make the maximum use of its own equipment 
with the consequent saving in the cost of car hire and the lesser 
amount required for general and traffic expenses as compared 
with any combination of competing lines to the south. 


PHILADELPHIA PERISHABLE TERMINAL 


The Philadelphia Perishable Products Terminal, Philadel- 
phia, a new station to be operated jointly by the Baltimore & 
Ohio and the Reading, will be opened November 1. Beginning 
on that date the citrus and deciduous fruit auction conducted 
on Baltimore & Ohio Pier 22, South Wharves, Philadelphia, 
will be transferred to the new Auction Sales Building, which is 
part of the new facilities. Besides the Auction Sales Building 
there will be a private sales building and cold storage ware- 
house (under construction), and a team delivery yard. The 
new terminal is in the heart of Philadelphia, between Delaware 
avenue and Weccacoe avenue, extending from Jackson street 
to Ritner street, an area of approximately 23 acres. It will 
be devoted exclusively to the handling of fruit, vegetables, dairy 
freight and other perishable freight. 


INLAND WATERWAY PRIZE PROPOSED 


A proposal to present an award to the individual or organ- 
ization that accomplishes the most in any one year toward im- 
proving inland water transportation was made at the recent 
meeting of the Ohio Valley Improvement Association by A. 
Fletcher Marsh, of Marsh and Truman Lumber Company, Chi- 
cago. He suggested that such an award be made an annual 
affair, presented by the executive committee of the organization, 
and proposed that he and his associates be allowed to furnish 
a cup for the purpose. It was indicated by the convention that 
the suggestion would be taken under consideration, and that, 
while it would not be possible to make such an award for 1926, 
it was hoped that it could be made in years thereafter. 


REVENUE FREIGHT LOADING 


Loading of revenue freight continues to be the greatest 
for this season of the year on record, according to reports filed 
by the carriers with the car service division of the American 
Railway Association. 


The total for the week ended October 9 was 1,184,862 cars. 
This was a decrease of 662 cars below the preceding week this 
year and only 2,149 cars below the greatest number of cars 
loaded in any one week, which was the week of September 18, 
the total having been 1,187,011 cars. This was also an increase 
of 78,826 cars over the corresponding week in 1925 as well as 
95,906 cars above the same week in 1924. 


The total for the week ended October 9 marked the twen- 


tieth week so far this year that loadings exceeded the million- 
car mark. 


Compared with the previous week, increases in the loading 
of coal, coke and live stock were reported, while slight de- 
creases were reported in the loading of all other commodities. 

Revenue freight loading the week ended October 9 and for 


the corresponding period of 1925 was reported as follows, by 
districts: 


Eastern district: Grain and grain products, 9,469 and 9,135; 
live stock, 3,309 and 3,614; coal, 54,104 and 31,334; coke, 3,340 
and 3,542; forest products, 5,375 and 5,176; ore, 4,572 and 4,314; 
merchandise, L. C. L., 79,095 and 75,333; miscellaneous, 109,883 and 
109,709; total, 1926, 269,147; 1925, 242,157; 1924, 246,163. 

Allegheny district: Grain and grain products, 3,214 and 3,363: 
live stock, 3,008 and 2,924; coal, 57,532 and 43,998; coke, 5,76 
and 5,909; forest products, 3,521 and 2,911; ore, 14,310 and 10,140; 
merchandise, L. C. L., 58,713 and 56,424; miscellaneous, 92,026 
and 88,081; total, 1926, 238,089; 1925, 213,750; 1924, 210,720. 

Pocahontas district: Grain and grain products, 313 and 220; 
live stock, 363 and 366; coal, 45,720 and 44,111; coke, 631 and 620; 
forest products, 1,826 and 1,681; ore, 107 and 71; merchandise, 
L. C. L., 7,383 and 7,464; miscellaneous, 6,355 and 5,439; total, 
1926, 62,698; 1925, 59,972; 1924, 53,719. 

Southern district: Grain and grain products, 3,740 and 4,080; 
live stock, 2,057 and 2,465; coal, 28,367 and 28,399; coke, 876 and 
897; forest products, 22,133 and 22,673; ore, 1,254 and 1,219; 
merchandise, L. C. L., 43,246 and 43,990; miscellaneous, 66,047 and 
62,448; total, 1926, 167,720; 1925, 166,171; 1924, 152,354. 

Northwestern district: Grain and grain products, 13,631 and 
12,725; live stock, 11,877 and 13,089; coal, 10,521 and 9,753; coke, 
1,979 and 1,350; forest products, 18,192 and 18,503; ore, 45.618 and 
32,171; merchandise, -L. C. L., 34,500 and 33,676; miscellaneous, 
47,480 and 46,252; total, 1926, 183,798; 1925, 167,519; 1924, 164,094. 

Central Western district: Grain and grain products, 13.375 and 
9,652; live stock, 16,244 and 18,089; coal, 19,525 and 20,992; coke, 
464 and 284; forest products, 11,288 and 11,472; ore, 3,581 and 
3,688: merchandise, L. C. L., 36,108 and 36,676; miscellaneous, 72,969 
and 70,195; total, 1926, 173,504; 1925, 171,048; 1924, 183,786. 

Southwestern district: Grain and grain products, 5,184 and 


4,128; live stock, 4,021 and 4,069; coal, 7,030 and 6,062; coke, 241 
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and 223; forest products, 8,899 and 8,617: ore, 477 and 403; mer- 
echandise, L. C. L., 17,803 and 17,656; miscellaneous, 46,251 and 
44,261; total, 1926, 89,906; 1925, 85,419; 1924, 78,120 

Total, all roads: Grain and grain products, 48,926 and 43,303; 
live stock, 40,879 and 44,616; coal, 222,799 and 184,649; coke, 13,296 
and 12,825; forest products, 71,184 and 71,033; ore, 69,919 and 
52,006; merchandise, L. C. L., 276,848 and 271,219; miscellaneous, 
441,011 and 426,385; total, 1926, 1,184,862; 1925, 1,106,036; 1924, 
1,088,956. * 


Loading of revenue freight this year compared with the two 
previous years follows: 


1926 1925 1924 

Five weeks in January.......... 4,432,010 4,456,949 4,294,270 
Four weeks in February........ 3,676,449 3,623,047 3,631,819 
Four weeks in March.......::<% 3,877,139 3,702,413 3,661,922 
Pour weens in April...........-. 3,795,837 3,726,830 3,498,230 
Five weeks in May............ . 5,142,879 4,853,379 4,473,729 
Four weeks tn June. .....5.0206- 4,112,150 3,965,872 3,625,182 
Four weeks in July............. 5,245,267 4,945,091 4,470,522 
Four weeks in August.......... 4,417,780 4,321,427 3,898,384 
Four weeks in September....... 4,552,370 4,297,936 4,147,885 
Week Gf GetGDe? 3.26666. ceecens 1,185,523 1,113,283 1,077,748 
Weer GE OCGtOOer 9.5.06 ccs ncvwe 1,184,862 1,106,036 1,088,956 

WN coe wy tae cence p eas 41,622,275 40,112,263 37,868,647 





PERFORMANCE OF CARRIERS 


The railroads the first eight months this year handled with- 
out car shortage or other transportation difficulties the greatest 
freight traffic on record, according to reports filed by the car- 
riers with the Bureau of Railway Economics, says a statement 
issued by that bureau. Continuing, the bureau said: 


This freight traffic for the first eight months this year totaled 
312,528,590,000 net-ton miles which exceeded by 8,187,686,000 net ton- 
miles or 2.7 per cent the best previous record for any corresponding 
period which was made during the first eight months in 1923. Com- 
pared with the corresponding period last year, the volume of freight 
handled during the first eight months in 1926 was an increase of 
20,430,262,000 net-ton miles or seven per cent. It was also an in- 
crease of 13.9 per cent over the correspanding period in 1924. 

In the eastern district, freight traffic handling during the eight- 
months period in 1926 was an increase of 7.6 per cent over the same 
period last year, while the southern district showed an increase of 
8.9 per cent. The 
cen 


western district reported an increase of 5.4 per 


t. 

The volume of freight handled in August this year also was the 
greatest for any August on record, amounting to 43,723,917,000 net-ton 
miles. This was only 338,071,000 net ton-miles or eight-tenths of 
one per cent below the highest record for any one month ever re- 
ported which was that for October last year. Freight traffic in 
August this year exceeded by 1,039,009,000 net ton-miles or 2.4 per cent 
the best previous August which was in 1920, while it also exceeded 
by 2,014.568,000 net ton-miles or 4.8 per cent August, 1925. 

In the eastern district, freight traffic in August showed an in- 
crease of 4.5 per cent over the same month last year while the 
southern district showed an increase of 1.7 per cent. The western 
district showed an increase of 6.4 per cent. 

Class I railroads in August not only handled the greatest freight 
traffic ever offered to them for any August on record, but_ this 
traffic was moved with the greatest expedition ever reported for 
that month. 

The daily average movement of freight cars on the steam rail- 
roads of this country in August was 31.5 miles, the highest for any 
August on record and only seven-tenths miles under the best previous 
record for any month which was that for October last year, when 
the average was 32.2 miles. The average for August this year was 
an increase of 1.9 miles over August last year. It also was an in- 
crease of 4.9 miles over August, 1924. 

In computing the average movement per day, account is taken 
of all freight cars in service, including cars in transit, cars in pro- 
cess of being loaded and unloaded, cars undergoing or awaiting re- 
pairs and also cars on side tracks for which no load is immediately 
available. 

The average load per car in August was 27.9 tons, which, while 
not a new high record, was an increase of one-tenth of a ton over 
August last year and eight-tenths of a ton over August, 1924. Com- 
pared with August, 1923, it was a decrease of six-tenths of one ton. 


1925 ACCIDENT BULLETIN 


Statistics for the year 1925 show that 6,766 persons were 
killed and 137,435 injured in all kinds of reportable accidents 
on steam railways, including 402 killed and 89,442 injured in in- 
dustrial and other non-train accidents, according to the accident 
bulletin (No. 94) for the calendar year 1925 just issued by the 
Bureau of Statistics of the Commission. 

There were 149 more fatalities than in 1924 while the non- 
fatal injuries were 6,304 fewer than in 1924. Freight traffic 
showed an increase over 1924 totals. Passenger-train miles and 
passenger-train car-miles were greater in 1925 than in the 
previous year, but passenger revenue and number of passengers 
carried one mile were less, the report said. 

In train and train-service accidents, 6,364 persons were 
killed and 47,993 injured in 1925, compared with 6,215 fatalities 
and 48,371 injuries for 1924. The averages for the nine years, 
1916-1924, were 7,256 persons killed and 57,181 injured. The 
number of locomotive-miles showed an increase of 1.5 per cent 
from the 1924 figures. 

Train accidents, which are those involving more than $150 
damage to railway property, and classified as collisions, derail- 
ments, locomotive-boiler accidents, other locomotive accidents, 
and miscellaneous train accidents, were 20.785 in number for 
1925 or 1,583 less than were reported for 1924. 

The total amount of damage to railway property in conse- 
quence of train accidents in 1925 amounted to $22,149,457, which 
was $1,176,523 less than in 1924. Of the total amount of damage, 
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defects in or failures of equipment caused $8,318,435 damage to 
railway property, the report said. 

In train, train-service and non-train accidents, there were 
1,523 fatalities to employes on duty in 1925, or 44 more than in 
the year 1924; and there were 118,635 non-fatal casualties in 
mg accidents to employes on duty in 1925, or 6,020 fewer than 
in 1924. 

The number of fatalities to passengers as the result of train 
operation in 1925 was 171, or 22 more than in 1924. The num- 
ber of passengers injured in 1925, 4,952, was the smallest re- 
ported since 1900. 

“Increased efforts of railroads and other agencies failed to 
lessen in total the number of highway grade-crossing accidents, 
as there occurred 5,479 in 1925 compared with 5,127 in 1924,” 
the report said. “There were 2,206 persons killed at grade 
crossings with steam railways in 1925, or 57 more than for 
1924; and 6,555 injured, or 30 more than for 1924. In the 
year 1925, 88 per cent of all casualties at public highway cross- 
ings with steam railways involved automobiles.” 


CONDITION OF EQUIPMENT 


Freight cars in need of repair on October 1 totaled 149,078 
or 6.5 per cent of the number on line, according to reports filed 
by the carriers with the car service division of the American 
Railway Association. This was a decrease of 11,419 cars under 
the number reported on September 15 at which time there were 
160,497 or 7.0 per cent. It also was a decrease of 30,493 cars 
compared with the same date last year. Freight cars in need 
of heavy repair on October 1 totaled 114,167 or 5.0 per cent, 
a decrease of 6,893 cars compared with September 15, while 
freight cars in need of light repair totaled 34,911 or 1.5 per cent, 
a decrease of 4,526 cars compared with September 15. 

Locomotives in need of repair on October 1 totaled 8,889 
or 14.2 per cent of the number on line. This was a decrease 
of 497 locomotives under the number in need of repair on Sep- 
tember 15, at which time there were 9,386 or 15.0 per cent. Of 
the total number of locomotives in need of repair on October 1 
this year, 4,703 or 7.5 per cent were in need of classified repairs, 
a decrease of 323 compared with September 15, while 4,186 or 
6.7 per cent were in need of running repairs, a decrease of 174 
compared with the number in need of such repairs on Sep- 
tember 15. Serviceable locomotives in storage on October 1 
totaled 4,680 compared with 5,086 on September 15. 


CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars in the period Octo- 
ber 1-8, inclusive, dropped to 100,069 cars, while the average 
daily shortage increased to 924 cars, according to the car service 
division of the American Railway Association. For the preced- 
ing period the average daily surplus was 114,730 cars, and the 
shortage was 542 cars. The surplus for the October 1-8 period 
was reported as follows: 

Box, 47,885; ventilated box, 110; auto and furniture, 7,372; total 
box, 55,367; flat, 4,205; gondola, 10,795; hopper, 9,399; total coal, 20,194; 
coke, 1,096; S. D. stock, 10,979; D. D. stock, 1,429; refrigerator, 5,415; 
tank, 487; miscellaneous, 947. 

The shortage was made up of 476 box, 19 flat, 264 gondola, 
25 hopper, 40 D. D. stock and 100 refrigerator cars. 

Canadian roads reported a surplus of 6,700 box, 900 S. D. 
stock, 350 refrigerator and 95 miscellaneous cars. 


FRUIT AND VEGETABLE SHIPMENTS 


Shipments of leading lines of fruits and vegetables the week 
ended October 16 totaled 36,466 cars, as compared with 31,734 
cars (revised) for the preceding week, according to the Bureau 
of Agricultural Economics of the Department of Agriculture. 
Shipments were reported as follows: 

Apples, 10,225 cars; cabbage, 1,508 cars; cauliflower, 268 cars: 
celery, 622 cars; cucumbers, 4 cars; grapefruit, 144 cars; imports, 
113 cars; green peas, 22 cars; grapes, 8,219 cars; lemons, 157 cars: 
lettuce, 729 cars; miscellaneous melons, 158 cars; mixed citrus 
fruit, 12 cars; mixed deciduous fruit, 58 cars; mixed vegetables. 
539 cars; onions, 1,347 cars; oranges, 709 cars; imports, 21 cars: 
peaches, 157 cars; pears, 745 cars; peppers, 119 cars; plums and 
prunes, 56 cars; spinach, 52 cars; string beans, 147 cars; sweet 
potatoes, 1,033 cars; tomatoes, 537 cars; potatoes, 8,893 cars; im- 
ports, 113 cars. 


COAL PRODUCTION AND SHIPMENT 


Bituminous coal production the week ended October 9 is 
estimated at 12,404,000 net tons by the Bureau of Mines of the 
Department of Commerce, a gain of 396,000 tons, or 3.3 per cent, 
over the output of the preceding week. Production of anthra- 
cite for the same period is estimated at 2,069,000 net tons, al 
increase of about 1 per cent over the revised figure for the 
preceding week. 

Tidewater bituminous coal shipments from Hampton Roads 
the week ended October 9 amounted to 762,840 net tons, of 
which 168,779 tons were for New England delivery. 

Bituminous coal dumped into vessels at Lake Erie ports 
the week ended October 10 totaled 839,009 net tons, bringing the 
total for the season to 23,512,777 tons. 

Anthracite shipped from Lake Erie ports the week ended 
October 10 totaled 54,587 net tons. 
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BOAT AND MOTOR REGULATION 


Editor The Traffic World: 

The most interesting, if not the most useful, information 
gathered from The Traffic World is from your editorials and the 
communications from its readers. The letters of Messrs. Kreit- 
ler, Tack, and H. R. Campbell, and your editorials, relative to 
motor vehicle regulation, are apropos. 

I doubt if the assumption that the railroads are a unit in 
favoring regulation of either the motor vehicles or the coastwise 
steamships is correct. It is, doubtless, true that we all have a 
feeling that we are not treated fairly when we are tied down by 
strict regulation and our competitors, the motor vehicle and 
steamship operators, are unregulated and free to do as they 
please. It is said that “men are boys grown tall.” We all know 
that the first thought of the boy who falls in the mud is to see 
that his companions are equally daubed, yet I doubt if many 
railroad men, alone with their conscience, would wish even their 
worst enemy burdened with regulation, restriction, and inter- 
ference to the extent that the railroads are burdened. 

There is no inherent difference between the character of 
service performed by the motor truck or the coastwise steam- 
ship operators and that performed by the railroads. For every 
suggested situation where a truck is performing a special service 
not performed by a railroad, I can call to mind rail service of 
related character. We move logs from the timber to the mill; 
ores from the mine to the mill or smelter; rock, sand, and gravel 
from the pits to the building site. Most of the new business 
(that is, other than where the owner of horse-drawn vehicles has 
substituted trucks for horses) has been to displace a movement 
that had, or would have, used the rails or water. In the territory 
served by the eight thousand miles of railroad of the Pacific 
Lines of the Southern Pacific I doubt if there has been a move- 
ment by truck that has not displaced a similar movement by 
rail, water, or horse-drawn vehicle. 

Mr. Kreitler is right. Regulation such as imposed upon the 
rail carriers will handicap the trucks in freely handling the 
traffic and caring for local conditions: it has always handi- 
capped the railroads in meeting similar situations. Owing to 
the complication and difficulties of handling under the regula- 
tions imposed upon them, the railroads frequently forego busi- 
ness, and the tonnage does not move or uses other means of 
transportation. 

The inevitable tendency of regulation is to reduce rates, at 
least on traffic that can most afford to pay, and to increase the 
cost of performing the service; therefore, I do not enthuse for 
either truck or coastwise steamship regulation. It is more im- 


POSITIONS WANTED OR OPEN 


POSITION WANTED—Traffic manager or assistant. Industrial 
or commercial. Member of American Commerce Association. Fourteen 
years’ experience in transportation field. Able to organize depart- 
ment. Have technical knowledge essential to properly control trans- 
portation costs. Any territory. Salary secondary. Age 32. Address 
A. I. N. 965, care Traffic World, Chicago, Il. 














TRAFFIC MANAGERS and men familiar with transportation 
rates wanted, to lease our loose leaf freight rate guide. Traffic 
managers now employed can make good money on their spare time. 
Liberal cash commissions and continuous renewals paid. All corre- 
spondence _ strictly confidential. Getzler’s Guide, Inc. (Established 
1912). Rochester, N. Y. 





WANTED—Complete or nearly complete set of I. C. C. reports. 
Must be in good condition. Write Box 955, care Traffic World, Chi- 
cago, Ill., stating number of volumes and price. 





WANTED—To purchase complete set of Interstate Commerce 
Commission reports. State lowest cash price, and condition. Ad- 
dress A. B. C., care Traffic World, Chicago, IIl. 


BALTIMORE, MD. 


GENERAL MERCHANDISE STORAGE 
Pool Car Distribution. Forwarding—Rigging 


BALTIMORE TRANSFER CO. 


Telephone Calvert 0300 300 Block, North Front St. 















The Open Forum | : 


A Department for the Discussion by Readers of THE TRAFFIC WORLD of Transportation 
Questions of Interest to Traffic Men 
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portant that the motor vehicle should pay for the construction 
and maintenance of the highways used than that it be placed in 
a strait-jacket as to rates and operating practices, such as have 
been imposed upon the railroads. What is needed is less regu- 
lation of railroads, rather than increased regulation of the other 
types of transportation. 

Yours, for less regulation and more common sense in all 
forms of transportation, 


San Francisco, Calif., Oct. 15, 1926. H. C. Hallmark. 


MOTOR VEHICLE REGULATION 


Editor The Traffic World: 

I am one deeply interested in the present investigation on 
the subject of motor vehicle regulation and have read most 
everything printed in your paper, both editorially and otherwise, 
and have listened in at some of the hearings. I have kept 
silent because I represent companies which, although directly 
interested in the problem, are not parties to transportation con- 
tracts. I refer to insurance companies underwriting perils of 
transportation for thousands of manufacturers, jobbers, etc., 
while goods are in the custody of railroads, express companies, 
steamship lines, truckmen, etc. For the comparatively few re- 
sponsible motor truck carriers these underwriters are also willing 
to assume their legal liability. I also represent a few motor 
carriers and shippers as traffic manager, but the greatest part 
of my time is engaged by these insurance companies. During 
the last five years I have perhaps had more to do with trucking 
companies than anyone who has testified at any of the hearings 
and have adjusted claims running into the millions. 

While my people are unqualifiedly for some kind of regula- 
tion, I deal here with the matter of common carrier liability 
as applied to the motor carrier. While it is well established 


80,000 SQUARE FEET 


Cheapest on Pan Handle 


Corporation wishes to liquidate all its 
real assets. This piece can be bought at less 
than other property is being offered; with 
switch track possibilities. Location east side 
of Pan Handle from 50th to 4Sth Place to 
Grand Trunk tracks. Address 
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that rail, express and waiter carriers are common carriers and 
their liability is fixed by law, there is no uniformity of law as 
to the motor truck. In New York the legal decisions are con- 
flicting. Some hold that a truckman who has an office in a 
building serving only its tenants, no matter how many there may 
be, is a private carrier and responsible only for his negligence. 
In other cases, where a truckman specializes in carting one 
commodity, such as cut cloth to a contractor and the finished 
garment back, irrespective of the number of patrons, it has 
been likewise held that he is a private carrier, not responsible 
for fire, burglary, holdup, theft, etc., unless negligence is present. 
Other courts in the same state take an opposite view. The same 
is true as to certain other states. 


One of the greatest menaces to the business of motor cartage 
is the man who starts a business with no capital. Many times 
he is a rogue or is tempted into becoming one. I have known 
of one case where a man came out of prison, hired a horse and 
wagon for $4 per day and solicited business. In a very short 
time he had “thefts” running into many thousands. Most local 
truckmen, and many of the interstate carriers, make their first 
payment on the motor vehicle, most likely a used car, out of 
money borrowed from friends. This may be as little as $100 
to $200. He has cards printed, makes arrangements with the 
corner barber to receive phone calls, and is ready to do business. 
He finds no difficulty in obtaining business, cutting the rates 
of his more reliable competitors and agreeing, if necessary, to 
assume full liability for all sorts of losses where his competitor 
may have had an agreement with his customer that his respon- 
sibility would be limited to a stated amount per package unless 
the true value of thé property was declared at time of shipment 
and a rate paid commensurate with the liability assumed. When 
the new truckman has a loss he generally refuses to pay or 
says that he cannot and gives up the claimant’s work. There 
are others willing to listen to his cut-rate proposition. It is 
not unusual for a truckman to solicit business on the strength 
of an insurance policy that never existed or has been canceled 
or expired. Other carriers take business with the expressed or 
implied understanding that they will assume liability for all 
risks of transportation. This is made with the head of ‘he 
customer’s firm, who promptly dismisses it from his mind. 
Subsequently monthly bills are submitted, which bear a printed 
notation in small letters that the carrier’s liability is limited 
to an indicated amount. The bookkeeper, knowing nothing of 
the arrangements made with his employer, pays the bill and 
either does not see or pays no attention to the notation. Or 
perhaps the carrier will thereafter furnish a supply of receipt 
books to the shipping clerk, who knows nothing about carrier’s 
liability, and these receipts contain some quite valid lim- 
itation. I have known of many claims on which the carrier 
has even refused to pay the sum to which he has been limited. 
It is not exaggerating to say that millions of dollars of goods 
have been stolen in transit by the truckman or his employes 
or where they have been quite reasonably suspected of so doing. 
I could go on almost indefinitely and draw on my experience 
for a variety of other illustrations. I will only say that the 
general trucking situation is very bad in the large cities and 
( can back up everything said with the data on file in my office. 


The trucking business between states is likewise in an un- 
healthy condition. Between New York and points 100 miles 
away in several directions it is almost impossible to tally the 
number of competitive motor carriers. Rates are not uniform. 
These carriers have never been able to get together for their 
mutual protection. Many have been forced out and most of 
the others are desperately hanging on, hoping some of the others 
will pass out. Some carry insurance on their legal liability, but 
many claim they cannot afford it. There is, however, no uni- 
formity of liability assumed. Some give the impression that 
they assume full liability, but in artful ways have evaded it. 
Others say they accept responsibility similar to that of the Amer- 
ican Railway Express Company. Most of these truckers have 
a receipt or bill of lading drawn up to resemble the express com- 
pany receipt and have copied the language almost verbatim 
except on the important item of liability. The express company, 
where no value is declared, is liable for $50 per shipment or 
50c per pound actual weight, whichever makes the most, and 
there are, of course, other privileges, but I mention this item 
only to point out the slyness of some of their competitors. By 
this I mean that at least one trucker used the express company 
form, but inserted the words “$50 per shipment or 50c per 
pound, but not exceeding $50.” It will be seen that the dif- 
ference in risk assumed is of some moment. Then there are 
other truckers who assume $50 per package; $50 per shipment 
irrespective of number of shipping packages, $25 per package, 
50c per pound, with no privilege to declare the true value, etc. 
There are many who demand that claims be filed within 48 
hours and suits within three or four months. Others seek by 
stipulation to excuse themselves where fire or other loss occurs 
where negligence cannot be established. 


Then there are some very well managed, adequately financed 
and most trustworthy carriers who are absolutely on the level 
in their dealings, but these concerns are kept from expansion 
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by cut-throat and unfair competition. Most of these carriers 
have sought to fortify themselves with an insurance policy to 
cover legal liability and they broadly advertise this fact only 
to find when a loss occurs that there are qualifying clauses in 
their policies which do not cover the loss or they find themselves 
heavy co-insurers. 

Time does not permit of further elaboration, but the evils 
are bad, yes, very bad. Some will say that it is not difficult to 
criticize. I have intended this to be constructive criticism and 
now make the following specific recommendations and trust 
they may find enough favor with you so that you will advance 
them to the proper authorities: 

I do not deal with cartage rates, as I think this subject must 
be left with the carrier. Competition will regulate them. 

1. On interstate business the regulatory authorities should 
grant as many franchises between designated places (not more 
than one to any person or company) as the population served 
may warrant. Not less than two franchises between any two 
places. This to overcome the truckers’ charge.that the railroads 
would gobble up the rights-of-way. Let the railroads have one 
if they can get it, but leave at least another open. If the rail 
carrier wants to go into this business, let them both compete. 
With the railroads’ volume of traffic they can afford to truck 
their freight on short hauls and make a saving over their present 
costs (including terminal charges, and loss and damage claims— 
which are heavy where several transfers occur) and they can 
do this on their present rates. Personally I feel that the time 
is not far off when the rail companies will be exchanging two- 
line hauls over a distance of 100 miles by motor and they will 
be making store-door pick-ups and deliveries and many of the 
motor carriers will be hard put to compete with the railroads. 

2. No franchise should be issued until the authorities are 
satisfied with the financial stability of the applicant. 

3. Standard forms of bills of lading or receipts should be 
adopted under rules of the Interstate Commerce Commission 
similar to the rail bill or American Railway Express receipt. 

4. Each carrier should be obliged to file an approved policy 
of insurance to cover his legal liability in a satisfactory amount. 

5. A similar policy or bond should be filed to cover personal 
injury or damage to the property of others. 

6. All carriers handling goods of the public for hire should 
be declared to be common carriers and it should be considered 
against public policy to permit any carrier to evade his common 
carrier liability by contracting his truck to others, or by using 
one or more trucks in the exclusive employ of one person or 
company. 

7. The franchise should require the payment into the fed- 
eral funds of a tax based on the tonnage of each vehicle. This 
should be in addition to ordinary license fees, gasoline tax, etc.. 
and should be prorated amongst the federal government and 
the states in some agreed manner. 


What has been said above can be generally applied to the 
passenger bus. 


I see no great difficulty in having similar regulations applied 
on intrastate business. 


The private vehicles seem to be the most difficult to regu- 
late. Rates, of course, need not be considered. Each corpora- 
tion using the highways should be required to file a schedule 
showing the points which its trucks will touch. If it is expected 
to run both intrastate and interstate, these schedules should 
be filed with both the state and interstate commissions and a 
tax should be assessed on exactly the same basis as that to 
which the common carrier is subjected, to be distributed in the 
same manner. I think this is the limit to which the private 
truck should be regulated. I believe in the tax as a means of 
paying for their use of the public roads to do a private business. 

The purely local truckman, that is, the one who does an 
exclusive intra-city businesss, should be regulated in the same 
manner as the intrastate carrier. 


In this classification attention is directed to the Code of 
Ordinances in the City of New York, which, if properly enforced. 
would go a long way toward ameliorating conditions in that 
extremely busy and badly congested city. The code provides 
that every truckman shall apply for a license to do a trucking 
or expressman’s business. As I read this section, it was in- 
tended that public cart licenses would be issued to concerns 
engaged in the hauling of heavy freight such as brick, cement, 
lumber, packing cases, and other commodities of no great value. 
I believe the license fee is $4 for each vehicle. An expressman 
was to be one who handled valuable packages, cases, etc. AS 
to these men, the code provides that each applicant must have 
his request accompanied by certifications from two responsible 
citizens that he is a worthy person, etc., and truck must be 
registered and a fee, I think $10, paid on each vehicle and each 
driver must be similarly registered and another fee paid and, i2 
addition, the owner of the business must file a surety bond for 
a nominal sum (I believe $100 or $200) on each truck, against 
which the owner of merchandise may proceed. This is the 
nearest thing to regulation we have. But it is not enforced. 
Practically all carriers who do take out licenses apply for and 
are granted the cartman’s license with the $4 fee and perhaps 
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25 per cent of these truckers do not have either. This fre- 
quently causes considerable embarrassment to a shipper who 
insures his goods, as invariably the policy covers only while 
in the hands of licensed public truckmen. This code has been 
effective for many years, and while it is a step in the right 
direction it has never been properly enforced, partly because of 
inertia on the part of shippers, lack of information that it exists 
or possibly because the state courts are sometimes in conflict 
on the subject of what constitutes common carriage. 

I now find it necessary to apologize for the length of this 
narrative, but the matter has been on my mind for some time 
and if it sheds the slightest additional light on what appears to 
be a complicated subject, but which to me seems comparatively 
simple, I know we will both be amply repaid. 

New York, N. Y., Oct. 8, 1926. William M. Mortimer. 
Editor The Traffic World: 

I have been reading with a great deal of interest your edi- 
torials having to do with motor vehicle regulation, particularly 
the one appearing in your issue of the ninth inst:, in which 
you have, by answering the different arguments advanced, cov- 
ered the situation in a comprehensive manner. 

We in south Texas certainly feel the need of that character 
of regulation advanced by you and other supporters of the cause. 
We have been agitating such for some eighteen months through 
our various resources and we were successful in having the Rail- 
road Commission of Texas make some investigation; in fact, 
they held one hearing, but as yet nothing has been done to 
bring about the desired relief. 

The motor truck operators in this section are chiefly rural 
residents who own, on the average, one small truck and have 
practically no responsibility, and we have no recourse in case 
of loss or damage unless the truck operator voluntarily accepts 
the responsibility. We feel that these motor vehicle operators 
should, inasmuch as they are competing with common carriers, 
be regulated by the same regulatory body as are the other modes 
of transportation, and we are indulging the hope that you will 
continue, through the columns of your splendid publication, the 
agitation of this much needed regulation. 

Southern Drug Company, 
E. L. Williams, Traffic Manager. 
Houston, Tex., Oct. 19, 1926. 


TRAFFIC MEN AND AUDIT BUREAUS 


Editor The Traffic World: 

The writer has read with some interest the article written 
by J. L. Pease, traffic manager of Sawdey and Hunt Company, 
which appeared in your issue of October 2, as well as the reply 
of Thomas L. Handley, traffic manager of the Northwestern 
Freight Audit Bureau, both having reference to the status of 
traffic management as a profession. 

The function of a public audit bureau is, primarily, that of 
a rate checking organization, whereas a traffic manager’s duties 
extend considerably beyond that scope, and, for this reason, both 
gentlemen seem to be quite inaccurate in their respective atti- 
tudes, for, while the public audit bureaus cannot be classified 
as “claim sharks” in the ordinary sense of that term, they are, 
on the contrary, a very valuable asset to a traffic manager if 
conducted with due regard to the highest standards of service. 
It is also regrettable to note that one of the parties to this con- 
troversy has found it necessary to indulge in strong personalities 
and to this extent, at least, necessity of education is quite appar- 
ent. 

It would, therefore, seem to behoove all of us, closely to 
analyze the shortcomings of not only our own organization but 
those of our contemporaries and by constructive criticism elimi- 
nate ,in large measure, the outstanding misunderstandings under 
which we function as individuals, for, after all, the old axiom 
of “union and strength” is as appropriate today as it ever was, 
particularly in respect of traffic management—its problems and 
solutions. 

Yours for a more cooperative spirit, 
New York, N. Y., Oct. 16, 1926. E. A. Burke. 


“CLAIM SHARKS” AGAIN 


Editor The Traffic World: 

It is with interest and no little amusement that I have read 
the letters published in the recent issues of The Traffic World, 
the first by J. L. Pease, traffic manager, Sawdey and Hunt, Los 
Angeles, appearing on page 774, issue of October 2, in which 
he practically condemns the “traffic bureaus,” referring to them 
as “claim sharks,’ and the backbiting in the letters of Thomas 
Handley, traffic manager, North Western Freight Shippers’ 
Bureau, Chicago, published on page 834, issue of October 9, and 
H. W. Glassman, secretary, Produce Traffic Association, Kansas 
City, published on page 894, issue of October 16. 

There is nothing to be accomplished in this fighting each 
other, as one is as important as the other. They are both de- 
pendent on each other. If any classification is to be made at 
all, it would be that the traffic managers’ work comes first and 
the traffic bureau afterwards, in this manner: Shipments, the 
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packing, handling, routing, and shipping, under the traffic man- 
ager, afterwards the freight bills to be checked by the traffic 
bureau, and any errors found to be called to the attention of 
the traffic manager, who should see that the same error does 
not occur a second time. Only through proper packing, han- 
dling, and routing of shipments, can claims be avoided, but even 
then claims will be made, as man is only human and not im- 
mune to mistakes. Only through cooperation can we expect 
to reduce to a minimum claims. 

The man the transportation world is in need of today is 
the man who can do the work, whether he is called a traffic 
manager or a claim shark, making no difference whether he 
received his education "through instruction or the school of 
experience. 

Paul W. Bear, Transportation Agent, 
U. S. Bureau of Reclamation. 
Denver, Colo., Oct. 19, 1926. 


COMMERCIAL AVIATION 


In carrying out the provisions of the air commerce act of 
1926 the Weather Bureau of the Department of Agriculture has 
inaugurated special service at 17 places selected by the Depart- 
ment of Commerce, the Post Office Department and the Depart- 
ment of Agriculture as those best located to furnish information 
concerning weather conditions to fliers along commercial air- 
ways. The sevice includes observations of upper winds by 
means of small “pilot” balloons, and these observations are as 
a rule taken a short time before the planes are scheduled to 
make their flights. The information enables pilots to select the 
most favorable altitude for flight, or the least unfavorable altitude 
in case head winds prevail at all levels. Continuing, the depart- 
ment says: 


An important feature of the service is the transmission of 
weather reports from point to point along the airways. The pilot is, 
if anything, more interested in conditions at places toward which 
he is about to fly than he is in those at the place from which he starts. 
Obviously the information, to be of most value, should reach the 
pilot as short a time before his departure as possible. Thus, if 
a pilot starts out on a 2-hour flight, and a report tells him as he 
leaves that the weather at his destination is good and that the 
outlook for the next two or three hours is favorable, he proceeds 
with a much greater degree of confidence than if he had no such in- 
formation. Changes during a flight, even of that short duration, may 
and do occur, and it is planned ultimately to extend the weather 
reporting service to include special observations, when advisable, 
which will be sent to emergency landing fields en route, equipped 
to set up warning signals, upon seeing which the pilot will either 
land or turn back. For the present, however, the service will be 
limited to reports at stated hours, shortly before the departures of 
planes. It will be organized along all commercial airways where fly- 
ing is on a regular schedule basis. Instructions to put it into effect 
along two of the airways have recently been issued. These are the 
Chicago-St. Louis and the Chicago-Dallas Airways. Along the for- 
mer, special reports are exchanged between Chicago, Peoria, and St. 
Louis, and along the latter, between Chicago, Moline, Kansas City, 
Wichita, Oklahoma City and Dallas. The reports give upper wind 
conditions, height of clouds, visibility, the occurrence of fog, rain, 
thunderstorm or any other unfavorable or threatening condition. 
As the service develops, it seems likely that, as in other countries, 
so in this, the weather reports will be a large factor in determining 
whether or not a schedule flight shall be made, and, if made, what 
height will be selected as the safest and most economical. 


LOSS AND DAMAGE CLAIMS 


Although the railroads in the first six months this year han- 
dled the greatest freight traffic on record for any corresponding 
period, claims resulting trom loss and damage to freight ship- 
ments while in transit were the smallest for that period ever 
reported, according to reports for the first half of 1926 filed by 
the carriers with the Freight Claim Division of the American 
Railway Association. 

Loss and damage claims paid by the railroads in the first 
six months in 1926 totaled $19,084,004, a decrease of $1,264,564, 
or a reduction of 6.2 per cent compared with the amount paid in 
the first six months of 1925. The loss and damage bill of the 
railroads for the first half of 1926 was also a reduction of 2.8 
per cent under the corresponding period in 1924. 

“A continuous reduction ever since 1920 in loss and damage 
to freight has been reported each year by the railroads,” says 
the A. R. A. “This reduction has been brought about not only 
by the active co-operation of the railroads themselves but also 
by shippers and receivers of freight. Not only has there been 
better packing on the part of the shippers but more care has 
been exercised by the railroads in the handling and movement 
of freight. 

“The effect of the increased efficiency in the operation of 
the railroads this year is reflected in the reduction that has 
taken place in the amount of loss and damage claims to freight 
resulting particularly from defective equipment, robberies and 
delay in transit, which especially affects perishable products. 

“A reduction compared with the first half of 1925 of fifteen 
per cent in the amount of claims resulting from defective equip: 
ment was reported for the first six months this year, while there 
was also a reduction of 31 per cent in claims growing out of 
delay in transit. 

“Claims resulting from loss and damage to freight paid by 
the railroads in 1925 amounted to $38,772,097, which was the 
lowest for any year on record in proportion to the amount ol 
freight carried.” 
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1700 Sixteenth Street, DENVER, COLORADO 


PORTLAND, OREGON 
COLONIAL WAREHOUSE & TRANSFER CO. 


STORAGE AND DISTRIBUTION 
FREE MERCHANDISE 
Serving man 


large National Distributors 
Write or wire us for information end rates 





BONDED 


474 Everett St., or 
13th and Everett Sts. 











NEW ORLEANS, LA. 
STORAGE 


Efficient Merchandise Distribution 


THE COMMERCIAL WAREHOUSES 


201 IBERVILLE ST. 
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1,500,000 SQUARE FEET 


OF 
Modern Fireproof Warehouse Space in Los Angeles and at the Port 








































of Les Angeles 
Free and U. 8. Geen Bonded Storage 
Insurance Rate 18 Cents 


Storage — Forwarding — Distribution — Cartage 


Space Leased for Private Warehouse, Office and Display 
Desk Space with Desk and Office Service Rented 
Cotton Pressed to High Density 
We can serve you in some capacity and would suggest that you 
complete your file by requesting the rates for our specialized service. 
Union Terminal Warehouse Corporation 
Shattuck & Nimmo Warehouse Company 


UNION TERMINAL WAREHOUSE COMPANY 
Los Angeles, California 


JACKSONVILLE, FLA. 
WIESENFELD WAREHOUSE COMPANY 


General merchandise storage and distribution. 
Prompt and intelligent service. 
References: Any jobber, banker or transportation man in the city. 


DEEP WATER AND RAIL CONNECTIONS 


OF en LL OTN ET@) 


JOS. STOCKTON TRANSFER CO. 


1020 South Canal St., near Taylor St. 


Teaming of Every Description—City Delivery Service 
and Carload Distributors 


Foreign Freight 
Forwarders 


Established 1884 


D.C. ANDREWS & CO., Inc. 


27-29 Water Street, New York, U.S.A. 


Boston Office: 
92 State Street 





YOUR SPOT STOCK 


OMAHA 


WILL BE HANDLED 
IN OUR 


FIREPROOF 
WAREHOUSE 


fF With Care, Speed 
* and Courtesy 
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MEMBER A. W. A. 


MERCANTILE STORAGE & WAREHOUSE Co. 
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Questions and Answers | 


In this department will be answered questions of both legal and 
practical nature that confront — dealing with traffic. A specialist 
on interstate commerce law, whois a member of our legal department, 
will give his opinion in answer to any s mple question relating to the law 
of interstate transportation of freight. A traffic man ot long experience 
and wde knowledge will answer questions relating to practical traffic 

‘oblems. We do not desire to take the place of traffic man but to 
Ip him in his work. 

The right is reserved to refuse to answer in this department any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investigation 
herein contemplated. 

Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D. C. 








“Ss 


Tariff Interpretation—-Two-ply vs. Three-ply Combination Rates 
in Absence of Joint Through Rate 


Nebraska.—Question: In tracing various decisions covering 
the above subject, note your answer to New York in July 24, 
1926, issue of the Traffic World (page 216). 

After reading the Commission’s decision in the Burns & 
Knapp Case, 62 I. C. C. 345, and 74 I. C. C. 111, we still believe 
that in the absence of a through joint rate, a rate made of 
three or more intermediate factors is the correct rate and may 
be used if lower than a so-called two-ply combination. 

The complainants allege unreasonableness and prejudice of 
the through rate which was based on a combination, but only 
attacked the Sherman to Dawkins factor. Therefore, the orig- 
inal report was in error, in that the factor from Sherman-to- 
Dawkins was a through rate and had to be applied in preference 
to a lower combination (Blair); then the Commission corrected 
the original report and found that factor as a through rate 
unreasonable and awarded reparation. Therefore, the findings 
apply only to the Sherman-Dawkins portion, which was all that 
was attacked and not to the through rate from Sherman to 
destination on the C. & O. Ry., which was based on Dawkins. 

Therefore, the decision does not affect any previous rate 
situation, having to do with the combination through rates, that 
is, in the absence of a through joint rate a combination of any 
number of intermediate rates may be legally applied. 

In other words, the Commission did not express their opinion 
on the through rate from Sherman to Destination on the C. & O. 
Ry., because that rate was not attacked. 


May we have your comments on our interpretation? 


Answer: In outlining the allegations of the complaint and 
the issue before it, the Commission, at page 346 of its original 
report (62 I. C. C. 345), said: 


They (complainants) base their demands (for reparation) upon 
allegations that the rates charged for the transportation of lumber 
from Riceville and Sherman to various destinations, mainly in 
Central and Trunk Line territories, have been and are unreasonable 
and also unduly prejudicial to the extent they exceed the rates from 
Dawkins by more than 2 cents per 100 pounds. Although 
complainants allege that the through rates charged were unreasonable 
and unduly prejudicial their attack is principally directed against 
the Sherman-to-Dawkins factor. 7 Complainants assert that 
as integral parts of through rates from Sherman, the rates (of the 
Cc, & O. and connections) are unreasonably high, (etc.). 


The above clearly shows that the Commission had the entire 
rates and the bases therefor before it. It passed upon the 
question of what was the applicable basis of rates from Sherman 
to Central and Trunk Line territories, and avoided the aggregate- 
of-intermediates feature involved in the Sherman-Dawkins fac- 
tor by showing this factor was not involved. It stated the 
legally applicable rates were the combinations on Blair and Daw- 
kins. Had it been concerned only with the Sherman-Dawkins 
rate it would not have touched upon a “Blair and Dawkins” 
combination, for the latter necessarily relates only to rates to 
points beyond Dawkins. 

In our opinion the Commission clearly held the three-ply 
combination applicable from Sherman to points on the C. & O. 
and connections, and in its report in 74 I. C. C. 111, clearly 
reversed itself in stating that the 6-cent rate from Sherman 
to Dawkins was legally applicable and awarded reparation 
(instead of overcharge), to the basis of the three-ply combination. 


Whether the Commission will follow this new position in 
future cases remains to be seen. We note that in Birmingham 
Traffic Bureau vs. Director-General, A. G. S. et al., 115 I. C. C. 
33, the point in issue was whether a two-ply combination charged 
«by the carrier or a three-ply combination (made by use of Rule 5 
{b] Tariff Circular 18 [a], and thus rendered applicable over 
the same route as the two-ply rate), claimed by the shipper, 
was the lawfully applicable rate. The Commission decided 
that the lower three-ply rate was applicable. This case is later 
than the Big Sandy R. R. Case, 74 I. C. C. 111. 

Tariff Interpretation—Released Rates 

Missouri.—Question: Through inadvertence carrier’s agent 
executed bill of lading covering a shipment of emigrant mov- 
ables, carload, without the inclusion therein of the statement as 
to the declared or released value required by the Consolidated 
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Freight Classification and authorized by Interstate Commer, 
Commission Released Rate Order No. 381. 
The Classification states: 


If consignor declines to declare value or agree to released yg) 
in writing the shipment will not be accepted. ; 


In the instance cited, the shipper did not decline to state ty 
value, the question of valuation being entirely overlooked at the 
time the bill of lading was issued. What rates, therefore, 
applicable? 

Answer: We locate no case directly in point. However, gq 
Harmon & Company vs. Northern Pacific Railway Co., 33 1. ¢.¢ 
370, and Baker & Company -vs. C. M. & St. P. Ry. Co.,, 149 
I. C. C. 399. 

It is our opinion that as to such a shipment as you descrity 
there is no applicable rate and that it is a matter for determing. 
tion by the Commission as to what was a reasonable charge fo; 
the service rendered by the carrier. See Memphis Freigh; 
Bureau vs. K. C. S. Ry. Co., 17 I. C. C. 90. 
Misrouting—lInitial Carrier Not Required to Use Third Intervep. 

ing Carrier Where Its Line in Connection With Carrie 

Specified by Shipper. Forms Complete Route ne 

Tennessee.—Question: Less-than-carload shipment of radi) | 
equipment was shipped from Philadelphia, Pa., destined to At. 
lanta, Ga., routing on bill of lading reading P. R. R., care of L. & 
N. Railroad, the shipment being delivered to the Pennsylvania 
Railroad; initial carrier takes shipment to Cincinnati, Ohio, ang 
delivers to L. & N. 

Cheapest through class rate applies via eastern gateways 
and there was an overcharge via route shipment moved of $20.61, 

Delivering and initial carrier contends that shipment was 
properly handled via a through route per G. B. McGinty’s letter 
of Oct. 13, 1921, file No. 84889, and that it was not the duty of 
the Pennsylvania Railroad to use intermediate carrier to pro. 
tect the cheapest through rate. It is our opinion that as no 
junction was specified and no rate was inserted in Dill of 
lading, it was the duty of the Pennsylvania Railroad to route 
shipment so that it would enjoy the cheapest through rate. 

Answer: In Stebbins vs. D. L. & W. R. R. Co., 42 1. C. ¢. 
150, the Commission held that where the consignor specifies the 
routing that he desires his shipment to take by naming a 
earrier which, in connection with the originating line, forms 
a through route from point of origin to destination, the initial 
carrier cannot be charged with having misrouted the shipment 
if it bills it over that route instead of selecting a cheaper route 
in which those carriers participated, but with a third carrier 
intervening. 

Tariff Interpretation—Conflicting Rates 

Connecticut.—Question: In reference to your answer to 
“North Carolina,” page 782 of your issue of Oct 2, 1926, would 
not Conference Ruling No. 239 fully answer this question? 

Is it not a fact that when there is a confliction of rates 
named in two or more tariffs the lowest rate quoted is the legal 
rate and the confliction does not necessarily render null and 
void any tariff in its entirety? 

Answer: In Jewell Tea Company vs. Pennsylvania Company, 
46 I. C. C. 314, the Commission construes Conference Ruling No. 
239, stating that this ruling “has reference to instances where 
conflicting rates are established on the same date.” 

The following rules govern the determination of which rate 
is applicable where two rates are shown in the same tariff and 
where rates are named in different tariffs applicable to and 
from the same points. 

Where the rates are published in the same tariff, the lowest 
rate is the applicable rate, if the rates are establishd on the 
same date. Conference Ruling No. 239; J. J. Badenoch & Co. 
vs. C. & N. W. R. R. Co., 22 I. C. C. 36. If the rates were estab- 
lished on different dates the rates first established is the 
applicable rate. Jewell Tea Co., Inc. vs. P. R. R. Co., 46 
¥. €. €. Fie. 

Where the rates are published in different tariffs, the lowest 
rate is the applicable rate, if the rates were established on the 
same date. J. J. Badenoch & Co. vs. C. & N. W. R. R. Co., 22 
I. C. C. 36. If the rates were established on different dates, 
the rate first established is the applicable rate. Conference 
Rulings Nos. 50, 70, 104; New Albany Box & Basket Co. vs. 
Illinois Central R. R. Co., 16 I. C. C. 315; Sun Co. vs. T. & O. C. 
Ry. Co., 52 I. C. C. 12; Dewey Portland Cement Co. vs. A. T. & 
S. F. Ry. Co., 56 I. C. C. 444; Tliff Bruff Chemical Co. vs. Director- 
reneral, 60 I. C. C. 720. 

Rates—Combination—State vs. Interstate Factors 

West Virginia.—Question: What is the proper rate to apply 
to an interstate shipment where there is no through rate. The 
factor from point of origin to basing point is not questioned. 
However, there are in effect from basing point to destination two 
different tariffs. One applies only on intrastate traffic, the other 
applies on interstate traffic. The basing point and the destina- 
tion are both in the same state. Can we use the intrastate 
tariff or is it necessary to use the interstate tariff which names 
the higher rates? It is our understanding that where there 
is no through rate, the cheapest combination will apply. In 
this case it would make necessary the use of the intrastate tariff 
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GENERAL MERCHANDISE STORAGE 
Distribution 


The only modern Merchandise Warehouse. fully 
equipped and centrally located in the 
City of Rochester. 





Insurance rate 12 cents per $100.00. 
Located on private siding of the Buffalo, Rochester 


& Pittsburgh Railway, enjoying switching at 
flat Rochester rate with all steam roads. 


B. R. & P. Warehouse, Inc., ®°stss'«" 
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“* WRLIAMS LINE 


Ship by Water 


“DIFFERENTIAL RATES” via 


WILLIAMS LINE 


San Diego, Los Angeles, San Francisco 
Oakland, Seattle and Tacoma 


FROM 


Baltimore, Philadelphia, 
New York and Norfolk 


SAILINGS EVERY 14 DAYS 
Thru bills of lading issued to all other Pacific 
Coast Ports, Hawaii and the Far East 


For rates, dates of sailing and other information apply to 


WILLIAMS STEAMSHIP CO., Inc. 


Moore and Water Streets, New York, Telephone Bowling Green 7394 

Baltimore, Md. Philadelphia, Pa. Pi Pa. Norfolk, Va. 

39 South St. Drexel Bidg. Oliver Bldg. Law Building 
And at our Branch Offices at ports of call, etc. 


G 








PANAMA MAIL 8.8. CO. 


Fast Freight and Passenger Service 


Scheduled Sailings via Panama Canal 
From—SAN FRANCISCO AND LOS ANGELES 
To—mHAVANA AND NEW YORK 


EASTBOUND SAILINGS 


From San Francisco From Los Angeles 
October 23 October 25 
November 13 November 15 
December 13 
Also vapiies sailings for Mazatlan, Manzanillo, Champerico, 
San Jose de Guatemala, Acajutla, La Libertad, La Union, 
Corinto, Amapala, Puntarenas, San Juan del Sur and Balboa, 
Cristobal (Panama) and Buenaventura. 
Trans-Shipment at Panama for South American and European Ports 
OFFICES 
350 Marquette Bidg., mg Il. 2 Pine Street, San Francisco, Cal. 
10 Hanover Sq., New York, N. Y. 548 So. Spring St., Los Angeles, Cal. 


WORLD WIDE 


FREIGHT SERVICE 


FREQUENT SAILINGS PROMPT FORWARDING 
104 SHIPS 1,120,187 TONS 
55 Years’ Experience 

International Mercantile Marine Company 
White Star Line American Line’ Red Star Line 
Atlantic Transport Line Panama Pacific Line 
Leyland Line White Star-Canadian Services 

A. C. FETTEROLF, Vice-President—Freight Traffic 


No.1 Broadway, New York City. J.D. ROTH, G.W.F.A., 327 S. La Salle St., Chicago 





Garland Steamship 
Corporation 


Los Angeles Harbor, San Francisco, 
Oakland, Seattle, Tacoma, 
Gray’s Harbor 


STEAMER Philadelphia} New York | Baltimore |Newport News| Norfolk 


EDGAR BOWLING ...| Oct. 16 | Oct. 26 | Oct.30| Nov. 1 | Nov. 2 
WILLIAM CAMPION. .| Nov. 1 | Nov. 11 | Nov. 15| Nov.16 | Nov. 17 
ALBERT JEFFRESS...} Nov. 16 | Nov. 27 | Dec. 1} Dec. 2 | Dec. 3 
GEORGE ALLEN..... Dec. 2 | Dec. 11 | Dec. 15| Dec. 16 | Dec. 17 
WILLIAM PERKINS ..| Dec. 18 | Dec. 27 | Dec.31| Jan. 3 | Jan. 4 
JAMES B. DUKE.....} Jan. 3 | Jan.13 | Jan.18} Jan.19 | Jan. 20 





For Rates and other information, apply to 


GARLAND STEAMSHIP CORPORATION 


I Te ob dk ced oasis cree eeeaee 25 Broadway 
a Sere Bourse Building 
PROCS s, THDCRS aos 5. s.e:s oo: cceivregieieteieiee American Building 
Norfolk, Va.................Seaboard Nat. Bank Building 
go ey Henry W. Oliver Building 
SI 6.55 6 sis sos wees oe 8b se ceeds Central Building 


San Francisco, Cal. ................... Newhall Building 


OREN, WORE. 556i ccc ccc cedec ccc cees Central Building 
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trom basing point. The intrastate tariff has not been filed with 
the Interstate Commerce Commission. 

Answer: Where a shipment originates in one state and is 
destined to a point located in another state the rate to apply 
beyond the point over which the combination rate is made is 
the interstate rate beyond that point. See Kanotex Refining 


Company vs. A. T. & S. F. Ry. Co., 34 I. C. C. 271. In this case 
the Commission said, on pages 276 and 277: 


This Commission, as hereinbefore stated, has steadfastly adhered 
to the proposition that on any through carriage of traffic between 
interstate points the lawfully published interstate rate must be 
applied by the carrier and paid by the shipper, and that where the 
through interstate rate in effect between two points is higher than 
the aggregate of the intermediate rates any plan of first billing to 
an intermediate point a shipment that is really intended to reach a 
destination beyond is simply a divice for defeating the lawful 
through rate, and is unlawful. This view is entirely consistent with 
and is strongly supported by the rulings of the court of last resort in 
the cases above cited. The defendant, therefore, was entirely within 
its rights, and indeed exercised a plain duty under the law and to the 
integrity of its rate structure, when it refused to continue to rebill 
from Kiowa shipments of the products of the complainant’s refinery 
at Caney that had reached Kiowa under local billing, but which were 
intended to be carried thence to Woodward as part of a through 
movement from Caney. It was also its duty to demand of the com- 
plainant the payment of the bill of undercharges based on the 
through interstate rate, and the complainant can not lawfully refuse 
promptly to meet the demand if the undercharges are correctly stated. 


Reconsignment of L. C. L. Shipments 


Michigan.—Question: Rule 15 of the Standard Diversion and 
Reconsigning Tariffs states that diversion or reconsignment may 
be had on all less carload freight in ordinary equipment where 
the minimum weight is 24,000 pounds (perishables in refriger- 
ator or ventilator cars, 15,000 pounds). There is, however, no 
provision made for reconsigning or diverting less carload ship- 
ments where the weight is less than that prescribed in Rule 15. 
The carriers in every case of diversion of less carload ship- 
ment assess the full local from origin point to diversion point 
and the full local from diversion point to point of destination. 

I shall appreciate having you advise carriers’ authority for 
this practice, making reference to any decisions or rulings of 
the Commission thereon. 

Answer: Under the Interstate Commerce Act, the carriers 
may be required to comply with shipper’s instructions relative 
to diversion or reconsignment only under proper tariff provisions. 
See Strobel Company vs. I. C. R. R. Co., 38 I. C. C. 707, 708; also 
the Commission’s opinion in Kern & Sons vs. C. M. & St. O. 
Railway Co., 44 I. C. C. 552-554, in which case the Commission 
said that carriers subject to the Act may not lawfully extend 
reconsignment without tariff authority. See, in this connection, 
Consolidated Rendering Co. vs. B. & M. R. R., 77 I. C. C. 101. 

It seems apparent that in the absence of a tariff provision 
authorizing the reconsignment of shipments such as those in 
question, the carriers are correct in assessing the local rate from 
origin to diversion point, plus the local rate from diversion 
point to point of final destination. 

Tariff Interpretation; Effect Upon Rates Where Road 
continued But Tariff Not Cancelled. 
Colorado.—Question: The old St. Louis, El Reno and West- 

ern Railroad between Guthrie, Okla., and El Reno, Okla., has 

been abandoned for the past three or four years and has been 
completely dismantled. All that remains of the line is a mileage 
table carried in the short mile mileage tariff of the Corporation 

Commission of Oklahoma. 

For some unaccountable reason, the mileage table was not 
removed from the above mentioned distance tariff until just 
recently. Rates on Oklahoma intrastate traffic, as you know, 
are based on the shortest distance. Is it your opinion that the 
mileage of the St. L. E. & W. Line must be observed, notwith- 
standing the line no longer exists? In other words, is the over- 
sight in removing their mileage scale fatal and who is charged 
with the responsibility of removing such dead timber from 
an agency tariff? Claims are being filed with other lines, alleg- 
ing overcharges account excessive mileage when the shipments 
actually moved via the shortest possible route. 


Answer: We understand the Oklahoma mileage tariff con- 
tains a rule to the effect that the short-line distance as pub- 
lished in that tariff between common points will be observed 
by all lines parties to the tariff as maximum distances for rate 
purposes between such points regardless of which line moves 
the traffic. The short-line distances involved are those pub- 
lished in the tariff and not those created by the physical exist- 
ence of the tracks of the St. L. E. R. & W. The distances pub- 
lished in the tariff are the instrumentalities by which the car- 
riers determine the mileage rate to use over their respective 
lines. The use of the distance published under “St. L. E. R. & 
W.” for determining a distance rate to be used over the rails 
of the Santa Fe, for instance, is not dependent upon the con- 
tinued physical operation or existence of the St. L. E. R. & W. 
tracks. 

Tariff distances and physical distances, while usually con- 
forming to each other, are yet altogether different things. Dis- 
tance rates are computed by the tariff distance and a track may 
be changed so as to be either shorter or longer, but unless the 
tariff is also changed the rate is not affected by the change in 


Is Dis- 
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the length of the track. Swift & Co. vs. T. & P., 88 1. C. ©. gy 

The carriers parties to the tariff in question are stil] hold. 
ing out to the shipper that they will use the short-line distance, 
for figuring their rates, and the short-line distance is that sti 
carried in the tariff. In Miles Lumber Co. vs. C. B. & Q, gy 
I. C. C. 761, the Pine Bluff & Northern published joint rates frop 
Fletcher, Ark., a point on a small road which it was then ope. 
ating. It discontinued service from Fletcher, but failed to cancq 
the through rates published therefrom. The Commission hel 
it responsible to shippers who relied on those through rates 
and who the P. B. & N. compelled to haul to its junction 
their own expense, and awarded reparation in the amount oj 
such expense. This case merely goes to show on interstate 
traffic that a road in actual operation can publish and hold oy 
rates and distances in a tariff which will bind it to protect evey 
though the physical property for which such rate or distance 
was originally published has passed out of existence. We think 
any court would hold that any road party to the Oklahoma mile. 
age tariff, and the rule which makes the shortest distance 
shown therein the maximum distance for rate purposes over 
other lines, is bound to compute its rates accordingly, irre. 
spective of the discontinuance of the railroad which bore the 
same name as the short-line distance table still carried in the 
tariff. This mileage table is a Santa Fe table even though it 
bears the caption “St. L. E. R. & W.” 


Reconsignment and Protection of Through Rates Over Circuitous 
Routes of Express Companies. 


IHlinois.—Question: Last July we shipped an express car 
of grapes from El Centro, Calif., to San Antonio, Texas, and 
on arrival at San Antonio car was diverted to St. Louis, Mo. 
Our connection at San Antonio, in diverting this car for ow 
account, requested the through rate to be protected to des. 
tination. No routing instructions were specified. 

The charges on this car were based on a combination of 
$2.59 rate from El Centro to San Antonio, and $97.02 refrigera- 
tion charge, plus $1.35 rate from San Antonio to St. Louis and 
$62.37 refrigeration charge. We filed an overcharge claim 
against the express company, basing same on the through rate 
of $3.21 and through refrigeration charge of $90.09, from El 
Centro to St. Louis, as shown in express company’s Tariff No. 4C. 

The express company rejected our claim, stating that it 
would have been necessary for the car to have moved via an 
established route from El Centro to St. Louis in order to apply 
the through rate of $3.21. They stated further that the estab- 
lished route to St. Louis would have been Southern Pacific to 
Tucumcari. Our records show that from San Antonio to St. 
Louis the express company routed the car via New Orleans. 

We can find no express company’s tariff showing any 
“Established Routes,’ and it is our contention that inasmuch 
as the express company’s agent at San Antonio accepted the 
diversion order to protect the through rate, that there is no 
tariff authority for any established routes, and that San Antonio 
could be considered intermediate, the through rate of $3.21 
from El Centro to St. Louis should be protected. 


Answer: Had this shipment moved by freight instead of 
express your position would have been well taken. However, 
the matter of routes and the application of through rates in 
connection therewith with respect to express carriers seems 
to us to be very much unsettled. Rule 21 of Official Classifica- 
tion No. 29 is very similar to the reconsigning tariffs applicable 
to freight traffic in that it provides for a reconsigning privilege 
on basis of the through rate from origin to final destination, 
when the shipment is reconsigned at a point directly inter- 
mediate on an established route, the combination of rates to 
and from the reconsigning point being applicable when the re- 
consigning point is not so situated. The trouble is that there 
is no tariff provision for determining when a reconsigning point 
is intermediaté. The reconsigning privilege is held out in Rule 
21, but unless the privilege is exercised at a point on a route 
via which the express company usually handles through traffic 
combination rates will be applied. The privilege is available, 
but you cannot determine in advance from any tariff what the 
exercise thereof is going to cost you, for you do not know 
where to find established routes except by communication with 
a general express officer, and if he makes a mistake it is your 
loss. You cannot determine this for yourself from the express 
tariffs as you can in freight tariffs. 

In Express Rates, Practices, etc., 24 I. C. C. 381, the Com- 
mission discusses the very unsatisfactory condition as to ex- 
press routing and says that. “for the cure of this most annoying 
and one of the most frequent causes of complaint against ex- 
press companies they should be required forthwith to establish 
through routes and these should be filed with the 
Commission. The naming of the through routes should be 
binding upon the carriers as to the rates that are to be applied,” 
etc., etc. In its second report on this matter, 28 I. C. C. 131, the 
Commission holds that it has ample authority under the act to 
prescribe express route. In Southeastern Express Co. vs. Amer- 
ican Ry. Express Co., 78 I. C. C. 126, the Southeastern con- 
tended that since no routes were specified in the tariff all 
routes were open or “established.” The American contended 
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SAILING EVERY SECOND SATURDAY 


From 


MOBILE and NEW ORLEANS 


Los Angeles Harbor, San Francisco 
Oakland, Portland, Seattle 


and Tacoma 


Through bills of lading issued to Hawaii, Australia, 
New Zealand and Dutch East Indies for trans- 
shipment at San Francisco. 


Calls are made at Tampa and San Diego as Cargo offers 


THE STEELE STEAMSHIP LINE, INC. 
GENERAL GULF AGENTS 
424 Whitney-Central Bldg., New Orleans, La. 
THE STEELE STEAMSHIP LINE, INC. 
15 Moore Street New York, N. Y. 
SWAYNE & HOYT, INC., Pacific Coast Agents 
430 Sansome Street San Francisco, Calif. 
H. H. KENNEDY, General Western Agent 
106 Merchants Exchange Building St. Louis, Mo. 


W. J. SMITH, General Agent 


140 South Dearborn Street Chicago, Illinois 


ae 


“Eat 


Qazi 


THE LARKIN TERMINAL 
WAREHOUSE 


—Renders all forms of warehouse service. 

—Stores automobiles and general merchandise. 

—Distributes pool cars without carting charges and makes 
local deliveries. 

—Issues negotiable and non-negotiable warehouse receipts. 

—Has lowest insurance rate in Buffalo. 

—Has storage-in-transit ee 

—Located on Erie and N. Y. C. R. R. 125 car spotting 
capacity. 

—Conducts only Bonded Warehouse in Buffalo. 


Western Distributing Warehouse at Peoria, III. 
For information and prices, write 


J. E. WILSON, Traffic Manager 


hetkettt Co tac. 


680 Seneca Street BUFFALO, N. Y. 
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United Fruit Company 


General Offices, One Federal Street, Boston, Mass. 


STEAMSHIP SERVICE 


REGULAR FREIGHT SAILINGS 
FROM 


New York, Boston and New Orleans 
TO 


Havana and Santiago, Cuba 


JAMAICA COLOMBIA 


K Cartagena 
ey Puerto Colombia 
Jamaica Outports Santa Marta 


CANAL ZONE a 
Cristobal 


ALSO 
PANAMA Ports of Guatemala 
Bocas del Toro 


and British and 
Spanish Honduras 
Through Bills of Lading issued via Cristobal to West Coast Ports 
of South America, Central America and Mexico. 
For rates and other information, address 
17 Battery Place 
pc St. Charles Street 
g Wharf 


oe Building 
Huff Shipping Company 


New Orleans, La. 
Boston, Mass. 
Chicago, Il. 

San Francisco, Cal. 


THE 
ORIENT— 
QUICKLY 


When speed counts in Express, Freight or 
Passenger Service to Japan, China and the 
Philippines, use the ADMIRAL ORIENTAL 
LINE. Sailings every twelve days from 
Seattle, Wash., via THE SHORT ROUTE 
across the Pacific. Through bills of lading 
to any point in the Orient. 


L. L. BATES, General Freight Agent, Seattle, Wash. 


ADMIRAL 
ORIENTAL 


Other Offices at New York, Boston, Philadelphia, Detroit, Chicago, 
Portland, Ore., Tacoma, Wash., Vancouver, B. C., Victoria, B. C. 


SEATTLE, WASH. 
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that only those routes were open and established which the 
carrier regularly used as through routes for through service. 
The Commission héld that the transfer of traffic from the 
American to the Southeastern, for instance, at Washington, 
had the effect of “establishing” a route via Washington. It said: 


The tariffs showed that all routes were open, but the express 
companies’ practice of using direct routes eliminated and closed 
just as effectively as if by tariff publication all indirect and 
circuitous routes. If a shipment accidentally moved by a cir- 


cuitous route the rate was the same, but the shipment was im- 
properly handled. 


By “accidentally moved’ we understand the Commission 
has reference to the carrier’s misrouting, and not the shipper’s 
directing such a movement. This case might well be contrasted 
with Pioneer Lumber Co. vs. Director General, Northern Pacific, 
74 1. C. C. 288. Shipments were billed from western points via 
the Northern Pacific to Minnesota Transfer, Minn., thence re- 
consigned to Duluth, Minn. The Northern Pacific has two routes 
from Washington to Duluth, the longer extending through Min- 
nesota Transfer. It assessed combination over reconsigning 
point; shipper claimed the through rate. The Commission said: 


There was nothing in the governing tariffs which restricted 


the application of the rates to a particular line of the Northern 
Pacific. 


In many cases the Commission has held that where a rail- 
road has two or more routes over its line the rates were ap- 
plicable over any of those routes unless specific routing was 
provided to the contrary. The carriers have shown that through 
traffic did not move over the indirect routes, but that argument 
has always been of no avail to them. In “Routing via North 
Dakota Junctions,” 93 I. C. C. 411, the tariffs provided for appli- 
cation of the through rates “only via direct routes,” but con- 
tained no definition of what constituted a direct route, and the 
Commission held the rates applicable via all unrestricted routes. 
Through traffic did not move via the very circuitous routes, 
but that was immaterial. In the case of rail carriers the Com- 
mission has not held, as it did in the express case, that “the 
companies’ practice of using direct routes eliminated and closed 
just as effectively as if by tariff publication all indirect and cir- 
cuitous routes.” For other cases where indirect routing, 
circuitous routes, difficulties of operation, etc., were unavailing 
because of the absence of tariff restrictions as to routing, see 
Van Dusen-Harrington Co. vs. C. M. & St. P., 47 I. C. C. 59; 
Baker-Reid Lumber Co. vs. B. & O., 74 I. C. C. 489, and Free- 
man Grain Co. vs. Union Pacific, 68 I. C. C. 559. In several of 
these cases the reconsigning tariff permitted the privilege at 
intermediate points, and the Commission held those points inter- 
mediate that were on any unrestricted route. 


In Reconsignment and Diversion Rules 58, I. C. C. 568, cited 
in the Baker-Reid Lumber Co. case, the Commission stated: 


Shippers are entitled under the act to regulate commerce to 
use any through route available under the tariffs. If the tariffs 
are so worded that routes other than a direct route are possible 
such routes should be available alike to all shippers, whether 
availed of under a reconsignment order or upon original billing. 


In its second report in Southeastern Express Co. vs. Amer- 
ican Ry. Express Co., 81 I. C. C. 247 (also in its previous report), 
the Commission suggested that “the best way for the estab- 
lishment of routes (via express companies) may be for each 
company to have individual routing guides showing its selected 
routes. The shipper should then be allowed to route over any 
route contained in either guide.” It further stated that “from 
points on the line of one company to points on the line of the 
other company there are no restrictions in the tariffs as now 
published, and the rates are the same regardless of the route 
over which the traffic moves.” This case was decided on July 
9, 1923, but another case on its docket at the same time, sub- 
mitted June 12, 1922, and decided October 10, 1923, fails to 
follow the foregoing expression of view as to the application of 
rates via unrestricted routes. This case was Kellerman vs. 
Director General, 83 I. C. C. 347, covering shipment of grapes 
from California billed direct to Pittsburgh, Pa., and thence 
reconsigned to Buffalo, New York. Combination of locals over 
Pittsburgh assessed and shipper claimed through rate on 
grounds of unrestricted routing in the express tariff. Express 
company showed that through traffic from California to Buffalo 
would not move through Pittsburgh, and said that “the express 
company’s practice of using direct routes eliminated and closed 
all indirect or circuitous routes just as effectively as if by tariff 


publication.” It held the combination over the reconsigning 
point was the proper basis. 


Regardless of how the express companies may “establish” 
a route, we not the Commission prescribed certain routes in 81 
I. C. C. 247, and ordered them “established” by filing and post- 
ing as required by Section 6 of the Act, which after all would 
seem to be the only way for rate purposes by which a route can 
be lawfully established. There seems to be confusion as to the 
difference between establishing a route for operating purposes 
and establishing it for rate purposes. 
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Refrigeration Service—Delay to Iced Cars at Loading Stations_ 
Cost of Ice Furnished 
California—Question: A refrigerator car was ordered fy}, 
iced to be spotted for fresh fruit loading. The car was aceopj 
ingly spotted iced, capacity of bunkers being 10,600 pounds ot 
chunk ice. Owing to fruit coming in slow, car was helq for 
loading, nine 12-hour periods, after the first free day of %4 
hours. On the date the loading of the car was finished ty, 
carriers applied 6,000 pounds of ice to car, to bring the ice in 
same back to the condition as when originally spotted, fo, 
which a charge was made by them on the cost per ton bagi 
as outlined in Section 4 of Perishable Protection Tariff No, 3 
or an amount of $13.50. Carriers are now attempting to colle 
$33.75 on basis of $3.75 for each 12-hour period held over th 
first 24 hours of free time. They further contend that cost o 
ice basis, which may be used instead of time basis, takes inty 
consideration all ice which has been applied to car prior t 
completion of loading, which in this case would be 16,64) 
pounds. 

I contend that Rule 215, Perishable Protection Tariff No, 3 
in providing two basis for assessing detention charges dogg 
not contemplate the 10,600 pounds of ice used to initially ice 
this car, but that item is taken care of in the per car refrigera. 
tion charges, as named in Section 2 of Perishable Protection 
Tariff No. 3. If charges, as named in Section 2, provide for 
the furnishing of pre-iced cars, then the carrier is attempting 
to collect for this part of the icing service twice, once in detep. 
tion charges and again in line haul refrigeration charges, | 
further contend that cost’ of ice basis should apply on the 
amount of ice placed in the car after initial icing and prior to 


completion of loading, which in this case would be 6,000 pounds 
at $4.50, or $13.50. 


May I have your interpretation of this tariff, together with 
any Interstate Commerce Commission decisions on like cases, 
or if this question was taken into consideration by the Commis. 
sion in perishable freight investigation a number of years ago? 

Answer: Rule 215, Paragraph A, of Perishable Protective 
Tariff No. 3, Dearborn’s I. C. C. 2, reads, in part, as follows: 






























































Charges in this section are conditioned on the understanding 
that when pre-iced and/or pre-salted cars are furnished for load- 
ing they will be loaded and written shipping instruction delivered 
to the carrier’s agent or representative in charge within twenty- 
four (24) hours after the cars have been placed for loading. 

When the shipper fails to load such a car and deliver written 
shipping instructions to the carrier’s agent or representative in 
charge within twenty-four (24) hours after a car has been placed 
for loading, an additional charge of three dollars and seventy-five 
cents ($3.75) per car- for each succeeding twelve (12) hours or 
fraction thereof will be made for meltage of ice; when salt is 
supplied in connection with initial icing the additnoal charge 
will be four dollars and fifty cents ($4.50) per car for each suc- 
ceeding twelve (12) hours or fraction thereof for meltage of ice 
and wastage of salt. See Note and Exception 1. 

Note—In no case will the total charge assessed under this 
rule exceed the cost of all ice and/or salt supplied car prior to 
completion of loading and delivery of written shipping instruc- 


tions to carrier’s agent or representative at the charges provided 
in Section 4 


Exception No. 1 is not pertinent, and therefore may be 
eliminated. We are unable to locate a case in which the ques- 
tion you raise was at issue. However, it is our view that the 
charge for the ice furnished during the detention of the car 
after the first 24 hours should be based on $3.75 for each 12- 
hour period, there being nine of these periods to be charged 
for. Under the application of the note referred to in Paragraph 
(a) the total charge for ice furnished after the first 24 hours 
is not to exceed the cost of such ice furnished during the period 
of detention beyond such time, at the charges provided in 
Section 4. As previously stated, we do not locate a case in 
point, but after a careful perusal of the various refrigeration 
cases, including the Perishable Freight Investigation, 56 I. C. C. 
449, it seems to us that the charge in question is intended to 
cover only the actual meltage of the ice during the delay at 
loading point, that is, during the time the car is held for com- 
pletion of load, subsequent to the first 24 hours after placement 
of the car. The carrier’s contention is not, in our opinion, 
logical, for it would, as you say, make the consignor pay for 
some of the same ice twice. 

Combination Rates—One of the Tariffs Carrying the Rule, While 
the Other Does Not 


Minnesota.—Question: Central Freight Association Freight 
Tariff No. 155P, I. C. C. No. 1823, in Item 1180, on page 37, carries 
a 30c proportional rate from Genoa, Ohio, to St. Paul, Minne- 
sota. On page 27 of the same tariff, under rules and regulations, 
is a provision which provides for the application of Freight 
Tariff No. 228 in constructing combination rates on cement and 
plaster, but no mention is made of lime. 

Great Northern Tariff G. F. O. 430F, I. C. C. A5877, Index 
102, page 8, carries a 6%c rate on lime from St. Paul to Anoka, 
Minnesota. Rule 3, page 5, of the same tariff provides for the 
application of Jones’ Freight Tariff 288, I. C. C. U. S. 1, on lime. 

Can Jones’ Tariff 228 be used in making up the combina- 
tion rate on a movement of lime from Genoa, Ohio, to Anoka? 

(Continued on page 962) 
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UT! ae Lod In the Heart of New York State 
Broad Street Warehouse Corp’n Leonard’s 


700 Broad Street 
Midway between New York and Buffalo on 
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Shore R. R., Malone and Montreal R. R., i 
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FREIGHT, EXPRESS and PARCEL POST 
Shippers 


Is the ONLY BOOK which contains ALL this 
information in ONE VOLUME 


Utica is the most natural and practi- 
cal point for Warehousing and Dis- ' 
tribution in Central New York. ‘ Send for sample sheets 


100,000 sq. ft. of fire-proof storage ae, They tell the story 
space. Private railroad sidings. Am- 


ple office space and desk room for manufacturers’ or 
shippers’ representatives. G. R. L E O N A R D & C O. 
For Complete or Further Information Address 15 East 26th Street 155 N. Clark Street 


BROAD STREET WAREHOUSE CORP’N, Utica, N. Y. New York Chicago 


WHEN SHIPPING TO THE SOUTH 
SHIP TO THE 


Federal Compress & Warehouse Co. 
MEMPHIS, TENN. 


SPECIALIST IN 


MERCHANDISE STORAGE and 
POOL CAR DISTRIBUTION 


Concrete Sprinklered Warehouses Low Insurance 


Operate Own Motor Fleet and Switch Engine. Served by Ten Railroads and Federal Barge Line 
WE SERVE TO SATISFY 


OFFICES: 1001 FALLS BUILDING Members A. W. A. P. O. BOX 1025 
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W. E. Lorden has been appointed traveling freight agent 
at Chicago of the Missouri-Kansas-Texas lines. He takes the 
place of J. C. Walters, who died. 

H. I. Ashley has been appointed traveling freight agent of 
the Trinity & Brazos Valley Railway Company at Dallas, Tex. 

The following appointments have been made by the Norfolk 
& Western Railway: W. D. Dimmitt, assistant freight agent, 
Norfolk, Va., succeeding H. M. Mackan, who died; W. C. Saw- 
yer, assistant foreign freight agent, New York, succeeding W. D. 
Dimmitt; E. M. Dudley, assistant foreign freight agent, Chicago, 
succeeding W. C. Sawyer. 


Byron Cassell has been retired as treasurer and assistant 
secretary of the Chicago, Indianapolis & Louisville, with which 
company he has been associated for 56 years. H. R. Mardorf 
succeeds him. H. B. Crane has been appointed assistant sec- 
retary and assistant treasurer and F. S. Moss has been appointed 
cashier. 

R. R. Vaughan has been appointed commercial agent of the 
Piedmont & Northern Railway Company, succeeding S. C. Bur- 
ress, resigned. 

Harry R. Robey has been appointed general eastern agent, 
Piedmont & Northern Railway Company, Durham & Southern 
Railway Company, New York. 

Edgar Bryant Smith died at his home in Melrose, Mass., 
October 18. He was traveling freight agent of the Denver & 
Rio Grande Western. 

J. F. Hennessey, Jr., has been appointed general freight 
agent, Missouri-Kansas-Texas lines at St. Louis. Harvey Allen 
has been appointed general freight agent, Missouri-Kansas-Texas 
Railroad Company of Texas, at Dallas. 

Benjamin Bell, Jr., has been appointed editor of The Ches- 
apeake & Ohio and Hocking Valley Employes’ Magazine, suc- 
ceeding A. B. Tunis, resigned. 

H. F. Orr has been appointed general eastern agent of the 
Merchants’ and Miners’ Transportation Company, New York, 
effective November 1. 


The Clinchfield Railroad Company announces the following 
appointments: C. E. Bloom, Jr., commercial agent, Columbia, 
S. C., succeeding C. L. Outen, resigned; F. T. White, Jr., com- 
mercial agent, Jacksonville, Fla., succeeding C. E. Bloom, Jr.; 
J. L. Andrews, traveling freight agent, Atlanta, Ga., succeeding 
F. T. White, Jr., and J. J. O’Conner, soliciting freight agent, 
Jacksonville, Fla., succeeding J. L. Andrews. The general offices 
of the Clinchfield Railroad Company are being moved from John- 
son City, Tenn., to Erwin, Tenn. A commercial agency will be 
continued at Johnson City, in charge of S. C. Smith, Jr., com- 
mercial agent. 


DOINGS OF THE TRAFFIC CLUBS 


The semi-annual meeting of the Associated Traffic Clubs of 
America will open at the Hotel Pfister, Milwaukee, Tuesday, 
October 26. Registration of the delegates, alternates, and vis- 
itors will begin at 8:30 in the morning. At 10 a. m. there will 
be an invocation by the Rev. William Wilson, pastor of the 
Summerfield M. E. Church. That will be followed by an address 
of welcome by Daniel W. Hoan, mayor of Milwaukee. T. T. 
Webster, president of the Associated Traffic Clubs of America, 
will respond. There will. be a business session at two o’clock. 
On Wednesday the program includes business sessions at 10 
a. m. and 2 p. m. The subjects announced for the business 
sessions are as follows: Reports of the officers and committees; 
Hoch-Smith resolution; regulation of motor vehicles; trans- 
portation legislation desired of Congress; simplification of tar- 
iffs; cooperation between traffic clubs and regional advisory 
boards; service to member clubs; change in the constitution 
relative to maximum dues; introduction of resolutions by mem- 
ber clubs; subjects considered by board of directors and referred 
to delegates for information and action; suggestions and criti- 
cism with respect to association work; unfinished business; 
new business. On Tuesday evening the Milwaukee Traffic Club 
has provided entertainment in the form of a stag banquet in 
the Fern Room of the Hotel Pfister. Leo F. Nohl, Milwaukee 
attorney, will be the principal speaker. On Wednesday there 
will be a buffet luncheon and a boat ride around the Milwaukee 
harbor on one of the Grand Trunk car ferries. In the evening 
there will be a dinner-dance at the New Elks Club. Special 
entertainment has also been arranged for the ladies. For those 
who desire to play golf on Wednesday afternoon the course of 
the Tripoli Country Club will be open. 





The Traffic Club of St. Louis held a “get together” meeting 
October 18 at the Chamber of Commerce in celebration of the 
club having passed the seven hundred mark in its membership. 
The total membership now is 725. 
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The Junior Traffic Club of St. Louis held a “tra 
ference waterway transportation” meeting in the Public 
October 19. W. J. Higgins, manager of operations of t 
sissippi-Warrior Service, was the speaker. 


Library, 
he Mis. 





The Traffic Club of Kansas City went on a terminal insper 
tion trip October 21 as the guests of the Superintendents’ Ag,, 
ciation of Kansas City. A buffet luncheon was served on th 
train through the courtesy of the Chamber of Commerce. The 
regular Tuesday luncheon October 19 was not held because ot 
this trip. There will be no luncheon meeting October 26 in 
view of the “Frisco dinner” that night. 





The Transportation Club of St. Paul held its regular week 
luncheon October 19 at the St. Paul Hotel. The resolutions 
adopted by the Associated Traffic Clubs of America at its Meet. 
ing in Dallas last April were submitted to the club. 





The Traffic Club of Houston has ratified the resolutions per. 
taining to political rate making and regional representation on 
the Commission adopted by the Associated Traffic Clubs of 
America at Dallas. It has also approved the slogan adoptej 
by the organization and expects to report later on the resolution 
with reference to the relations of the Associated Traffic Clubs 
of America with the Arbitration Society of America. 





The Traffic Club of Kalamazoo has ratified the resolutions 
adopted by the Associated Traffic Clubs of America at the meet. 
ing in Dallas. The club October 21 entertained Michigan (ep. 
tral officials in the Columbia Hotel. Among the speakers were 
Carl Howe, traffic manager; O. R. Bromley, freight traffic map. 
ager; L. W. Landman, passenger traffic manager; E. W. Brunck, 
general freight agent. W. C. Thoms, local agent, was toast. 
master. 





The Traffic Club of Knoxville held its annual banquet and 
election October 14. The following were elected: President, 
A. M. McCabe, traffic manager, J. Allen Smith Milling Company; 
first vice-president, J. I. Dale, agent, American Railway Express 
Company; second vice-president, W. D. Post, superintendent, 
Southern Railway; secretary-treasurer, S. L. Carson, division 
freight agent, Louisville & Nashville Railroad; board of govern- 
ors, H. V. Hart, I. L. Graves, W. C. Gilbert, C. J. Guzzo and 
L. B. Nickle. Prof. J. A. Switzer, of the University of Tennessee, 
spoke on “Water Power Development in Tennessee”; and T. B. 
Curtis, Atlanta, general agent, Charleston & Western Carolina 
Railway Company, spoke on the present day opportunity to 
“swell up” or “grow up.” 





The fourth annual dinner of the Transportation Club of 
Evansville was held at the Hotel McCurdy the evening of Octo- 
ber 20. There were over 300 members and guests present. Pres- 
ident W. H. Orr made a few opening remarks, introducing the 
toastmaster, Harold Van Orman, lieutenant-governor of Indiana. 
He kept things moving at a lively pace, calling on several at 
the tables for remarks. There was a program of entertainment, 
participated in by C. J. Specht, a member of the club, who 
sang several baritone solos. The invocation was pronounced 
by W. M. Lutz, also a member of the club. The address of the 
evening was made by Henry A. Palmer, editor and manager of 
The Traffic World. 





The Jamestown Traffic Club will hold its regular dinner 
meeting October 28, at the Hotel Jamestown. C. Wallace Petty, 
D. D., of Pittsburgh, will make an address. 





The Seattle Retail Traffic Group held a meeting October 14, 
at which time officers were elected. L. M. Latsch was elected 
president; W. B. Bauman, vice-president; Edward N. Phelan, 
secretary and treasurer. The Seattle Retail Traffic Group is 
working in cooperation with the traffic men of Tacoma, prep- 
aratory to the Western Traffic Conference Convention in 1927. 





The Lansing Traffic Club held its first fall meeting October 
13, at the Elks Club, with a dinner and entertainment. There 
were about forty present. The resolutions adopted by the Asso- 
ciated Traffic Clubs of America at Dallas were referred to the 
executive committee, which has passed favorably on them. The 
ninth annual meeting: of the club will be held November 10, at 
the Hotel Olds. 





The Women’s Traffic Club of San Francisco has adopted 
the resolutions with reference to political rate making and re- 
gional representation on the Commission adopted by the Asso- 
ciated Traffic Clubs of America at Dallas last April. 





The Los Angeles Transportation Club held a “California 
Days ’49ers Stag Party” October 22, in the club’s headquarters. 
Prizes were given for the best costumes. 





The Bridgeport Traffic Association held its annual meeting 
October 25, at the University Club. Applicants for membership 
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Drop Front Tariff Files 


All tariffs and supplements may be filed and 
referred to in their proper .alphabetical, com- 
modity or territorial order quickly and without 
seeing or handling many tariffs. 


a A MISSING 
TARIFF 


can cause a lot of trouble. It may 
be the cause of getting out a car 
today that could have been held 
over until tomorrow to take ad- 
vantage of a reduction. It may 
mean a lost opportunity to hurry 
out a car today to forestall 
tomorrow’s advance. 

































These tariff files come in sections, as illustrated, 
which are designed, constructed and finished to 
harmonize with the best makes of office furniture. 
Additional sections can be added to meet your 
future requirements. 


T1—Top Section 
























And every traffic manager knows 
the delay and grief incident to set- 
tling overcharge and undercharge 
claims resulting from shipping 
under rates that have been revised 
without his knowledge. 







The traffic department in which 


The Traffic Bulletin T3—Tariff File Section with 16 3-ineh aun Front Tariff Files 
is checked over each week vs a 


is spared these expenses T5—Sliding Shelf Section 
and annoyances, for in 
THE TRAFFIC BULLETIN 
is printed a complete list of 
the tariffs filed with the Com- 
mission in the current week. 






























Last week’s TRAFFIC BUL- 
LETIN contained over thirty other 
items of almost equal importance 
to the shipper. May we send you 
a copy? 


The Traffic Bulletin 


418 S. Market St. Chicago, Illinois 





T6—Two Drawer Storage Section 





T7—Low Sanitary Base Section 
Write us for information 


P. A. Wetzel Company 


Manufacturers 


SPRINGFIELD, ILLINOIS 
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in the club were present by invitation. A membership drive is 
being made. Industrial executives were also invited with the 
purpose of acquainting them with the workings of the organ- 
ization. 





The Omaha Traffic Club will cooperate with the Chamber 
of Commerce and other organizations in entertaining approxi- 
mately 500 delegates to the American Association of Railroad 
Ticket Agents, returning from their annual meeting at San Diego, 
during the three-hour stop-over of their train at Omaha October 
24. An automobile trip about the city is planned. October 26 
the club will give a Hallowe’n dinner dance at the Omaha 
Athletic Club. 


NORTHWEST ADVISORY BOARD 


The Northwest Shippers’ Advisory Board will hold its sev- 
enteenth formal meeting at the St. Francis Hotel, St. Paul, Oc- 
tober 26. The meeting will convene at nine in the morning. 
Among the speakers for the occasion will be Dr. John L. Coulter, 
president of the North Dakota Agricultural College, and C. R. 
Noyes, president of the St. Paul Association. They will speak 
on the “Economic Value to Business of Adequate Transporta- 
tion Service” and “The Merchants’ Self-interest in Proper Trans- 
portation.” Business to be taken up at this meeting will include 
a revision of the by-laws of the organization, nomination of 
officers, and reports of the various committees. 


ALLEGHENY ADVISORY BOARD 


According to information given out by the publicity com- 
mittee of the Allegheny Shippers’ Advisory Board, a thousand 
business and railroad men are expected to be in attendance at 
the organization meeting of the board at the Hotel Schenley, 
Pittsburgh, November 3. 

The statement of the committee says: “Manufacturing, 
agricultural, wholesale and retail interests, as represented by 
3,200 business enterprises, are taking part in the organization. 
The immediate objective is to secure more intensive utilization 
of transportation facilities. This can be effected, it has been 
proven, by coordinated, joint effort.” 

Among the speakers November 3 will be Donald D. Conn 
and M. J. Gormley, of the American Railway Association, and 
W. J. L. Banham, general traffic manager of the Otis Elevator 
Company, New York, general chairman of the Atlantic States 
Shippers’ Advisory Board. D. O. Moore, traffic commissioner of 
the Pittsburgh Chambef of Commerce, who was elected general 
chairman of the board’ at a recent meeting, will place before 
the session names of individuals nominated for the offices to 
be filled. 


ATLANTIC STATES BOARD MEETING 


Urging the prompt loading and unloading and release of 
all equipment by the shippers and receivers of freight in this 
territory, members of the Atlantic States Shippers’ Advisory 
Board, meeting October 14, in the Bellevue-Stratford Hotel, at 
Philadelphia, took steps to avoid car shortages or embargoes 
during the peak business movement anticipated for the balance 
of the year. The members of the board represented practically 
all the leading basic industries in the Atlantic states territory. 

There were approximately 500 representatives of the ship- 
pers and receivers as well as the railroads serving this section 
in attendance at the meeting, the twelfth regular session of 
the board. They had before them reports from the American 
Railway Association showing that, for the past 19 weeks, car 
loadings throughout the country have been in excess of the 
million-car mark, with much of this movement in the Atlantic 
states section. 

These reports, coupled with those forthcoming from the 
various commodity committees (see Traffic World, October 16), 
as well as from the carriers themselves, caused the shippers 
to adopt “No delays to railroad equipment” as their slogan for 
the balance of the year. This was in the form of a resolution 
presented by a special committee consisting of two representa- 
tives of the shippers and two representatives of the railroads. 

W. J. L. Banham, of the Otis Elevator Company of New 
York, general chairman of the Atlantic States Board, presided. 
According to the various commodity reports, which were sub- 
mitted by respective committee chairmen, business in the middle 
Atlantic states territory for the final quarter of 1926 will gen- 
erally equal or exceed that for the last quarter of 1925, with 
some lines expecting an improvement of from 5 to 20 per cent. 
The discussion which followed the presentation of these reports 
concerned the prospects for handling this traffic without delay 
or inconvenience to shippers or consignees. 

While the representatives of the railroads reported that 
their equipment was in excellent condition, and that with the 
continued cooperation of all factors’ traffic should move 
promptly, they declared that, due to the heavy movement of 
export coal to tidewater, as well as other commodities using 
open-top cars, the available supply of such equipment was 
dangerously near the border line; so much so, in fact, that 
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some lines have had to withdraw a large number of cars fro, 
storage and place them in immediate service. 

The Pennsylvania Railroad reported that it had 2,500 ca, 
loads of export coal either in or on the way to Philadelphj, 
for shipment overseas, while the Reading Company, through jt, 
spokesman, announced that there are 2,800 carloads of bituyy. 
nous coal either in or on the way to its Port Richmond terminal 
yards here. Both carriers were dumping at the rate of about 
450 carloads a day into available vessels. The Baltimore & Ohjy 
reported 3,500 carloads of coal at Baltimore or in transit, 

Members of the Atlantic States Board, which will hold jt; 
next regular meeting in Baltimore in January, were addregge4 
at luncheon by A. J. County, vice-president of the Pennsylvanj, 
Railroad; Dr. Francis Harvey Green, of the Pennington Schooj 
for Boys, and Dr. T. W. Davis, city statistician of Philadelphig 
Mr. County spoke on “Some Essentials of Good Railroading” 


QUESTIONS AND ANSWERS 


(Continued from page 958) 
What is the authority for your decision and what is the correc 
rate to apply? 

Answer: Due to the fact that Agent Jones’ Tariff, I. C. ¢. 
1823, does not authorize the combination rule on lime, although 
doing so on other commodities, the situation is the same as 
if the rule were not carried at all, in so far as lime is concerned, 
In other words, you have no authority under this tariff to use 
the combination rule. On the other hand, Great Northern Tariff, 
I. C. C. A5877, does carry the rule and includes lime therein, 
Therefore there is a holding out to the shipper of a rate go 
constructed which, under numerous decisions of the Commission, 
the publishing carrier, the Great Northern Railway, must pro. 
tect. The effect of these decisions is that the shipper is en. 
titled to the use of the combination rule. The leading case on 
this subject is Sligo Iron Stores Company vs. Western Maryland 
Railway, 62 I. C. C. 643 and 73 I. C. C. 551. 

In this connection we might state that we understand that 
a number of the carriers are refusing to pay such claims, which 
makes it necessary for the shipper to sue for his money. Suits 
of this nature have been filed, but they are still pending, and 
our understanding is that the carriers following this policy 
intend to carry the cases to the Supreme Court of the United 
States if necessary. 

Attention is directed to a recent decision of the Commis- 
sion, namely, Standard Oil Co. (Ind.) vs. Santa Fe et al., 113 
I. C. C. 597, a consolidated case, part of which (Docket 15878) 
involved the same general principle as in the instant case. In 
deciding the issue the Commission commented on its previous 
decisions in such instances, but held that the combination rule 
was not applicable to the facts of that case. 

Our view is that in the instant case the combination rule 


is applicable under the principle of the Sligo case, referred to 
above. 


Tariff Interpretation—Absorption of Switching Charge by Line 
Haul Carrier Has the Effect of Establishing a Joint Rate 
in so far as the Shipper Is Concerned. 

Ohio—Question: Kindly advise as to what is the proper 
rate to apply sixth class from Oakley, Ohio, to Blackwood, Va. 
We check the rate of .16 fourth class from Oakley, Ohio, to 
Cincinnati, Ohio, in Tariff B. & O. W. L. I. C. C. 8302, and .55 
from Cincinnati, Ohio, to Blackwood; Va., sixth class, as found 
in Tariff L. & N. I. C. C. 15434 and Speiden’s 87D, I. C. C. 959. 

The other combination rate is that of sixth class from 
Oakley, Ohio, to Appalachia, Va., 55c in Speiden’s Tariff I. C. C. 
646, and .08% beyond, sixth class, in Speiden’s Tariff 76B, I. C. C. 
648, which makes a combination rate of .631%4 as against 71, as 
stated in the first paragraph. 

The L. & N. advises that the lower combination cannot be 
used, as their Terminal Tariff in conjunction with Outbound 
Local Tariff No. 2, I. C. C. A15434, makes the rate from Oakley, 
Ohio, a through published rate and the use of any combination 
of rates is prohibited. 

Answer: B. & O. I. C. C. W. L. 8302 carries Oakley, Ohio, 
as Index No. 395, and Cincinnati, Ohio, as Index No. 384. On 
page 258 of this tariff, carrying the rates from Oakley to Cin- 
cinnati with rate basis 15, under which you claim the 16-cent 
factor, you will observe that reference (11) is carried imme- 
diately preceding the index of stations. Referring to reference 
(11), on page 16, we find that it specifically provides in sub- 
stance that these rates will not apply on carload traffic, which 
evidently your shipment was; then it refers you to B. & O. 
I. C. C. W. L.-7211 (a switching tariff) or subsequent issues for 
your rate. B. & O. I. C. C. W. L.-8302 is therefore by its own 
terms not applicable, as you are attempting to apply it. 

As to the Appalachia, Va., combination, observe the ref- 
erence “a” as carried against this station, on page 258 of 
Speiden’s I. C. C. 648, and the explanation thereof as carried 
at the bottom of the same page reading “will not apply in 
constructing rates on traffic routed via the L. & N. R. R. or the 
L. H. & St. L. Ry.” Assuming shipment was routed by the 
shipper via the L. & N. R. R., as you do not state otherwise, 
this combination likewise is, in our opinion, inapplicable, which 
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SUMMER STREET STORES 


Direct connection with New York, New Haven 
& Hartford Railroad. 
Capacity, 2,000,000 cubic feet. 


OUR FACILITIES ARE UNEXCELLED 


Wharfage and Dockage 
Free and Bonded Stores 





Overland 
“Route— 
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General Storage Department 


178 Atlantic Avenue 


Boston, Mass. 
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ALBANY TERMINAL STORES 


Direct connection with Boston & Albany 
Railroad. 
Capacity, 1,480,000 cubic feet. 


A Warehouse on every railroad entering Boston 
Total General Storage Capacity 9,706,000 cubic feet 





. Faster Flyers to California 


EFFECTIVE NOVEMBER 14 


Los Angeles Limited 


63 hours between Chicago and Southern California. All- 
Pullman. Barber, Bath, Valet, Maid. Extra Fare $10. 


8:00 p.m. - - - Lvy.Chicago - - - - Ar. 10:50 a. m. 
9:00a.m. - - - Ar.LosAngeles- - - Lv. 5:50 p.m. 


San Francisco Overland Limited 

The only 63-hour train between Chicago and San Francisco 

—latest type of Pullmans—Barber, Bath, Valet, Maid. 
Extra Fare $10. 


10p.m. - - - Lv.Chicago - - - - Ar. 11:00a.m. 
10a.m. - - Ar. San Francisco - - Lv. 6:00 p.m. 


Gold Coast Limited 


All-Pullman—68 hours Chicago to San Francisco and Los 
Angeles. Barber, Bath, Valet, Maid. No Extra Fare. 


8:30 p.m. - - - Lv.Chicago - - - - Ar. 9:00a.m. 
2:30p.m. - - - Ar.San Francisco - - Lv. 11:00a.m. 
2:30p.m. - - - Ar. LosAngeles- - - Lv. 11:00a.m. 


Open-top observation car between San Bernardino and Los Angeles. 


Continental Limited 
Observation, Standard and Tourist Sleeping Cars, Dining 
and Chair Cars. 4 hours faster. No Extra Fare. 


2:30p.m. - - - Lv. Chicago - - - - Ar. 3:55 p.m. 
8:30a.m. - - - Ar.LosAngeles- - - Lv. 5:55 p.m. 


Pacific Limited 


Observation, Standard and Tourist Sleeping Cars, Dining and Chair Cars, 
3 hours, 45 minutes faster to San Francisco. No Extra Fare. 
2:30p.m. - - - Ly.Chicago - - - - Ar. 1:55 p.m. 
8:30a.m. - - - Ar.San Francisco - - Lv. 4:00p.m. 
Further details of this new service to be announced later. 


W.H. Murray, General Passenger Agent 
Union Pacific System Omaha, Nebraska 


8: 
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leaves the third basis or the one claimed by the carrier as 
the only one left to be used, according to the facts stated. 

As to the principle that the absorption of a switching charge 
by a line-haul carrier makes the rate a through published rate, 
prohibiting the use of any combination, as claimed by the L. & 
N. R. R., see Boston Wool Trade vs. Director-General, 60 I. Cc. C. 
282, at 306, wherein the Commission said: “The absorption 
of a portion of the switching charge in such a case is, in its 
effect upon the shipper, nothing more than the establishment 
of a joint rate lower than the combination of separate charges. 
Again, in Butterfield Company vs. N. O. & N. E., 50 I. C. C. 748, 
it was held that “so far as the shipping public is concerned, 
the effect of a switching absorption is to establish a joint rate.” 
See also National Dock and Storage Warehouse vs. B. & M., 
38 I. C. C. 643, at 650; and I. and S. Docket 1011, 47 I. C. C. 
583, at 586. Two other cases more directly in point are Procter 
and Gamble vs. Director-General, 81 I. C. C. 361, and Warsaw 
Lumber Company vs. C. & N. W. Ry., 50 I. C. C. 453. In the 
Procter and Gamble case, supra, you will observe that the Com- 
mission held that where, in connection with a line-haul rate 
the switching charge of a connecting carrier was absorbed, the 
resulting rate was just as specific as a direct point-to-point rate, 
and therefore applicable when lower than the specific point-to- 
point rate. The Warsaw Lumber case is along the same lines. 

Transit 

Texas.—Question: On a shipment of potatoes, originating 
at Churchill, Idaho, billed to Burley, Idaho, reshipped from Bur- 
ley to destination in Texas, on which storage in transit tonnage 
was used in reshipment from Burley, the amount of freight 
charges paid into Burley was 7c, while the through rate from 
Churchill to destination was 99c plus 3%c storage, or $1.02% 
through, less 7c paid in, balance 954%c. The flat rate from 
Burley to destination was 95c. The tonnage was at Burley at 
the time of shipment and, although Form X-13 was executed, 
using Churchill, Idaho, tonnage, we are of the opinion that we 
should not pay more than the flat rate from Burley, which is 
95c; in other words, we do not feel that the shipper should 
be penalized %c in using the tonnage from Churchill, in view 
of the fact that the tonnage was already at Burley, and the flat 
rate from Burley was %c cheaper than the through rate, point 
of origin to destination, less the amount paid in, plus 3%c 
storage in transit charge. 

If you have any record of a case of this kind, will you please 
advise whether or not we are entitled to 95c flat rate from 
Burley? 

Answer: The question involved, is, as we see it, whether 
or not when a shipper has done those things which are necessary 
to obtain the application of a through rate or other basis au- 
thorized in a transit tariff, and has, in effect, made a through 
shipment (transit being merely a suspended through movement), 
he is entitled to the benefit of a cheaper combination, which 
combination would have applied had he not availed himself of 
the provisions of the transit tariff and instead made two local 
shipments, one into the transit point and the other out of the 
transit point. 

We have made a very thorough search for opinions of the 
Commission which deal with such a situation, but have been 
unable to locate one which is in point. Our opinion, however, 
is that, having elected to avail himself of the provisions of the 
transit tariff, and having performed those acts which are neces- 
sary to the obtaining of the basis auhorized by the transit tariff, 
a shipper must pay charges on the shipment assessed in ac- 
cordance with the provisions of the transit tariff. A further 
consideration is that the carrier, having performed a transit 
service, is entitled to collect the charges which are legally ap- 
plicable under the tariffs lawfully published and on file with the 
Interstate Commerce Commission. 


Damages—Delay—lIncidental Expenses 


Georgia.—Question: Please advise us your opinion as to 
collection of damages from carriers on shipment which was 
either delayed or was on hand with the carriers at their depot 
on which the consignee made a number of efforts to secure the 
shipment, but was advised by carriers that they had no record 
of same. 

In other words, could we recover damages for the time con- 
sumed in making the various trips to the depot for the shipment 
which was either delayed or not delivered on account of errone- 
ous information given the consignee? 

Answer: Assuming there was unreasonable delay to the 
shipment not the result of a cause for the consequences of which 
the carrier is liable, which fact must be established, it is possible 
to recover as damages expenses actually incurred by reason 
of the unreasonable delay to a shipment. The following is a 
statement of the law on this subject: 

It is very generally held that necessary expenses incurred 
by the owner of the goods on account of negligent delay of the 
carrier in delivering them at their destination may be recovered. 
This is in accordance with the well settled principle that one 
who is injured by the negligence of another is bound to use all 
reasonable means at his command to lessen the damages which 
would otherwise result from such negligence, and he cannot re- 


THE TRAFFIC WORLD 


Vol. XXXVIII, No, y 


cover damages for such loss as might have been voide 
compliance with the rule. On complying with this ru 
only fair that he should be allowed the necessary exDense jy 
which he is put in reducing the damages. Nevertheless, Plaintig 
is not entitled to damages for inconvenience and expenge to 
which he was put by the delay where he offers no evidence on 
the subject; and under these circumstances he is entitled t, 
only nominal damages, if to any at all, for his inconvenience and 
expense. 

In applying the foregoing principles to dead freight, it has 
been held that expenses incurred in securing the safety of the 
goods are recoverable and also expense incurred in reshipping 
to another market, made necessary because by reason of Neg. 
ligent delay the original place of destination ceased to be a 
market for the class of goods shipped. So it has been held tha 
insurance which the shipper may have had to pay by reason of 
increased risk caused by the delay is recoverable; and also, ag. 
cording to some decisions, expense incurred in searching for or 
attempting to locate the goods (Murrell vs. Pacific Express Co, 
14 S. W. 1098; Savannah, etc., R. Co. vs. Pritchard, 1 S. E. 961: 
Illinois Cent. R. Co. vs. Hopkinsville Canning Co., 115 §. W. 
758; Swift River Co. vs. Fitchburg R. Co., 47 N. E. 1015; Farwelj 
vs. Davis, 66 Barb. 73; Davis vs. Cincinnati, etc., R. Co., 12 Ob, 
Dec. (Reprint) 463; Haberzettle vs. Trinity, etc., R. Co., 103 
S. W. 219, and Reading Co. vs. Drilling Co., 165 Pac. 1133), al. 
though it has been held that damages are not recoverable fo; 
loss of time while waiting for the goods to arrive. Expense 
cannot be included which might have been avoided by the ex. 
ercise of reasonable care, or which does not grow out of the 
delay. Interest paid on a debt which the consignee expected to 
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discharge by delivery of the goods is not recoverable. 


RATES ON FLOOR COVERINGS 


Complainant’s case in docket 17489, Certain-teed Products 
Corporation against Aberdeen & Rockfish R. R. and others, and 
Sub. Nos. 1 and 2, was presented before Examiner Satterfield 
in Chicago the first five days of this week. The defendants will 
present their case at a hearing in New York December 13. 

In 17489 the Certain-teed Products Corporation alleges that 
rates charged on linoleum, felt base carpeting, and oil cloth, 
shipped from Philadelphia and Trenton to Official Classification 
and Southern territory, are unreasonable, unjust, and prejudicial. 
It asks for rates applying to all parts of the country on a direct 
mileage scale, the extension of the 30,000-pound carload mini- 
mum, which it now has in territory east of the Mississippi, to 
the entire country, and a uniform mixing privilege applicable 
to all of the country, which would permit oil cloth to be mixed 
with linoleum and other floor coverings at the commodity rates. 
It has this mixing privilege to most of the territory east of the 
Mississippi. 

George B. Cromwell, assistant traffic manager of the cor- 
poration, presented information relative to the transportation 
characteristics of the commodities involved, the volume of the 
traffic, and other pertinent matter. The basis of the complaint 
made by his company, as presented by Mr. Cromwell, in sub- 
mitting the proposal of a direct mileage scale to all parts of 
the country, was that the existent rate structure embraces com- 
modity rates to only a few large centers of distribution, which 
situation enables distributors of the commodities in question, in 
those favored centers to flood their surrounding territory in 
such manner that small outlying jobbers are not enabled to 
compete. It was contended that the desire of the complainant 
was to put the small jobber on a competing basis with the 
jobber in the large center. The direct mileage basis for rates 
was held to be the only method practicable for accomplishing 
this, the theory being that the large jobber cannot work “rural” 
territory and that an arrangement enabling the small jobber 
to do business would increase the volume of business both to 
the carriers and to the manufacturer. 

Between fifteen and twenty jobbers of floor coverings, lo- 
cated at points widely scattered over the country, appeared as 
witnesses. Their testimony was to the effect that they were 
under a severe handicap in compeing with large jobbing centers, 
due to the rates, and, further, that the mixing privilege on oil 
cloth and floor coverings, as well as the carload minimum of 
30,000 pounds, was essential to making these goods available 
in the smaller jobbing points. 

James H. Noble, traffic consultant, presented material per- 
taining to the reasonableness of the rates asked. He made 
comparisons between the car-mile earnings on floor coverings 
and other similar commodities, which, it was maintained, showed 
the unreasonableness of the present rates on the commodities 
in question and the reasonableness of the rates proposed. 

L. R. Walker, vice-president of the Certain-teed Products 
Corporation, presented facts relative to the sales end of the 
business and exhibits showing the relative volume of business 
done in the various sections of the country, connecting that 
with existing alleged rate inequalities. 

R. M. Nielson, traffic manager, William Volker Company, 
with main offices at Kansas City, appeared as complainant in 
Sub. 1... He opposed the mixing privilege in effect to territory 
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CET YOUR SHIPMENTS 
THROUGH PROMPTLY 


Fast Freight Transit Is Assured 
When You Route Your Shipments 


via 


The “SOUTHERN OHIO” Lines 


Between 


ZANESVILLE, OHIO 


5000 Miles of Electric Railway 


Territory in Ohio-Indiana - Michigan 


























Overnight Service 


Dayton, Lima, Columbus, Toledo, Detroit, 
Ft. Wayne, Indianapolis, Cleveland, Richmond, 
Urbana, Bellefontaine, Newark. 


2nd Day 


Cincinnati, Hamilton, Middletown, Delaware, 
Marion, Chillicothe, Terre Haute, Peru, 
Logansport, New Castle, Muncie. 


3rd Day 


Louisville, Martinsville, Crawfordsville, LaFayette, 
Anderson, Bluffton, Kokomo, South Bend, 
Grand Rapids, Muskegon, Kalamazoo, 
Battle Creek, Jackson, Lansing. 


















Write for free copies of Shippers’ 
Guides and Large Map in Colors. 


The“SOUTHERN OHIO” Lines 


A. E. WILLIAMS, P. &. F. A. Zanesville, Ohio 
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Old and current demurrage claims set- 
tled promptly. 


Our Patented Graphic Charts satisfy 
shipper and railroads. 


We settle claims out of court. 


Our basically patented system shows the 
true situation on each track daily. It 
automatically and graphically shows 
run-arounds, bunching and switching 
delays. 


Write us your demurrage troubles and 
we will advise you our recommendations 
without charge. 


We make no charge for our services 
until a settlement is reached. 


Our charges are based on the amount of 
the claims in dispute and then we charge 
a commission on the amount collected or 
adjusted. 


We also install our system so industries 
can keep their own visual demurrage 
records. 


Our system saves Money, Time and 
Worry. 
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THE ROSS DEMURRAGE BUREAU, INC. 


17 Battery Place New York, N. Y. 
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east of the Mississippi and said he was satisfied with the present 
fourth class rating on floor coverings in Official anc Southern 
classification territories, but thought that commodity rates 
should be made 85 per cent of that fourth class rating. He 
opposed the 30,000-pound carload minimum asked by the Cer- 
tain-teed interests and asked that a 50,000-pound minimum be 
set. Exhibits presented by him showing the movement of the 
goods in question indicated that the average carload was in 
excess of 50,000 pounds. In the main, his position was that the 
floor covering business was on a sound basis and that there 
should be no vital changes in present rate arrangements. 

W. H. Fitzpatrick, for the St. Joseph Chamber of Commerce, 
intervener in 17489 and Sub. No. 1, joined in the protest of 
Mr. Neilson against any carload minimum other than 50,000 
pounds and introduced information to show a commercial neces- 
sity for such a minimum. He asked that, should the Commission 
continue low minimums where now existent and grant them 
where not now in effect, a minimum privilege of 50,000 pounds 
be also granted, with compensation in rates on the higher mini- 
mum. 

R. G. Kreitler, for Congoleum-Nairn, Incorporated, complain- 
ant in Sub. 2, asked for fifth class rating in Official and Southern 
classification territories on floor coverings, instead of the pres- 
ent fourth class rating, and desired fourth class rating in West- 
ern Classification territory. He asked that a 36,000-pound mini- 
mum be made applicable to the entire country and he desired 
a mixing privilege, where not now available, on carpet lining 
and other floor coverings. He objected, however, to the mixing 
privilege on oil cloth and floor coverings, stating that the latter 
were not related, either in their use or manufacture, and that 
the mixing privilege on oil cloth was preferential of the Certain- 
teed Product Corporation and discriminatory to other manufac- 


turers of floor coverings, inasmuch as no other floor covering 
manufacturer produced oil cloth. 


SALT HEARING ENDED 


Hearing in Dockets 17579 and Sub. No. 1, Ruggles & Rade- 
maker against the A. C. & Y. and others, and 17968, American 
Salt Company and others against the A. C. & Y. and others was 
concluded October 15 before Examiner Satterfield in Chicago. 

W. J. Tomkins, representing Ohio and eastern shippers, 
declared his testimony was not a part of an effort to obtain 
lower rates so much as a protective measure against possible 
damage being done the interests he represented by changes in 
the existing adjustment between the various producing points. 
His exhibits were intended to show, first, that Ohio salt fields 
were comparable to the eastern Michigan fields in distance from 
the destination territory involved, yet, to a considerable portion 
of that territory, eastern Michigan had a differential under 
Ohio, ranging up to 2.50 cents a hundred pounds, and, second, 
that the percentage relation between salt rates and the basing 
rate was much higher from Ohio than from the other produc- 
ing territories involved. 

J. R. Baker, appearing for Armour & Co., said he would 
not be able to present the testimony planned, as evidence per- 
taining to different kinds of salt and minimum carload weights 
had been ruled out as broadening the issues. It was announced 
that Armour & Co. would join in the request of the carriers 
that the decision of the Commission in these cases be withheld 
until it could pass on a petition for a reopening of the 1923 
salt cases. Mr. Baker said he did not consider a rate reasonable 
that was made on a minimum carload weight of 45,000 pounds 
and applying on loads more than two hundred per cent of that. 
Exhibits were introduced showing the actual car earnings over 
specified mileages on shipments received by Armour & Co. 
The revenue obtained on the shipments was held to be excessive. 


P.O. AIR MAIL LINES 


Definite steps toward relinquishment of the transcontinental 
and the overnight New York-Chicago air mail services are being 
taken by the Post Office Department and within thirty days ad- 
vertisements will be issued inviting bids from contractors to 
take over the services, Postmaster-General New has announced. 

“It has never been the intention of the Post Office Depart- 
ment to continue permanently the operation of the air mail 
service,” says a statement issued by the department. “It was 
planned merely to develop it to a point where its feasibility and 
practicability could be adequately demonstrated and then, as 
soon as commercial flying companies became strong enough to 
handle such an enterprise, to relinquish the fruits of the de- 
partment’s pioneering. It is felt that the work of the depart- 
ment in this direction has pushed commercial flying in America 
several years ahead.” Continuing, the department said: 


With the passage during the past session of Congress of legis- 
lation placing in the department of commerce authority for the main- 
tenance of flying fields and lighted air ways and with the continued 
growth and development of private enterprise in aviation the post- 
master general feels that the time has arrived when the department 
may gracefully step out. 

The post office department has on hand something like 85 air 
planes, 15 hangars located at flying fields all of the way across the 
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country, and considerable shop equipment worth several mij) 
dollars, necessary for the maintenance of the air mail service, Wwhiee 
probably will be disposed of to the best possible advantage. ch 

Postmaster General New reiterated his oft repeated Statement 
that no company can successfully operate a commercial air Servic 
on a mail contract alone but must also be prepared to transpor; 
passengers and express. This condition will be all the more applicabi 
to the contractor who takes over the lines now being operateq by 
the post office department. y 

Postmaster General New and W. Irving Glover, second assistant 
Postmaster General charged with the operation of air mail, are layjp 
plans for changes in air mail postage rates that will render thes 
uniform, and provide a flat rate applicable throughout the country 
for all air mail transportation regardless of distance or other factors 

Present rates, complicated by the zone system and by a different 
basis provided by legislation for contract routes, are extremely gop. 
flicting. They are not only incomprehensible to mail patrons but 
are not amenon f understeed by postal clerks. The transfer of the 
transcontinental service to private contractor would render them eve, 
more confusing. 


One illustration of conflicting air mail rates now in existence jg 
cited as follows: 

A letter from New York for certain points in Idaho would 
by way of Twin City Route No. 9 the days that route operates, dajly 
except Saturday and Sunday. 15c. 

On Sundays, over Transcontinental Route to Salt Lake City t 
Elko-Paso Route No. 5 via Boise. They operate daily except Monday 
or daily except Sunday out of New York. 25c. 

The other day, over Transcontinental Route, Saturadys out of 
New York to Salt Lake City for training. 24c. 
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Digest of New Complaints 





No. 18327, Sub No. 3. S. Rothman & Son, St. Louis, Mo., vs. Penn- 
sylvania et al. 
Rates and charges in violation of sections 1 and 4 of the act, 
on carload shipment of second-hand burlap bags from Cleveland, 
Ohio, to St. Louis, Mo. Asks reparation. 


No. 18327, Sub. No. 4. S. Rothman & Son, St. Louis, Mo., vs. New 
York Central et al. 


Same complaint and prayer with respect to one carload of 
burlap bags from Cleveland to St. Louis. ; 

No. 18327, Sub. No. 5. S. Rothman & Sons, St. Louis, Mo., vs. New 
York, Chicago & St. Louis et al. 

Same complaint and prayer with respect to one carload ship- 
ment of burlap bags from Cleveland to St. Louis. ; 

No. 18727, Sub. No. 2. John Fena Co. et al., Chisholm, Minn., vs, 
Santa Fe et al. ; 

Unreasonable charges on carload shipments of grapes from 
California points to Chisholm, Hibbing and other points in Minne- 
sota. Asks reparation. , 

No. 18759. Crook Son & Co., Hicksville, O., vs. Pennsylvania et al. 

Unreasonable charges on three carloads of logs from Columbia 
City, Ind., to Hicksville, O. Asks reparation. 

No. 18760. Muscle Shoals Traffic Bureau, for Florence Lumber Co. 
et al., Florence, Ala., vs. A. & V. et al. . 

Rates in violation of sections 1, 3 and 4 of the act, on window 
glass from Shreveport, La., Fort Smith, Ark., Texarkana, Ark.- 
Tex., and other points to Florence, Sheffield and Tuscumbia, Ala. 
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Asks rates for future and reparation. al 
No. 18761. Galveston Cotton Exchange and Board of Trade et al, Sl 
Galveston, Tex., vs. A. & V. et al. ) 


Rates in violation of sections 1 and 6 of the act, on cotton, 
compressed in transit at carriers’ expense, from points in Mis- 
sissippi, Alabama and Tennessee and points in Louisiana east of 
Mississippi to Galveston, Tex. Asks rates for future and repara- 
tion. 

No. 18763. Enochs Lumber & Mfg. Co., Jackson, Miss., vs. [Illinois 
Central et al. 

Rates in violation of sections 1 and 6 of the act, on lumber and 
on pine, gum and cypress veneer, from West Helena, Ark., via 
Helena, Ark., to Jackson, Miss. Asks through rate of 18% cents 
and reparation. : 

No. 18764. C. Swanston & Son, Swanston, Cal., vs. Western Pacific 
et al. 

Unreasonable, prejudicial and preferential rates on cattle and 
sheep from points in Nevada and Oregon to Swanston, Cal., and 
from points in California via Nevada to Swanston, as compared 
with rates to San Francisco. Asks rates for future and repara- 


tion. 
No. 18765. Washington Dehydrated Food Co., Yakima, Wash., Vs. 


Northern Pacific et al. : ' 
Alleges that rates and minimum weights on dried fruit from 
Yakima and Wenatchee, Wash., to points in Groups J to D, inclu- 
sive, as shown in Transcontinental Tariff No. 2T, I. C. C. No. 1160 
and to points in Montana and the Dakotas, are unreasonable an 
prejudicial, and that preferential rates and weights are accorded 
dried fruit districts of Virginia, New York, Michigan and Arkan- 
sas to the same destinations. Asks rates and weights for the 
future. 
No. 18766. Birmingham (Ala.) Traffic Association vs. L. & N. et al. 
Rates in violation of Sections 1 and 3 of the act, on sand and 
gravel from Jackson's Lake, Prattville Junction and Coosada, Ala., 
to Atlanta, Ga., and group points. Asks rates for future. 
No. 18767. The Florman Mfg. Co., Pueblo, Colo., vs. C. R. I. & P. etal. 
Illegal rates on one carload of linseed oil from Minneapolis, 
Minn., to Pueblo, Colo. Asks reparation. 


No. i Calkins, Augsbury & Mikan, Durand, Mich., vs. Michigan 
Central. 


ee ee ee 


Charges in violation of Sections 1 and 6 of the act, on sheep 
from Union Stock Yards, Chicago, Ill., to Wolverine, Mich. Asks 
reparation. 

No. 18769. Dolcito Quarry Co., Birmingham, Ala., vs. L. & N. et al. 

Alleges that rates on limestone, ground, powdered or pulverized, 
from Dolcito, Ala., to points on Illinois Central system are in vi0- 
lation of Sections 1 and 3 of the act. Asks rates for future. 

No. 18770. Moline Consumer’s Co., Moline, Ill., vs. C. B. & Q. et al. 

Rates and charges in violation of sections 1 and 3 of the act, 

on bituminous coal between the Linton and Clinton districts of 
Indiana and destinations of East Moline, Moline and Rock Island, 
Ill. Asks rates for the future, and reparation. ; 
Pk A Seldomridge Grain Co., Colorado Springs, Colo., vs. 
anta Fe. 
Switching charges on grain and grain products in violation of 
section 6 of the act, in connection with movement thereof from 
Nebraska and Colorado points to Colorado Springs, there stored 
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Your Customers Know , Lafayette Ave., Cor. (2th St, M. 0. and 
pg KS SUGAR HUI ee ema ea EB 


Fireproof Const. Warehouses 


Economical Automobile 
Truck ice 


Negotiable Warehouse Receipts 





7 2 one, om Sts., M. C., G. T. 


} de Be ” Ave. “and Union a. Ry., 
Wabash and P. M. R. R., Penn. Ry. 

Division and Dequindre on G, 7. R. R. 
Foot 8th St, River, M. C. and C. P. 


Junetion Ave., Penn. Ry., Wabash and 


ee 9 ME DISE WAREHOUS Lenteruig ran 
Field Warehousing PM Wabash and Union Balt, a? 


Secs. Henry Coburn Storage & Warehouse Co., Indianapolis 


Orders Filled=and Enroute the Day Received. No Trap Car Delays. 
We Operate Our Own Truck Equipment. 


Merchandise Storage— Quick Shipments — Distribution Cars 
‘“‘Coburn Service for Efficiency’’ 





At Your Service 





| Santa Fe System Lines 


Whether you are shipper, traveler, 
business man or farmer 


| Freight—Modern freight cars of steel under- 


frame construction, equipped with air brake 
and automatic coupler, insure safety for con- 
signments. 


Through package and carload Red Ball serv- 
ice from Chicago, St. Louis and Kansas City, 
Mo., to principal points in the South and West. 


Emigrant Movables are given special atten- 
tion. 


Passenger—In addition to the four trans-con- 
tinental trains which the Santa Fe for years 
has been running between Chicago, Kansas 
City and California, “Santa Fe all the way,” 
a new extra fare train, The Chief, has been 
established, which makes the run between Chi- 
cago and Los Angeles in two business days. 


Colonization—This department of the Santa Fe 
is prepared to furnish dependable information 
with reference to land values, the class of 
crops that can be grown most successfully, 
community development, and a general sur- 
vey of the country, so that a good idea may 
be obtained of the opportunities that each 
region affords. 


Agricultural Development—The Santa Fe Rail- 
way is cooperating with the United States 
Department of Agriculture, State Agricul- 
tural Colleges, State Boards of Agriculture 
and County Farm Bureaus in helping to de- 
velop the agricultural resources of the terri- 


tory served by its lines, including California, 
Arizona, New Mexico, Texas, Louisiana, Colo- 
rado, Nebraska, Kansas, Oklahoma, Missouri, 
Iowa and Illinois. 


Industrial—Are you seeking raw materials, 


cheap fuel, pleasant surroundings for your 
employes? 

Cannot a new branch house, strategically 
located, better serve your trade and save 
transportation charges? 

Our men are familiar with conditions through- 
out the twelve great states reached by the 
Santa Fe and will give you reliable information 
concerning any portion of this vast territory. 


Live Stock—Consult us on your shipping prob- 


lems. We are anxious to serve you by advis- 
ing as to rates, routes, equipment, quarantine 
regulations, pastures, feeding facilities, etc. 
Santa Fe equipment and feeding facilities are 
second to none. It is our desire to see that 
your shipment is carefully and expeditiously 
handled. 


Refrigerator—The Santa Fe Railway operates 


its own refrigerator cars for perishable 
freight, carload and less than carload. 
Its Refrigerator Department gives efficient 
supervision to perishable protective service 
from origin to destination. 

W. B. Storey, President 


The Atchison, Topeka & Santa Fe 
Railway System 
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or milled in transit and reforwarded to points in Colorado, Kan- 

sas, New Mexico and Arizona. Asks reparation. 

No. 18772. Columbia Valley Lumber Co. et al., Seattle, Wash., vs. 

Director General of Railroads, as agent. 

Rates in violation of sections 1 and 6 of the interstate com- 
merce act and section 10 of the federal control act, on coal from 
— in Utah to points in the state of Washington. Asks repara- 

on, 

18773. Manufacturers’ Traffic Bureau, St. Joseph, Mich., 
the Compound & Pyrono Door Co. vs. B. & O. et al. 

Rates and charges in violation of sections 1 and 3 of the act, 
on doors from St. Joseph, Mich., to points in Michigan, Illinois, 
Iowa, Missouri, Indiana, Pennsylvania, Nebraska, Maine, New 
Hampshire, Connecticut, Ohio, Kentucky, West Virginia, Tenn- 
essee, Georgia, New York, New Jersey, Massachusetts and Mary- 
land. Asks rates for the future, and reparation. 
18774. American Association of Nurserymen, 

American Railway Express Co. 

Rules, terms and conditions for the transportation of nursery 
stock by c. o. d. express in violation of sections 1 and 3 of the 
act. Asks relief for the future. 

. 18775. The Northwest Paper Co., Cloquet, Minn., vs. C. M. & 
St. P. et al. 

Rates and charges in violation of sections 1, 2 and 3 of the 
act, on rosin size from North Milwaukee, Wis., to Cloquet, Minn. 
Asks rates for the future, and reparation. 

18776. Port Crescent Sand & Fuel Co., Detroit, Mich., 
Wheeling & Lake Erie. 

Rates in violation of sections 1, 2, 3, 4 and 13 of the act, on 
core sand from Cleveland, Ohio, to Zanesville, Ohio. Asks rates 
for the future, and reparation. 

. 18777. J. W. Dykstra & Co., Detroit, Mich., vs. C. M. & St. P. 

Rates in violation of Sections 1 and 2 of the act, on coal from 
Ivaton, W. Va., to Beaver Dam, Wis., reconsigned to Plymouth, 
Wis. Asks rates for the future, and reparation. 
18778. Maine Spinning Co., Skowhegan, Maine, Boston & 
Maine et al. 

Rates in violation of the first three sections of the act, on 
bobbins when returned empty to Skowhegan, Maine, from points 
on the Boston & Maine railroad. Asks rates for the future, and 
reparation. 
18780. El Dorado Refining Co., El Dorado, Kans., vs. Santa Fe. 

Unreasonable rates on gas oil from El Dorado, Kans., to 
Tulsa, Okla. Asks rates for the future, and reparation. 
18787. Board of Railroad Commissioners of the state of Iowa, 
Des Moines, Ia., vs. Santa Fe et al. 

Rates and charges in violation of sections 1 and 3 of the act, 
and also of the Hoch-Smith resolution, on grain and grain prod- 
ucts from points in Iowa to Colorado common points. Asks rates 
for the future. 
No. 18781. Lone Star Gas Co., Dallas, Tex., vs. B. & O. et al. 

Unreasonable rates on pipe line coating from Cleveland, Ohio, 
to Breckenridge and Lillian, Texas. Asks reparation. 
No. 18782. New Orleans Joint Traffic Bureau, New Orleans, La., vs. 

Abilene & Southern et al. 

Rates in violation of sections 1 and 3 of the act, on grain and 
grain products from points in Colorado, Idaho, Kansas, Missouri, 

Nebraska, Nevada, Oklahoma, Oregon, Utah and Wyoming, to 


New Orleans and points within the terminal limits thereof locally. 
Asks rates for the future. 


18783. The Newsome Feed & Grain Co., Pittsburgh, Pa., vs. 
Pennsylvania. 

Rates and charges in violation of the first three sections of 
the act, on shipments of middlings cleaned and forwarded from its 
warehouse at Pittsburgh, Pa. Asks reparation. 

No. 18783, Sub No. 1. The Newsome Feed & Grain Co., Pittsburgh, 
Pa., vs. Pittsburgh & Lake Erie. 
Same complaint and prayer. 
No. ~— W. J. Delano, St. James, Mo., vs. St. Louis-San Francisco 
et al. 
Unreasonable rates on mine props, mine ties and mine bars 
from stations on the Frisco to points in Illinois. Asks reparation. 
No. 18785. John Wroe et al., Dayton, Ohio, vs. L. & N. et al. 
Unreasonable rates on sand and gravel from Cincinnati, O., to 
Walton, Ky. Asks rates for the future, and reparation. 
No. 18786. Inderrieden Canning Co., Chicago, Ill., vs. Belt Railway 
Company of Chicago et al. 

Rates in violation of sections 1 and 3 of the act, on 62 carloads 
of tin cans from Chicago to Centuria, Wis. Asks cease and desist 
order, and reparation. 
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No. > Cotton States Fertilizer Co., Macon, Ga., vs. A. B. &A 
et al. 

Rates and charges in violation of section 1 of the act, , 
phosphate rock from Nichols, Prairie and Morris Mine, Fyq’ . 
Macon, Ga. Asks rates for the future, and reparation. “s 

No. —— Dallas Paper Co., Dallas, Tex., vs. Texas & New Orleans 
et al. 

Unreasonable rates on wrapping paper from Bogalusa, La, ty 
Dallas, Tex. Asks reparation. ' 

No. Bey _ Dodge City (Kans.) Chamber of Commerce vs. gant, 

"e et al. 

Rates and charges in violation of sections 1 and 3 of the act 
on various commodities to and from Dodge City, Kans. Alege 
that various kinds of traffic moving under class and commodity 
rates are assessed rates and charges which are relatively anj 
actually higher to and from Dodge City than from and to Hutch. 
inson, Wichita and Liberal, Kans., Denver, Colo., and Kanga, 
City, Mo. Asks rates for the future. 

No. ca ig West Virginia Rail Co., Huntington, W. Va., vs, p 

. O. et al. ; 
_ Rates in violation of sections 1, 3 and 4 of the act, on Scrap 
iron and steel, from Huntington, W. Va., to Portsmouth, Ohio 
Asks reparation. 1 

No. 18792. Northwestern States Portland Cement Co., Mason City 
Iowa, vs. Chicago, Milwaukee & St. Paul et al. ' 

Charges in violation of section 6 of the act, on Portland ¢. 
ment from Mason City, Iowa, to Olivia, Minn., order diverted ty 
LaCrosse, Wis. Asks reparation. 

18793. Tidal Oil Co., Tulsa, Okla., vs. Chicago, Rock Island ¢ 
Gulf et al. 

Rates in violation of section 1 of the act, on wrought iron pip. 
between points in Texas and Oklahoma. Asks rates for the future 
and reparation. : 
No. 18794. Scott-Graff Lumber Co., Duluth, Minn., vs. Chicago, gt 
Paul, Minneapolis & Omaha et al. ; 

Unreasonable charges on shipment of door and window frames 
from Duluth, Minn., to Eagle River, Wis. Asks reparation. 

No. 18795. Beaumont Iron Works, Beaumont, Tex., vs. Gulf, Colo. 
rado & Santa Fe et al. 

Unreasonable and discriminatory rates on_seven carloads of pig 
iron from Galveston, Tex., to Beaumont, Tex. Asks reparation, 

No. 18795, Sub. No. 1. Boykin Machinery & Supply Co., Beaumont, 
Tex., vs. Gulf, Colorado & Santa Fe et al. 

Rates in violation of section 1 and 3 of the act, on pig iron 
from Galveston to Beaumont, Tex. Asks for reparation. 

No. 18796. Massachusetts Bay Steamship Corporation, Boston, Mass, 
vs. Boston & Albany et al. 

Alleges discrimination by reason of failure of defendants to 
establish through rates from Gloucester, Mass., to points beyond 
Boston, Mass. Asks that defendants be required to establish and 
put in force and apply in the future to the transportation of 
freight from Gloucester to points beyond Boston such through 
ratee and divisions as the Commission may deem reasonable and 
ust. 

No. 18797. Ocean Stone & Gravel Co. et al., Tampa, Fla., vs. Sea- 
board Air Line et al. 

Rates on gravel, sand and crushed stone in violation of the 
first three sections of the act, from Tampa, Fla., to Florida des- 
tinations and between points within the state of Florida as shown 
in Seaboard’s I. C. C. A-7160. Asks rates for the future, and 
reparation. 

No. 18798. Fall River (Mass.) Chamber of Commerce vs. New Haven. 

Charges for movement of ex-water cotton in bales from Fall 

River wharf to private sidings within the switching limits of 
Fall River, in violation of sections 1, 2 and 3 of the act. Asks 
charges for the future. 

18799. Dodge County Lumber Co., Ga., vs. Atlantic 
Coast Line et al. 

Rates and charges in violation of sections 1 and 3 of the act, 
on lumber and cross ties from points in South Carolina to Charles- 
ton, S. C., for shipment beyond. Asks cease and desist order and 
reparation. 

No. — Drake Produce Co., Miami, Fla., vs. Florida East Coast 
et al. 

Charges in violation of sections 1, 2 


No. 


No. Eastman, 


and 10 of the interstate 
commerce act and in violation of the Elkins Act on potatoes from 
Meinhard, Ga., to Miami, Fla. Asks practices, and regulations 
in the future as will allow complainant the prompt use of his 
funds collected as unlawful charges when overcharge is discovered 
by common carrier or demand is made for unlawful charges col- 
lected, and also reparation. 
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Note. items In the Docket marked with an asterisk (*) are new, 
having been added since the last issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change In 
this Docket will be noted elsewhere. 


October 25—Baton Rouge, La.—Louisiana Public Service Commission: 

* Finance No. 5718—Application Delta Land & Timber Co. for a cer- 
tificate of public convenience and necessity. 

October 25—Spokane, Wash.—Commissioner Cox: 

* 17021—Investigation of Chicago, Milwaukee & St. Paul Ry. 


October 25—Washington, D. C.—Examiner Macomber: 
Valuation No. 829—In re tentative valuation of the property of 
Okmulgee Northern Ry. 
October 25—Argument et Washington, D. C.: 
16841—International Paper Co. vs. B. & M. R. R. et al. 
16933—United States Gypsum Co. vs. St. L.-S. F. Ry. et al. 
15026—Oklahoma Millers’ League vs. A. & M. R. R. et al. 
Portions Fourth Section Application 672 of Agent F. A. Le- 


and. 
* 17432—Marion M. Carnes vs. A. T. & S. F. Ry. et al. 
October 25—Washington, D. C.—Examiner Fowler: 


Valuation No. 387—In re tentative valuation of the properties of 
the Ill. Cent. R. R. et al. 


Valuation No. 349—In re tentative valuations of the properties of 
the Y. & M. V. R. R. et al. 

Valuation No. 354—In re tentative valuation of the property of the 
Batesville Southwestern R. R. and R. J. Darnell, lessee. 

Valuation No. 384—In re tentative valuation of the property of the 
Chicago, Memphis & Guif R. R. Co. 


mmissio 











———— 


Valuation No. 388—In re tentative valuation of the property of the 
Kensington & Eastern R. R. Co. 


Valuation No. 271—In re tentative valuation of the property of 
Kentucky Midland R. R. Co. 


Valuation No. 395—In re tentative valuation of the property of 
Dunleigh and Dubuque Bridge Co. 


Valuation No. 441—In re tentative valuation of the property of the 
Miss. Valley Co. 
October 25—Washington, 
Chief Examiner Gerry: 
15007 (and Sub. No. 1)—Pittsburgh Coal Producers’ Association et 
al. vs. Ashland Coal & Iron Ry. et al. 


15423—Northern West Virginia Coal Operators’ Association vs. B. & 
© Rh. RB. ot al. 


October 25—Washington, D. C.—Commissioner Esch and Examiner 


Flynn: 
18300—Motor Bus and Motor Truck Operation. 


October 25—Columbia, S. C.—Examiner Hillyer: 
17631—Spence-Hollowell Co. et al. vs. N. Y. N. H. & H. R. R. et al. 
17383 (and Sub. Nos. 1 to 8, incl.)—A. J. Doughty and A. J. Doughty, 

as agent, vs. A. C. L. R. R. et al. 
18153—Corporation Commission of N. C. vs. A. & R. R. R. et al. 
14092 (and Sub. No. 1)—South Carolina Produce Association vs. A: 
& R. R. R. et al. 
ie rey Carolina Asparagus Growers’ Association vs. Southern 
y. @ a 


Fourth Section Order No. 9274—Vegetables from South Carolina. 


D. C.—Commissioner Hall 


and Assistant. 
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a 


ST. LOUIS’ Great System of 


Unified Railroad Terminals 


HE St. Louis industrial district, with an area of 75 square miles, has more than 600 miles of belt 
lines and terminal facilities, in addition to the trackage of the individual lines. 


The Terminal Railroad Association of St. Louis, which operates the largest system of unified 
railroad terminals in the World, connects with and interchanges traffic with all of the 28 railroads 
entering St. Louis. Three other industrial switching lines on both sides of the river contribute to 


the efficiency of the terminal service. 


A barge line dock for waterway freight Your plant located in a city having ample 
service also connects with the Terminal’s belt termiral trackage and equipment would have an 
lines, affording quick interchange between rail advantage over competitors not so favorably 
and river. Goods loaded into a box car at any situated. Adequate terminal facilities are es- 
plant for river shipment are delivered to any sential in the successful operation of a manu- 
port at water rates. The switching charges from facturing plant. Along the belt lines of the 
factory to dock are absorbed by the carrier on Terminal many conveniently situated sites are 
competitive traffic. available for new factories. 


Efficient switching service at minimum cost. 
Ample car supply at all times. St. Louis Has 


100% Transportation service to every point All of These 
in the United States. 


Ship From the Center—Not the Rim 


Three Essentials 


Send for our new booklet ‘Why St. Louis Grows’’ 
Address Dept. 23 


ST. LOUIS CHAMBER of COMMERCE 


St. Louis, U.S. A. 
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October 25—Washington, D. C.—Examiner Folsom: 

Valuation No. 847—In re tentative valuation of the property of the 
Western Ry. of Ala. 

Valuation No. 833—In re tentative valuation of the property of the 
Atlanta & West Point R. R. 

October 25—Milwaukee, Wis.—Examiner Hall: 

17713—Edward Nordman, Commissioner of Markets of the state of 
Wisconsin vs. Aberdeen & Rockfish R. R. et al. 

October 26—Jefferson City, Mo.—Examiner Money: 

1. & S. No. 2697—Switching at Carthage and Joplin, Mo. 

October 25-26—Argument at Washington, D. C.: 

Valuation No. 396—In re tentative valuation of the properties of 
Wheeling & Lake Erie Ry., Toledo Belt Ry., and Zanesville Belt 
& Terminal Ry. 

Valuation No. 480—In re tentative valuation of the property of 
Lorain and Western Virginia Ry. 

October 26—Argument at Washington, D. C.: 

1 arson, Pirie, Scott & Co. et al. vs. A. T. & S. F. Ry. et al. 

16944 ay Nos. 1, 2 and 3)—Armstrong Cork Co. vs, Penna. 
R. et a 

16978—West Texas Chamber of Commerce et al. vs. H. & T. C. 
R. R. et al. 

October 27—Washington, D. C.—Director Bartel: 

3666—In the Matter of Regulations for the Transportation of Ex- 
plosives and other dangerous articles by freight and express. 

October 27—Argument at Washington, D. C.: 

15916—Spanish River Pulp & Paper Mills, Ltd., et al. vs. A. & W. 
Ry. et al. (Further argument.) 

October 28—Washington, D. C.—Assistant Director Burnside and 
Examiner Boles: 

Finance No. 5812—Application of R. Lancaster Williams, chairman, 
etc., on behalf of Georgia & Florida R. R., a corporation in pro- 
cess of organization, for authority to acquire and operate the rail- 
road formerly owned by the Georgia & Florida Ry.; to construct 
an extension of said railroad; and to acquire control of the 
Statesboro Northern Ry. by purchase of capital stock. 

* Finance No. 5860—In the Matter of the Application of Georgia & 
Florida Railroad for authority to issue securities and to assume 
liability with respect to securities. 

October 28—Washington, D. C.—Examiner Berry: 

18163—-National Association of Waste Material Dealers, 
Aberdeen & Rockfish R. R. et al. 

October 28—Argument at Washington, D. C.: 

17022—Galloway Lithographing Co. vs. Sou. Pac. Co. et al. 

Lar 47” areca Vegetable Parchment Co. vs, A. T. & S. F. Ry. 


Inc., v8, 


et al. - 
17050—Andrews Bros. Co., Inc., et al. vs. Pa. R. R. 
October 28—Wilmington, N. C.—Examiner Hillyer: 
17631—Spence-Hollowell Co. et al. vs. N. Y. N. H. & H. R. R. et al. 
17383 (and Sub. Nos. 1 to 8, incl.)—A. J. Doughty and A. J. Doughty, 
as agent, vs. A. C. L. R. R. et al. 
18153—Corporation Commission of N. C. vs. A. & R. R. R. et al. 
14092 (and Sub. No. 1)—South Carolina Produce Association vs. A. 
& R. R. R. et al. 
14597—South Carolina Asparagus Growers’ Association vs. Southern 
Ry. et al. 
Fourth Section Order 9274—Vegetables from South Carolina. 
18320—Jill Brothers et al. vs. Nfk. Sou. R. R. et al. Portions Fourth 
Section Application 1074. 
October 28-29—Argument at Washington, D. C.: 
Valuation No. 364—In re tentative valuation of the properties of 
— Clinchfield and Ohio Ry., and Clinchfield Northern Ry. 
oO y. 
Valuation No. 377—In re tentative valuation of the property of the 
Cc. &=. &2 GO Ry. of &. C. 
views No. 381—In re tentative valuation of the Black Mountain 
y. 
October 29—Lynchburg, Va.—Examiner Brennan: 
I. ¢ S. No. 2769—Extract from Lynchburg, Va., to New England ter- 
ritory. 
October 29—Washington, D. C.—Examiner Peterson: 
18715—Baltimore Chamber of Commerce vs. A. A. R. R. et al. 
October 29—Argument at Washington, D. C.: 
17040—Edward Hines Yellow Pine Co. et al. vs. A. C. & Y. Ry. et al. 
17056—Morris Fertilizer Co. vs. L. & N. R. R. et al. 
17058 (and Sub. No. 1)—The Globe Brick Co. vs. Penna R. R. et al. 
17063—Sam Karnowsky vs. C. B. & Q. R. R. et al. 
Octgber 29—New York, N. Y.—Examiner Trezise: 


1. & S. 2771—Silks from Pacific Coast ports to Eastern and Southern 
destinations, transcontinental. 


October 29—Wichita, Kans.—Examiner Money: 
1. & S. No. 2762—Gravel between Kansas and Oklahoma points. 


November 1—Washington, D. C.—Examiner Rogers: 

In the matter of rules and instructions for the inspection and testing 
of locomotives propelled by other than steam power in accord- 
ance with the act of February 17, 1911, as amended March 4, 1915, 
June 26, 1918, and June 7, 1924. 

November 1—Washington, D. C.—Examiner Berry: 
* 1. & S. 2776—Cement from Fordwick, Va., to stations on Tallulah 
Falls Ry. 
November 1—Spokane, Wash.—Examiner Barron: 
18397—-Spokane Merchants’ Association vs. C. M. & St. P. Ry. et al. 


November 1—Detroit, Mich.—Examiner Jewell: 
18732—Andrew Bros. et al. vs. Penna. R. R. et al. 


November 1—Madison, Wis.—Examiner Cheseldine: 
18671—Hillsboro Condensed Milk Co. vs. B. & O. R. R. et al. 
November 1—New York, N. Y.—Examiner Trezise: 
ae Distributing Co., Inc., vs. B. & O. R. R. et al. 
18439—Davies & Thomas Co. vs. C. R. R. of N. J. et al. 
November 1—Little Rock, Ark.—Examiner Disque: 
9702—Memphis-Southwestern Investigation. 
6390—Memphis Freight Bureau vs. St. L. Iron Mt. & Sou Ry. et al. 
7250—Shreveport Chamber of Commerce et al. vs. A. & V. Ry. et al. 
7304—City of Memphis et al. vs. C. R. I. & P. Ry. et al. 
9886—Chamber of Commerce, Monroe, La., vs. Ark. & La. Mid. Ry. 


et al. 
9927—Railroad Commission of Ark. et al. vs. Ark. Cent. R. R. et al. 
10084—Natchez Chamber of Commerce vs. Natchez & Southern Ry. 


et al. 

10418—Arkansas Jobbers’ & Manufacturers’ Assn. vs. Director- 
General et al. 

10419—Arkansas Jobbers’ & Manufacturers’ 


Assn. vs. 
General et al. 


Director- 
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November 1—Washington, D. C.—Examiner Corbitt: 
Valuation No. 861—In re tentative valuation of the 
Saint Paul Union Depot Co. 
November 1—Norfolk, Va.—Examiner Konigsberg: 


|. & S. No. 2772—Fresh vegetables from S. A. L. Ry. poj 
F. A. territory. itis og 


November 1—Dallas, Tex.—Examiner Money: 
1. & S. No. 2747—Grain and grain products from Western Points 
the Southwest and Southeast. 
November 1—Washington, D. C.—Examiner Folsom: 
Valuation No. 168—In re tentative valuation of the property 
Chicago, Indianapolis & Louisville Ry. et al. (further hearing), | 
November 1—Washington, D. C.—Examiner Johnston: 
Valuation No. 567—In re tentative valuation of the pro 
Texas State R. R. 
November 2—Washington, D. C.—Examiner Peterson: 
* 18291—Layton & Layton, Inc., vs. Pa. R. R. et al. 
November 2—Norfolk, Va.—Examiner Konigsberg: 
1. & S. 2757—Vegetables from Virginia to C. F. A. territory, p, 
— Fourth Section Application 1074, filed by Norfolk Souther 
November 2—Knoxville, Tenn.—Examiner Brennan: 
18419—Knoxville Glove Co. et al. vs. Sou. Ry. Portions Fourth gy 
tion Application 1548, filed by Southern Ry. : 
November 2—Saginaw, Mich.—Examiner Jewell: 
18371—The Michigan Bean Co. vs. Detroit, Grand Haven & Milway. 
kee Ry. et al. 
November 2—New York, N. Y.—Examiner Trezise: 
18532—Fred M. Williams vs. L. V. R. R. et al. 
18464—Austin Powder Co. vs. W. & L. E. Ry. et al. 
November 2—Washington, D. C.—Examiner Macomber: 
Valuation No. 860—In re tentative valuation of the property of ty 
Kentucky & Tennessee Ry. 
November 3—Seattle, Wash.—Examiner Barron: 
—— Coast Lumbermen’s Association vs. C. M. & St. P, p 
et al. . 
November 3—Muskegon, Mich.—Examiner Jewell: 
18731—Brunswick-Balke-Collender Co. vs. P. M. Ry. et al. 
November 3—Minneapolis, Minn.—Examiner Cheseldine: 
18659—Fullerton Lumber Co. vs. C. & O. Ry. et al. 
November 3—Philadelphia, Pa.—Examiner Williams: 


* 1. and S. No. 2781—Explosives between Colorado common point 
and defined territories. 


November 3—Washington, D. C.—Examiner Peterson: 
18260—Old Dominion Glass Corp. vs. B. & O. R. R. et al. 
* 18566—T. C. Wheaton & Co. et al. vs. B. & O. R. R. et al. 


November 3—Little Rock, Ark.—Examiner Disque: 
18702—Tennessee-Arkansas Gravel Co. vs. Mo. Pac. R. R. 
18496—John F. Evans, doing business as the City Fuel Co. ys, I], 

Cent. R. R. et al. 


November 3—New York, N. Y.—Examiner Trezise: 
18535—The Whitaker Paper Co. vs. C. C. C. & St. L. Ry. et al. 


November 3—Washington, D. C.—Examiner Walsh: 
Valuation No. 868—In re tentative valuation of the property of th 
Mount Hope Mineral R. R 
November 3—Argument at Washington, D. C.: 


th. & S. No. 2649—Crushed stone, sand and gravel within the Chicago 
Switching District. 


17817 (and Sub. No. 2)—Chicago Gravel Co. et al. vs. A. T. & SP 
Ry. et al. 
November 3—Washington, D. C.—Examiner Conway: 
Valuation No. 801—In re tentative valuation of the property of the 
Port Huron and Detroit R. R. 
Valuation No. 870—In re tentative valuation of the property of the 
Port Huron Southern R. R. 
November 3—Washington, D. C.—Examiner Roberts: 
Valuation No. 858—In the Matter of the Tentative Valuation of the 
Kane & Elk R. R. Co. 
November 4—St. Louis, Mo.—Examiner McChord: 
18172—American Tripoli Co. vs. A. T. & S. F. Ry. et al. 
18620—Walsh Fire Clay Products Co. vs. C. & A. R. R. 
November 4—Seattle, Wash.—Examiner Barron: 
18693—Standard Gypsum Co. vs. Un. Pac. R. R. et al. 
November 4—Norfolk, Va.—Examiner Konigsberg: 


1. & S. No. 2768—Absorption of Belt Line Switching Charges at Ports- 
mouth, Va. 


property of 


perty of thy 


November 4—New York, N. Y.—Examiner Trezise: 

18584—Swan-Finch Oil Corp. et al. vs. B. & O. R. R. et al. 
November 4—Kalamazoo, Mich.—Examiner Jewell: 

18662—Michigan Paper Mills Traffic Assn. vs. A. & St. L. R. R. etal. 
November 4—Nashville, Tenn.—Examiner Brennan: 

18021—Federal Can Co. vs. A. T. & S. F. Ry. et al. 


November 4—Philadelphia, Pa.—Examiner Williams: 
18207—The Cliquot Club Co. et al. vs. A. C. L. R. R. et al. 
November 4—Minneapolis, Minn.—Examiner Cheseldine: 
18616—Minneapolis Traffic Association vs. C. M. & St. P. Ry. 
1. & S. 2735—Transit provisions on grain and related articles des- 
tined to Duluth, Minn., and related points. 
November 4—Argument at Washington, D. C.: 
17190—Racine Crushed Stone Co. vs. C. M. & St. P. Ry. et al. 
17337—Racine Crushed Stone Co. vs. C. M. & St. P. Ry. et al. 
11636—St. Louis-San Francisco Ry. vs. Northern Alabama Ry. et al. 
15548—The Cudahy Packing Co. vs. Director General as agent. 
November 4—Little Rock, Ark.—Examiner Disque: 
18529 (and Sub. No. 1)—Railroad Commission of Arkansas et al. 
vs. A. A. R. R. et al. 
November 5—New York, N. Y.—Examiner Trezise: 
* 18557—United Zinc Smelting Corp. vs. B. & O. R. R. et al. 
November 5—St. Louis, Mo.—Examiner McChord: 
18340—Milne Lumber Co. vs. Mich. Cent. R. R. 
18433—Milne Lumber Co. vs. D. G. H. & M. Ry. et al. 
November 5—Philadelphia, Pa.—Examiner Williams: 
18202—L. D. Goldstein et al. vs. Penna. R. R. et al. 
November 5—Washington, D. C.—Examiner Peterson: 
18536—Louis Burk, Inc., et al. vs. B. & O. R. R. et al. 
November 5—Washington, D. C.—Examiner Hendon: 


Valuation No. 871—In re tentative valuation of the property of the 
Port St. Joe Dock and Terminal Ry. Co. 
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) Staunton, Virginia 


ry. Py, 
Southen iii 


Irth Seo, ie 


al q In the most favored section of the Shenandoah Valley is the County 
- of Augusta and in the heart of this great county, at an average altitude 
of 1450 feet above sea level, is located the City of STAUNTON, from 

which radiate many nationally known, highly improved highways. 


STAUNTON’S commercial locality is desirable, situated as it is on 
the main line of the CHESAPEAKE AND OHIO RAILWAY, 211 miles 
west of Newport News on Hampton Roads. 


With a population of 15,000; delightful climate suitable to. outdoor 
work the entire year; comfortable homes; churches; schools; colleges; 
health and pleasure resorts; a plentiful supply of high class contented 
labor; cheap electric power, STAUNTON offers exceptionally attractive 
opportunities for the prospective manufacturer. 


_ In Augusta County and the vicinity of STAUNTON abound marble, 
{ slate, kaolin, fire clays, glass sand, iron, sand, shale, limestone, ochres and 
manganese. The mineral resources have hardly been touched and a great 
opportunity awaits the enterprising manufacturer. In addition to mineral 
“of thee resources, there is available an enormous quantity of raw material from 
of the farm and forest. A milk packing plant is needed to take care of the 
ain 14,000 cows in Augusta. County. The hundreds of cars of apples would 
supply raw material for apple by-product plants. The wool from Augusta 
and adjoining counties is sufficient to supply the largest woolen mills. 
The millions of feet of hard wood manufactured each year would support 
many furniture factories. The hundreds of cars of hogs, cattle and sheep 
raised in this vicinity each season would be entirely adequate to justify 

the erection of a modern packing plant. 


Chicago ie 
& Sie 


The Staunton and Augusta County Chamber of Commerce will wel- 
come reliable manufacturers, will assist in making surveys and furnish 
information to those who are interested. For further information address 


Industrial Department, Chesapeake & Ohio Railway 


K. T. CRAWLEY, Manager 
Richmond, Virginia 
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November 5—Argument at Washington, D. C.: 
16124—Acme Brick Co. vs. A. & V. Ry. et al. 
16976—Indian Refining Co., Inc., vs. L. & N. R. R. et al. 
17078—Canton Box Co. vs. Penna. R. R. 
17104—Armour & Co. et al. vs. C. & N. W. Ry. et al. 

November 5—Little Rock, Ark.—Examiner Disque: 
18513—Little Rock Chamber of Commerce vs. C. R. I. & P. Ry. et al. 

November 6—New York, N. Y.—Examiner Trezise: 

* 18542—Crowley, Milner & Co. vs. D. L. & W. R. R. et al. 


November 6—Minneapolis, Minn.—Examiner Cheseldine: 
* |. & S. 2773—Granite, marble and stone from Eastern points to St. 
Paul, Duluth and Western points. 


November 6—Elkhart, Ind.—Examiner Jewell. 
18618—John Paul Sellers, doing business under the name of Citizens 
Coal Co. vs. C. C. C. & St. L. Ry. et al. 
November 6—Birmingham, Ala.—Examiner Brennan: 
18522—Bona-Allen, Inc., vs. Sou. Ry. 
—— & Cypress Mfg. Co. vs. Washington & Lincolnton R. R. 
et al. 
November 6—St. Louis, Mo.—Examiner McChord: 
— & Jennings Lumber Co. et al. vs. B. & L. E. R. R. 
et al. 


November 6—Philadelphia, Pa.—Examiner Williams: 
18330—Memorial Craftsmen of America vs. A. C. R. R. et al. 

November 8—Indianapolis, Ind.—Examiner Jewell: 

* 18690—American Zine Products Co. vs. St. L.-S. F. Ry. et al. 

November 8—New York, N. Y.—Examiner Trezise: 
18580—National Paper Products Co. vs. N. Y. C. R. R. et al. 


November 8—Philadelphia, Pa.—Examiner Williams: 
18533—Charles BE. Hires Co. vs. A. C. & Y. Ry. et al. 

November 8—Kansas City, Mo.—Examiner McChord: 
18488—J. C. Lysle Milling Co. vs. A. T. & S. F. Ry. et al. 
'18726—Loose-Wiles Biscuit Co. vs. St. L.-S. F. Ry. et al. 


November 8—Birmingham, Ala.—Examiner Brennan: 
18626—Birmingham Traffic Bureau vs. Ill, Cent. R. R. et al. 


November 8—Portland, Ore.—Examiner Barron: 
18470—Italian Fruit & Produce Co. et al. vs. Sou. Pac. Co. 


November 8—Charleston, S. C.—Examiner Konigsberg: 
18518—Charleston Traffic Bureau vs. A. & R. R. R. et al. 


November 8—Grand Forks, N. D.—Examiner Cheseldine: 
—— Dakota Mill and Elevator Assn. et al. vs. Nor. Pac. 
et al. 


November 8—New Orleans, La.—Examiner Money: 

. & S. No. 2758—Fruits and vegetables from Ark., Mo., and Okla., 
to Memphis, Tenn., New Orleans, La., etc. 

November 8—Washington, D. C.—Examiner Hays: 

Valuation No. 843—In re tentative valuation of the property of the 
Nevada Central R. R. 

November 8—Washington, D. C.—Examiner Walton: 

Valuation No. 859—In re tentative valuation of the property of the 
Waycross & Southern R. R. 

November 8—Little Rock, Ark.—Examiner Disque: 
17457—Humphreys-Godwin Co., Inc., vs. A. & §S. Ry. et al. 
18405—Interstate Cotton Oil Refg. Co. vs. C. B. & Q. R. R. et al. 
18300 (and Sub. Nos. 1 to 3, incl.)—Armstrong Packing Co. vs. 

A. & S. Ry. et al. 

— Cottonseed Crushers’ Assn, et al. vs. A. & R. R. R. 
et al. 

l. & S. No. 2759—Cottonseed and related vegetable products from 
ee territory to Central, Eastern and Southern terri- 
ories. 

* 18026—Arkansas Cottonseed Crushers Association vs. A. C. & Y. Ry. 

et al. Fourth Section Application Nos. 4309, 600, 601, 542 et al. 

November 9—Washington, D. C.—Examiner Peterson: 

* 18514 (and Sub. 1)—Acme Coal Co. et al. B. & O. R. R. et al. 


November 9—Chicago, Ill.—Examiner Faul: 
* ~ = > on and steel between points in Chicago Switching 
strict. 


November 9—Indianapolis, Ind.—Examiner Jewell: 

18603—Knox Consolidated Coal Co. vs. B. & O. R. R. et al. 
November 9—New York, N. Y.—Examiner Trezise: 

18573—The Krebs, Pigment and Chemical Co. vs. Southern Ry. et al. 


November 9—Portland, Ore.—Examiner Barron: 
bey & M. Wood Working Co. vs. 0.-W. R. R. & Navi. Co. 
et al. 
November 9—Kansas City, Mo.—Examiner McChord: 
18521—Schreiber Milling & Grain Co. vs. A. T. & S. F. Ry. et al. 


November 9—Philadelphia, Pa.—Examiner Williams: 
18622—James Reitano and Charles Spinetta, trading as Reitano and 
Spinetta, vs. Sou. Ry. et al. 
November 9—Charleston, S. C.—Examiner Konigsberg: 
—— Association of South Atlantic Ports vs. A. & R. R. R. 
et al. 


November 9—New Orleans, La.—Examiner Money: 

1. & S. No. 2726—Benzol from Toledo, O., to Gulf Ports for Export. 
November 10—Washington, D. C.—Examiner Peterson: 
* 18508—D. A. Sticknell & Sons, Inc., vs. W. Md. Ry. et al. 
November 10—Indianapolis, Ind.—Examiner Jewell: 
* 18170—United Paperboard Co., Inc., vs. A. C. & Y. Ry. et al. 


November 10—New York, N. Y.—Examiner Trezise: 
18408—Knickerbocker Portland Cement Co., Inc., vs. B. & A. R. R. 
(The New York Central R. R., lessee), et al. 


November 10—Kansas City, Mo.—Examiner McChord: 
18729—Domestic Milling Co et al. vs. C. & A. R. R. 


November 10—Philadelphia, Pa.—Examiner Williams: - 
18031—American Motor Body Corp. et al. vs. B. & O. R. R. et al. 


November 10—New Orleans, La.—Examiner Money: 

1. & S. No. 2595 (and ist and 2nd supplemental orders)—Meats and 
Packing House Products to, from and between Southwestern and 
Western Trunk Line Points. 

15389—Swift & Co. vs. A. T. & S. F. Ry. et al. 

15446—Albert Lea Packing Co. et al. vs. C. R. I. & P. Ry. et al. 

15606—Armour & Co. et al. vs. A. T. & S. F. Ry. Co. et al. 

12068—Wilson & Co., Inc., of Okla., et al. vs. Director-General as 
agent, C. B. & Q. R. R. et al. 

12067—Wilson & Co., Inc., vs. Director-General, as agent, A. T. & 
8S. F. Ry. et al. 

er ee & Co. vs. St. L.-S. F. Ry., Director-General, as agent, 
e b 











october 3 





12271—Morton Gragson Co. et al. vs. Director-General, as 
A. T. & S. F. Ry. et al. Agen 
= oa & Co. vs. Director-General, as agent, A. T. &8) 
y. et al. 8.) 
12193—Armour & Co. vs. M. K. & T. Ry. Co., Director-Generg) 
agent, et al. al, y 








12284—Wilson & Co., of Okla., et al. vs. Director-General, as 
Cc. R. I. & P. Ry. et al. ris Aen, 
12301—Albert Lea Packing Co. et al vs. Director-General, as a 
12398—Armour & Co. et al. vs. A. T. & S. F. Ry., Director-Gen EDITORIA 
as agent, et al. en 
12515—Swift & Co. vs. K. C. Term Ry., Director-General], QS ape - 
et al. Bert cuRREN 


12646—Swift & Co. vs. A. T. & S. F. Ry. et al. 

15362—Jacob E. Decker & Sons et al. vs. C. R. I. & P. Ry. et al 
1. & S. 2533—Butter and lard tubs, meats and packing house Prodye: pecisio! 
from and to Southwestern points. ue pb: 
18473—G. A. Hormel & Co. vs. C. M. & St. P. Ry. et al. Nez] 
18471—-Swift & Co. vs. A. T. & S. F. Ry. et al. cing! 
Fourth Section Application Nos. 12788, 12795, 12806, 12886, 469 18 ar mi 
and 12807. — cane 
November 10—Argument at Washington, D. C.: (mi 
14127—J. M. McLeod et al. vs. T. & P. Ry. et al. Lehi 
15085—State Corporation Commission of N. Mex. et al, ys. A. ant 
& S. F. Ry. et al. bs pu 
16411 (and sub, Nos. 1 and 2)—Egyptian Power Co. vs. Ill, Cy Mf 
R. R. et al. 7 161 
16490 (and Sub. Nos. 1, 2 and 3)—E. I. DuPont De Nemours & ¢ Ak 
vs. Ill, Cent. R. R. et al. . gout 
16655—Grasselli Chemical Co. vs. A. G. S. R. R. et al. gr 

17308—E. I. DuPont De Nemours & Co. vs. N. O. & N. E. R. R. ety Ark. 

November 11—Washington, D. C.—Examiner Walter: 16 

Valuation No. 869—In re tentative valuation of the property of th vo 

Oklahoma City Jct. Ry. i 
November 11—New York, N. Y.—Examiner Trezise: 
* 18553—Jersey Central Power & Light Co. vs. D. L. & W. R. R. etd ghe 
* —— Central Power & Light Co. vs. N. Y. & L. BRR ij " 

et al. : 
November 11—Fort Worth, Tex.—Examiner Disque: 3 

—— Cottonseed Crushers’ Assn. et al. vs. A. & RR, Ka 
et al. ; 

1. & S. No. 2759—Cottonseed and related vegetable products fron Ta 
er territory to Central, Eastern and Southern te. ( 
ritories. 

* 18026—Arkansas Cottonseed Crushers Assn. vs. A. C. & Y. Ry. etal d 

Fourth Section Application Nos. 4309, 600, 601, 542 et al. Me 


November 11—Kansas City, Mo.—Examiner McChord: | 
18669—The Southwestern Millers’ League vs. A. T. & S. F. Ry. et al ie Ja 


November 11—Montgomery, Ala.—Examiner Brennan: Ri 
* 1. & S. 2774—Routing on cotton from L. & N. R. R. stations typ By 
Georgia. 

November 11—Washington, D. C.—Examiner Berry: 
12726—Hagerstown Chamber of Commerce vs. W. Md. Ry. et al. B 
15345—Tidewater Portland Cement Co. vs. C. & P. R. R. et al. 3 
"a os “\erteeeee Chamber of Commerce et al. vs. W. Md. Ry. P 

et al. 

November 11—Montgomery, Ala.—Examiner Brennan: E T 
1. & S. 2742—Routing on cotton from L. & N. R. R. stations to\ B | 

Cc., S. C., and Va. Z J 

November 11—Fort Worth, Tex.—Examiner Disque: 4 ( 
17457—Humphreys-Godwin Co., Inc., vs. A. & S. Ry. et al. # 
18405—Interstate Cotton Oil Refining Co. vs. C. B. & Q. R. R. et al Be 

November 11—Ft. Worth, Tex.—Examiner Disque: % , 
18300 (and Sub. Nos. 1 to 3, incl.)—Armstrong Packing Co. vs. Be 

A. & S. Ry. et al. Ee 

November 11—Argument at Washington, D. C.: 

Ex Parte 88—In the Matter of the Authority of the Commission to 
approve after August 31, 1920, a reduction in rate or an award 
of reparation by state authority on intrastate traffic which moved 
during the period March 1 to August 31, 1920. 

November 12—San Francisco, Cal.—Examiner Barron: 

1. & S. No. 2749—Bags and bagging from Eastern Transcontinental 
points to Pacific points. 

November 12—Brunswick, Ga.—Examiner Konigsberg: 
18637—Brunswick Traffic Bureau vs. A. C. L. R. R. et al. 

November 12—Chicago, Ill.—Examiner Walsh: : MI 
1. & S. No. 2765—Restrictions in the combination rule of live stock. 

November 12—Washington, D. C.—Examiner Peterson: Mi 
18641 (and Sub. No. 1)—Potomac Elecrtic Power Co. et al. vs. C. & 

O. Ry. et al. 

November 12-13—Argument at Washington, D. C.: 
17517—Rates on Chert, Clay, Sand and Gravel within the state of Ga. 
— = No. 1)—Roquemore Gravel Co. et al. vs. A. B. & A 

y. et ai. 

17689—Roquemore Gravel Co. et al. vs. A. B. & A. Ry. et al. “ 

17763—Roquemore Gravel Co. et al. vs. A. B. & A. Ry. et al a 

“= (and Sub. No. 1)—Dixie Sand & Gravel Co. vs. A. B. & A Ee l 

y. et al. ¥ 

1. & S. 2470—Sand, Gravel and Slag from Alabama and Tennesset 
to points in Georgia. : 

November 13—Kansas City, Mo.—Examiner McChord: _ 

* 16506 (and Sub. Nos. 1 to 15, incl.).—The Larabee Flour Mills Corp. 

vs. A. T. & S. F. Ry. et al. 
November 13—Cincinnati. O.—Examiner Jewell: ' 
* 17106—Charles Boldt Glass Co. vs. C. & O. Ry. et al. (with respect 

to the reasonableness of the rate attacked). 


N. AND W. CONTROL DENIED 


The Trafic World Washington Bureau 


The Commission Friday afternoon, October 22, issued a re 
port and order denying the application of the Norfolk and West 
ern for authority to acquire control of the Virginian by lease. 
It said that, under the proposed lease, all competition between 
the lines of the two companies would be eliminated and im 
portant shipping points would be deprived of competitive 
service. It also said the conclusion that the proposed lease would 
result in eliminating existing routes and channels of trade ab 
peared warranted by the record. The application was opposed 
by the State of Virginia, the Chesapeake and Ohio, the Baltimore 
and Ohio, Norfolk, and others. 
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“Santa Fe” adopts Automatic 
at Chicago, Topeka, Kansas City and Los Angeles 


. i oer 
\ 


Read whole front form 
of any tariff right in file 





Continental Oil Co. 
The Traffic Department 
in their new Denver 
building will be Auto- 
matic - Equipped 


Traffic offices are rapidly 
learning of the greater 
convenience of Automatic 
‘sv’? Expanding and Com- 
pressing Files—the better 
protection to tariffs—the 
saving of floor space 





Remove or replace any 
issue without disturb- 
ing others 


— 


Test out Automatic 
in your own offices 
on 30 days’ free trial 


A gentle push closes 
drawer and safely com- 
Presses tariffs automat- 
ically 






Automatic conven- 
ience plus handy 
counter, reference top 
and office divisions at 
cost of merely files. 


No. 3500T COUNTER HIGH 
Tariff File, 42 in. high, 11144 
wide, 241%4 deep. Bolt to- 
gether into solid appearing 
continuous counters. Con- 
tains 8 Automatic V Ex- 
panding Tariff Files. 







7 feet of solid tariffs on 
only 2 square feet of 
floor space. 


No. 5400T Extra Capacity File. 
56% inches high, 11% wide, 
24% deep. Like all Automatic 
V Expanding files, drawers op- 
erate on perfected 10 roller-ball 
bearing suspension slides and 
have safety drawer latches. 


Write for New Catalog No. 26T, 
Prices and Tariff Literature 


THE AUTOMATIC FILE & INDEX CO. 
East 10th Street, Green Bay, Wis. 
Chicago Branch, 40 S. Wells St. 


UIOMAIIC 


IN 


FILES 





4 
f 
( 
) 


a 


THE TRAFFIC WORLD 


ete 


| 


x ™ 
nc ae ——— 


ian 


Vol. XXXVIII, x 


Fey ———E 
a ae) ae 
ae re 


nian 


American Chain of Warehouses, Inc. 


AKRON, OHIO—The Rathetecnr Warehouse & 
Storage _4 36 Cherry St. 


Maney } ae 4 Terminal & Seourity 
cheese Ce., | Dean St 


ATLANTA, QA Merchants & Manufacturers 
Warehouse Co., 169 Haynes St. 


enn, GA.—The ndimeneete Warehouses, 
556 Walker St. 


BALTIMORE, Be — Sore Fidelity Ware- 


house Co., Hillen & High Sts. 
BANGOR, ME.—MeLaughlin Warehouse Co., 45 
Front St. 


BIRMINGHAM, ALA.—Warrant Warehouse Co., 
3500 Avenue “‘A.” 

BUNTALS, N. Y.—Buffalo Storage & Carting 
, 350 Seneca St. 


CHARLESTON, S C.—Charieston Warehouse & 
Forwarding Co., 16 Hasell St. 


CHATTANGOGA, TENN. — Chattanooga Ware- 
house & Cold Storage Co., 1208 King St. 


CINCINNATI, OHIO—The Wallace Transfer & 
Forwarding Co., 222 E. Front St. 


CLEVELAND, OH!10—The General Storage Co., 
Orange Avenue Terminal. 

COLUMBIA, 8&8. C—-CHamits Brok e & 
Storage Co., P. 0. Box 989 _ 
COLUMBUS, 6 yee Merchandise Storage 
CARERS. nag Dallas Tyerster 4 Ter- 


| Warehouse Ce., Santa Fe B 


snmapean, Pel ne a aa Express 
& Storage Co., 320 E. 4th St. 


DAYTON, a Upton Storage 
Bainbridge St. 


DENVER, COLO.—-Wetcher Transfer & Storage 
Co., 1700 15th St. 


DES MOINES, !0WA—Merchants Transfer & 
Storage Co., 9th & Mulberry Sts. 


DETROIT, MICH.—Coe Terminal Warehouse, 607 
Shelby Street. 


Co., 101 


EL PASO, TEXAS—EI Paso Firepreof Storage 
Co., 1125 Texas St. 


ELMIRA, N. Y.—A. C. Rice Storage Corpora- 
tion, 607 Rallroad Ave. 


FARGO, WN. @, — Gates Transfer Co., 806 
Northern Pasifie A 

FORT eeeee, 1OWA—Brady 7 Transfer & Stor- 
age Co., i6th & Centra 


FORT WAYNE, gem ony 
house Co., 414 E. Columbia. 

GALVESTON, TEXAS—Wiley & Nicholls 
inc., 609 35th St. 

= oy 


Storage Ware- 


Co., 
MICH.—Kent Storage Co., 


GREEN a, "wie—-feme Bay Transfer & 
Storage Co., 212 South Washington St. 


HARRISBURG, PA.— Montgomery & Co, 25 
South (6th St. — 7 


HARTFORD, CONN.— Hartford Despatch & 
Warehouse Co., 249 Asylum St. 


HOUSTON, TEX.—The Texas Warehouse Co., 
Baker & Cedar Sts. 

HUNTINGTON, W. VA.—Maler Sales & Storage 
Ce., 1639 Seventh Ave. 

wmeamares ie, ot perth Warehouse Co., 
620 Seuth Capitol Ave. 


SACRSONVILLE, FLA.—Union Terminal Ware- 
jouse Ce., E. Union & lonia Sts. 


me... CITY. MO.—Adams Transfer & Stor- 
age Co West 4th St. 


ESTABLISHED 19018 


-MENMBERS-— 


KNOXVILLE, TENN.—Knoxville Fireproof Stor- 
age Ce., 612 E. Depot St. 

LANSING, MICH.—Fireproof Storage and Trane- 
fer Co., 420 N. Lareh St. 


LEXINGTON, KY.—Union Transfer & Storagm 
Co., Spring & Vine Sts. 


SHIPPERS 


Chain Warehouses 
offer your Sales and 
Traffic Departments 
Modern Facilities for 
your Storage Stocks 
and Experienced 
Organizations for the 
Handling and Dis- 
tribution of your 
Merchandise. 


American Chain of 
Warehouses serve all 
territories. 


Call upon our nearest 
Representative for further 
information regarding 
facilities in any city. 


LiTtts BP pose, i, GPS --tenes Warehouse Co., 

Los po A CALIF.—Union Terminal Ware- 
house Ce., 731 Terminal St. 

LOUISVILLE, KY.—Leulsville Pubile Warehouse 
Ce., Brook & Main Sts. 

Lymeupene. vi VA. aa” toncawe Storage Co., 

me, “TENt :- Transfer Ce, 24 
North 2nd St. 


MILWAUKEE, WIS.—Hansen Storage Ce., 120 
Jefferson St. 


MINNEAPOLIS, MINN. — Security Warehouse 
Co., 334 North ist St. 
mone, ALA.—Warrant Warehouse Co., Water 
& Lipscombe Sts. 
NASHVILLE, TENN.—E. M. Bond Fireproof 
Storage Ce., 1608 Broadway. 
NEW ORLEANS, LA.—United Warehouse Ce., 
Ltd., 815 South Frent St. 
NEW YORK CITY—F. GC. Linde Co., 23 Variek 
Street. 
OKLAHOMA CITY, OKLA.—O. K. Transfer & 
Storage Ce., 330 West ist St. 
OMAHA, NEBR.—Beking Omaha Van & Storage, 
806 South (6th St. 
Co., 
VA.—Southern Bonded Ware- 
-» 22 South Market St. 
PHILADELPHIA, PA. — Merehants Warehouse 
Co., 10 Chestnut St. 
roa 
30 Com 


PEORIA, ILL.—Federal Warehouse 800 
South Adams St. 


PETERSBURG, 
house Corp.. 


ana Block Warehouse 


PORTLAND, ORE.—Holman Transfer Co., 8-12 


PUEBLO, COLO.—Burch Warehouse & P aad 
Company, inc., 200 South Santa Fe A 


RALEIGH, N. C.—Carolina Storage . "Die. 
tributing Ce., 108 W. Lane St, 
ROCHESTER. N. Y.—Blanchard Storage eo 
tne., Broad Street at Oak. ” 
ROCK ISLAND, ILL.—R 
Storage Co., 101 ink st. ae Sew B 
SAN FRANCISCO, CALIF.—The Haslett Ware- 
house Ce. California St. 


SAVANNAH GA. = 1% Bonded Warehouse 
ranster Co., Bay St. Extension & Canal. 


SCRANTON, PA.—The Quackenbush Warehouse 
Ce., 21 Beidge St. 


sxartis, WASH.—Eyres eee & Dictribu- 
ting Ce., 301 Ry. Ave. Se. 


Sioux” ory, lo Vae & Storage 
Ce., 114 Riverside Ave. 

ST. JOSEPH, MO.—Terminal Warehouses of St. 

Joseph, ine., Packers Ave. 
sT. Ay JM M0O.—MePhteters Warehouse Co., 
North Levee. 

ST. pont MINN.—Seeurity Warehouse Co. 
ST. peTenssune. FLA.—Southern Transfer & 


SYRACUSE, "i Y.—Fi Storage Warehouse 
Ce., 100 Townsend rg _ 

TERRE we ke 1ND.—Bauermelster Terminal 
Cerp., (02 Wabash Ave. 

TEXARKANA, ARK.—Hunter Transfer Co., 819 
E. Front St. 


TOLEDO, OH10—Depenthal Truck & Stor: 
Co., 108 Sum mit St. val 


Lines OKLA.—Tulsa Storage & Transfer Co., 
8 No. Cheyenne St. 

VANCOUVER, 
Ltd., 550 

WASHINGTON, D. C.—Morchants Transfer & 
Storage Co., 920 E St. N. W. 

WHEELING, W. VA.—Unlon Warehouse & 
Storage Ce., Main, South & I6th. 

WICHITA, KAN.—Brokers Office ay Warehouse 

Co., 143 No. Reek island A 

WICHITA ow TEX taiiinaie Transfer, 
Sterage & Ferwarding Co., 1507 Lamar St. 

WILMINGTON, 7 C.—W. B. Thorpe Co., 

Ine., Water & Ann Sts. ” 


beter ey ae ar aoe gal Storage & Sales 
Co., 81 Lafayette St 


8. C.—Vaneouver Warehouses, 
Beatty St. 


STORAGE - MERCHANDISE - DISTRIBUTION 


1926 Directory, with Full Information Regarding Facilities 
of Each Member, Available Upon Request 


O. V. HUKILL, Eastern Representative 


260 West Broadway 
Phone Walker 7195 


New York City 


P. F. CASSIDY, Western Representative 


203 S. Dearborn St., Room 905 


Phone Harrison 3300 


Chicago, IIl. 
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4500 Miles YE ._$+— sa io Serving the 
of its | : | RI, | a Heart of the 

. | 1\\ Aad, - Se yi Great 
Northwest 


THE FLOUR INDUSTRY \ , : - Pa aeiadal THE STEEL INDUSTRY 


To avoid delay, shipments for Can- 
adian destinations must be accompan- 
ied by shippers’ export declaration 
made in triplicate. ‘This document 
must be delivered to railroad agent at 
_ initial point with the shipment and ac- 
company same to Canadian port of 
entry. 


i EDMONTON g 


. SAULT SAINTE MARIE 


S 
MENOMINEE 


ALWAYS DEPENDABLE y MANITOWOC 


SAINT PAUL 
AGENCIES 
Boston, Mass., 40 Central St. Kansas City, Mo., 738 Railway Ex. Bldg. Portland, Ore., 3rd and Pine Sts. 
Buffalo, N. ¥., 409-410 Iro- Los Angeles, Cal., 530 Van Nuys Bldg. St. Louis, Mo., 2050 Railway Exch. Bldg. 
_ quois Bidg. Memphis, Tenn., Porter Bldg. St. Paul, Minn., 1112 Merchants Nat'l Bank 
Chicago, Ill, 707 Standsrd Milwaukee, Wis., 68 Wisconsin St., — ; 
Trust Bldg. Minneapolis, Minn., Soo Line Bldg., 5th St. and Mar- re 4 ag Market St. 
tncimeti, 0., 700 Teetion Bid “a quette Ave, Seattle, Wash, 5564 Stuart Bld 
Cleveland. 0.7018 Union Trust Hid Neenah, Wis. Spokane, Wash. 1006 Old Nat'l Bank Bld 
Detroit, Mich, 811 Transportation Bldg. New York, N. Y., Woolworth Bldg. Superior, Wis. “ 
Duluth, Minn., 320 West Superior St. Ornaha, Neb., 725-26 W. O. W. Bldg. Tacoma, Wash., 1118 Pacific Ave. 
Grand Rapids, Mich., 414 Lindquist Bldg. Philadelphia, Pa., Cross Bldg., Locust St. at 15th. Waukesha, Wis. 
Indlenegehe, nd., 522 Merch. Bank Bldg. Pittsburgh, Pa., 2041 Oliver Bldg. Winnipeg, Man., 603-604 Lombard Bldg. 


Our Freight House Terminals at DULUTH are Joint With Duluth, Missabe and Northern Ry. 


ROUTE YOUR FREIGHT - - - CARE SOO LINE 


MILWAUKEE 
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A 2'2-ton GMC Truck 


in the service of the } 


Pennsylvania Railroad 
at Lancaster, Penna. 


GMC Engine: 


Unit block and crankcase keep bearings 
in permanent alignment. 


Removable cylinder walls cast from special 
alloy iron of exceptional wearing 
qualities. 


Piston pins case hardened and lapped. 


Rigid crankshaft with ground and pol- 
ished bearings of large size. 


Camshaft with hardened and ground bear- 
ings and cams. 


Alloy steel valves. 
Burnished timing gears. 


Positive pressure lubrication to all bearing 
points. 

Air cleaner keeps dirt and grit from engine. 

Combination thermo-syphon and pump 
cooling prevents overheating. 

Positive governor prevents operating at 
injurious speeds. 

Engine mounted on rubber cushions. 

Multiple dry disk clutch, with very 
large frictional area. 


Transmission with over size alloy steel 
gears and shafts. 

Universal joints, all metal and enclosed. 

Rear axle with fewer contact points and 


held in permanent alignment by radius 
rods. 


Springs of alloy steel. 


Steering gear with enclosed ball and 


socket tie-rod joints. 


Brakes: On the 1 and 114 ton models 4 
wheel brakes distribute the friction and 
also eliminate excessive wear on rear 
tires. On the 214 ton and larger models 
floating cam brakes increase the life of 
brake linings as they will operate 
efficiently until entirely worn out. 


Oversize rear tires are standard equip- 
ment on all heavy duty models. 
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Only GMC Trucks give you all 
these features which insure 


Long Life 





Most trucks offer some of the features 
—but only GMCs give you all of them. 
That is why they are noted for their 


unusually long life, wherever trucks 
are used. 


For instance: The Hugh McRoberts Coal Co., 
of Staten Island, New York tells us that their 
first GMC ran for 11 years hauling coal and 
cement blocks over all kinds of roads and then 
was sold to another concern. Another of their 
GMCs after 12 years of continuous service over 
115,000 miles is still on the job; while its com- 
panion with 9 years of service and more than 
75,000 miles to its credit is still going strong. 


Ifenduring serviceability such as this means any- 
thing to you, you should investigate GMC Trucks. 


Sold and Serviced Everywhere by Branches, Distributors and Dealers of 


GENERAL MOTORS TRUCK COMPANY 


5800-6600 W. Dickens Ave. 
CHICAGO, ILLINOIS 


A DIVISION OF YELLOW TRUCK AND COACH MANUFACTURING COMPANY 
GMC 1, 1% and 2% ton trucks 

GMC Big Brute 34 and 5 ton trucks GMC Big Brute 4 to 15 ton Tractor Trucks 

Yellow Coaches Yellow-Knight Delivery Trucks Hertz Drivurself Cars 


october 30, 












october 30, 1926 THE TRAFFIC WORLD 977 


From New York 
TO 









Buffalo—Syracuse—Ithaca 
Ly. New York .........11:30 P. M. 
Lv. Newark ........ ...11:58 P. M. 
OO 7:35 A. M. 
Ar. Ithaca ............ 73000 A.M. 







Ar. Buffalo ........... 9:30 A.M. 





Eastbound 


















Ly. Buffalo ............L1330P. M. 
Ar. Newark ........... 9:20 A.M. 
Ar. New York ......... 9:52 A.M. 


Buffet Library Car. Popular Club Break- d chawa f] f] d 


fasts served in the dining car. Sleepers : 
open for occupancy at 9:30 p.m. Ra | ‘a au 


Assured connections for the Whitelight 
Limited, via Hudson Tunnels, leaving 33rd 
St. and Broadway, New York, at 11:23 p. m. 
or Hudson Terminal Building at 11:31 p. m. 


For other radical improvements, see detailed schedule 
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The Belt Railway Company of Chicago 


INDUSTRIAL DEPARTMENT 


FEE TAIRREIEN gece 
ebay Ns ai [Llocations—Large and Smal 
raze Pitin 


[Thime Saver 


[Rleliable 

Se... [Alccommodating Action 
[1 |ndustrial Opportunities 
[LJabor—All Kinds Available 
[Wle Want You With Us 

* [Allive to Your Requirements 
[Y]esterday, Today, Tomorrow — 
Always the Best 

(Co-operative Policy 
[OJnly Forty-six Years’ Experience 





e knowledge of Industry’s requirements and 
through character service 
factor in your determination of 


eo obtained through over forty 

years of consta sgh ontact with such problems, 

we have pro rovided the necess: wd facilities whic h 
mable us to render 


eter Service, Chicago rates applicable to 
ai aon all locations, direct connection and 
pa arrangement with all trunk ci 
makes a location on The Belt Railway Compan 
of Chicago comparable with one served by all 
ailroads entering Chicago. 


aim is to render helpful assistance and toward 
tha t end we place ourselves unreservedly at your 
disposal. 


J. H. BROWN 
Traffic and Industrial Manager 
Dearborn Station 


Chicago 
Telephone Harrison 3690 
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Manufacturing Sites and Buildings 


CHICAGO DISTRICT 


AT LOW RENTALS 











LOCATED IN 


A Modern Industrial Center Planned Especially 
For Warehouse and Factory 













Private Switchtrack from Belt Railway of Chicago 
Universal Less Than Carload Service In and Outbound 
Chicago Rate Basis 
Open Shop Labor Conditions 
Low ‘Taxes 
Sewers, Water, Gas, Electricity and Paved Streets 






The Clearing Industrial District is now prepared to rent fenced in switchtrack 
property of any size with watchmen service for the storage of contractors equip- 
ment and miscellaneous materials for outside storage with locomotive crane 
service available at reasonable rates. 


RESPONSIBLE CONCERNS ARE INVITED TO INVESTIGATE 





WILL BUILD TO SUIT ON LONG TERM LEASE, OR 
PURCHASE CONTRACT 


The Clearing Industrial District 


OF CHICAGO 
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SOUTHERN PACIFIC LINES 


. 3 ea 
on - 
a § Sone 

nes &s . ° gis 

sees It Is the Passion of All Railroad Men to Be BE Es 
er d 99 Sct 
ze25 Understood’”—Carl R. Gray ~aE 
asZé ; > 

z S Reproduced by Permission from issue of ‘‘Chicago Commerce,” October 23rd” = 

Q@ @ m 

COMPARATIVELY great audience, 1,600 “With regard to transportation by water, 
8 people from 100 Illinois cities being pres- inland highways or transportation by motor, @ @ 
a ent, greeted President Carl R. Gray, of the element of unfairness, it seems to me, will = & 
ao the Union Pacific System, after making a long yltimately appeal to the American people, and Seas 
no journey to address, as he did on Tuesday, the when it has it will be given considerate treat- $3°6 
ee<! — a EB eg eg of ment. It seems most unfair for the rail car- ee ge 

osz¢g ate ore. a; e Se c a D id a am- riers to be standing alone and regulated to a ee 3§ 

ICC taf presiding. ome of Fresident Grays  frazzle and being compelled to compete with wy Be 

Be <? t othe po cen bi act had as a 20Y Other kind of a carrier. This carrier, with z. nd 

Q® @ fundamental principle that people of the United the Privileges and responsibilities of a nnn . g 

States must have a dependable and efficient ™©® Carrier, is yet wholly and completely with- eS 

system of national transportation. Mr. Hoover °Ut_ regulation. = 3 
rc) said in 1921 that the losses to shippers and The year 1926 has been the best that the “ oe 
= public, occasioned by car shortage and conges- Carriers have known since federal control. , 

ae & tion, for that year, when the railroads were Roads in the east and south have approximated ss 

Zé = coming out from federal control, amounted to what the Interstate Commerce Commission has @ ® 

Ss 2. one billion dollars. This means that since said to be a fair return, 534 per cent, but un- we of 

mais then in each year the railroads have, by a fortunately the western roads are behind. For Bs Se 

ms 2 8 superior use of their facilities, saved a sum several months of this year the rate of return Sea 5 

8 a equal to more than their total earnings in that upon property investment in the eastern dis- so: € 

> @ year upon $23,000,000,000 worth of property. trict has been 5.72 per cent, and in the southern aa Be 

“The greatest achievement in the last seven district 5.77; but in the country west of the aaet 

“ years has been the translation from a spirit Mississippi the return has been only 4.04 per 3924 

fy . of hostility on the part of the public to one cent. This is not a healthy condition. We Bd ay 

Aas of real friendliness, and this was done first have had, as I have said, six years without ai) 

aso by a reconstitution of the minds of the rail- congestion and without car shortage, and have sp 

mf Z5 road men themselves. Then almost as if by given a service that is the admiration of all. = 

Syne direction, but entirely by their individual and We have had co-operation between the rail- ; 

mo <p voluntary action, they took an entirely new roads such as we have never known, nor has S 

Fay Aa viewpoint of their relation as public servants. there been before such a response from em- = 

ds 42 Their success in coming near to the public is ployes, and any attempt to take the whole wy 

C2 Se one of the most remarkable chapters in our credit would be wrong when considerable ozs 

Se of industrial history. praise and due consideration should be given to 23 & 

me A “Another direct result of the tremendous our employes for their co-operation. ss¢ 

o 8 improvement in transportation is the depend- “Last year American railroads gave to the a” 

@ ®@ ence which the shipper has placed upon its people 4,000 ton miles per capita, six to seven z= - 
: service, and by virtue of which confidence he times as much as is found in any other country. Rk 5 
A] has so reduced his stock that the sum in A few years ago it was a dream for railroad a 
rm aggregate is staggering. It has been estimated men to have a week in which all the railroads, 

2 3 that from six to eight billion dollars has been would, as a whole, load a million carloads of @ @ 
5 released from a frozen condition on account of freight. This is now a commonplace. The first ~ 
ace the dependability of transportation and put to’ thirty-eight weeks of 1926 have had seventeen wave 

Se ze the use of the people as a whole. The ease of million car weeks. aot 

<$Ze credits, the cheapness of money now seems to “I believe it is the passion of all railroad Wo Be 

R= Oh me a direct result of the release of these colos- men, realizing their full responsibility to the BS aS 

* ae sal frozen assets, and, by the way, this amount public, to measure up first and foremost to mows 
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